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NOTICE

MARINE WEATHER SERVICES CHART--Savannah, Ga., to Apalachicola,
Fla., is enclosed. Similar charts covering the remainder of the area
covered by Coast Pilot 4 are out of stock. If you desire new editions of
these charts when printed, write toChief, Coast Pilot Branch (C325), Coast
and Geodetic Survey, Rockville, Maryland 20852, asking for one or both of
the following and they will be furnished free: MARINE WEATHER SERVICES
CHART, Manasquan, N.J., to Cape Hatteras, N.C.; MARINE WEATHER
SERVICES CHART, Cape Hatteras, N.C., to Savannah, Ga.



Preface

United States Coast Pilot 4, Atlantic Coast, Cape Henry to
Key West, Eighth (1970) Edition, is based upon the work of the
Coast and Geodetic Survey, and includes the February-June 1969
field observations of Lieutenant Bobby D. Edwards, USESSA, and
Marine Information Specialist John B. Gregory. Assistance and marine
information were obtained from the U.S. Coast Guard, U.S. Army
Corps of Engineers and other federal authorities, state and local
port authorities, and mariners. The preceding Seventh (1964) Edition
is canceled.

The information published in this book has been computerized
and printed by an automatic phototypesetting process. It is planned to
update the magnetic tape each year and publish a new edition of Coast

Pilot 4 annually, thus eliminating the annual supplements.

All persons using the Coast Pilots are invited to send information
or suggestions for increasing their usefulness to the Director, Coast and
Geodetic Survey, Environmental Science Services Administration,
Rockville, Maryland 20852.

I
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1. GENERAL INFORMATION

UNITED STATES COAST PILOTS.—The C&GS
Coast Pilots are a series of eight nautical books that
cover a wide variety of information important to
navigators of United States coastal and intracoastal
waters. Most of this book information cannot be
shown graphically on the standard nautical charts
and is not readily available elsewhere. Coast Pilot
subjects include navigation regulations, outstanding
landmarks, channel and anchorage peculiarities,
dangers, weather, ice, freshets, routes, pilotage,
and port facilities.

Commencing with this book, it is planned to
publish new editions of Coast Pilot 4 annually. This is
possible because the Coast Pilot information has been
computerized and is printed by an automatic photo-
typesetting process.

Cumulative supplements, containing changes re-
ported since dates of editions, will continue to be
published early each year for the other Coast Pilots
until they are due for new editions. Eventually all
Coast Pilots will be computerized and new editions
will be printed on an annual basis.

Bearings.—These are true, and when given in
degrees are clockwise from 000° (north) to 359°.
Light-sector bearings are toward the light.

Bridges and cables.—Vertical clearances of
bridges and overhead cables are in feet above mean
high water unless otherwise stated; clearances of
drawbridges are for the closed position, although
the open clearances are also given for vertical-hft
bridges. Clearances given in the Coast Pilots are
those approved for nautical charting, and are sup-
plied by the U.S. Coast Guard (bridges) and U.S.
Army Corps of Engineers (cables); they may be as-
built (verified by actual inspection after completion
of structures) or authorized (design values specified
in permit issued prior to construction). No dif-
ferentiation is made in the Coast Pilots between as-
built and authorized clearances. See charts for
horizontal clearances of bridges, as these are given
in the Coast Pilots only when they are 50 feet or
less. Submarine cables are rarely mentioned.

Courses.—These are true and are given in degrees
clockwise from 000° (north) to 359°. The courses
given are the courses to be made good.

Currents.—Stated current velocities are the
averages at strength. Velocities are in knots, which
are nautical miles per hour. Directions are the true
directions to which the currents set.

Depths.—Depths are in feet or fathoms below the
low-water tidal datum of the charts unless other-
wise stated. The controlling depth of a channel is the
least depth within the hmits of the channel; it
restricts the safe use of the channel to drafts of less
than that depth. The centerline controlling depth of a

channel applies only to the channel centerline;
lesser depths may exist in the remainder of the
channel. The midchannel controlling depth of a
channel is the controlling depth of only the middle
half of the channel. Federal project depth is the
design dredging depth of a channel constructed by
the Corps of Engineers, U.S. Army; the project
depth may or may not be the goal of maintenance
dredging after completion of the channel, and for
this reason, project depth must not be confused
with controlling depth. Depths alongside wharves
usually have been reported by owners and/or opera-
tors of the waterfront facilities, and have not been
verified by Government surveys; since these depths
may be subject to change, local authorities should
be consulted for current controlling depths.

In general, the Coast Pilots give the project
depths for deep-draft ship channels maintained by
the Corps of Engineers. The latest controlling
depths are usually shown on the charts and
published in the Notices to Mariners. For other
channels, the latest controlling depths available at
the time of publication are given.

Distances.~—These are in nautical miles unless
otherwise stated. A nautical mile is one minute of
latitude, or approximately 2,000 yards, and is about
1.15 statute miles.

Heights.—These are in feet above the tidal datum
used for that purpose on the charts, usually mean
high water. However, the heights of the decks of
piers and wharves are given in feet above the chart
datum for depths.

Light and fog sigmnal characteristics.—These are
not described, and light sectors and visible ranges
ir_e normally not defined. See Coast Guard Light

ists.

Obstructions.—Wrecks and other obstructions are
mentioned only if of a relatively permanent nature
and in or near normal traffic routes.

Radio aids to navigation.—These are seldom
described. See Coast Guard Light Lists and Naval
Oceanographic Office Radio Navigational Aids
publications.

Ranges.—These are not fully described. ‘A 339°
Range’’ means that the rear structure bears 339°
ir_om the front structure. See Coast Guard Light

1sts.

Reported information.—Information received by
the Coast and Geodetic Survey from various
sources concerning depths, dangers, currents,
facilities, and other subjects, which has not been
verified by Government surveys or inspections, is
often included in Coast Pilots; such unverified infor-
mation is qualified as ‘‘reported”, and should be re-
garded with caution.
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Time.—All times are given in local standard time
in the 24-hour system (i.€., noon is 1200, 2:00 p.m. is
1400, and midnight is 0000) unless otherwise stated.

Winds.—Directions are the true directions from
which the winds blow. Speeds are in knots, which
are nautical miles per hour.

U.S GOVERNMENT AGENCIES PROVIDING
MARITIME SERVICES

Agricultural Research Service, Department of
Agnculture.—The Animal Health and Plant
Quarantine Divisions of this organization are
responsible for protecting the Nation’s animal
population, food and fiber crops, and forests from
invasion by foreign pests. They administer agricul-
tural quarantine and restrictive orders issued under
authority provided in various acts of Congress. The
regulations prohibit or restrict the importation or in-
terstate movement of live animals, meats, plants,
plant products, soil, injurious insects, and as-
sociated items that may introduce or spread plant
and animal pests new 1o or not widely distributed
within the United States or its territories. Inspec-
tors examine imports at ports of entry as well as the
vessel, its stores, and crew or passenger baggage.

The Service also provides an inspection and cer-
tification service for exporters to assist them in
meeting the quarantine requirements of foreign
countries. See Appendix for a list of ports where
agricultural inspectors are located and inspections
conducted.

Bureau of Customs, Department of the Treasu-
ry.—The Bureau of Customs administers the entry
and clearance of vessels; collects regular and spe-
cial tonnage taxes on vessels; supervises and ad-
ministers the landing and delivery of foreign
merchandise, and collects the duties on the
merchandise required by the customs laws (in-
cludes the processes of unlading; appraisement;
and lighterage, drayage, warehousing, and ship-
ment under bond); regulates the treatment of sea
and ship’s stores while in port and the baggage of
crewmen and passengers, including the collection
of any required duties on these articles; enforces
the federal navigation laws regarding illegally im-
ported merchandise; and, through the procedures
of entry and clearance, ascertains if any navigation
laws have been violated, and if so, detains the ves-
sel and reports the suspected violations to the ap-
propriate federal enforcing agency. Customs dis-
tricts, stations, and ports of entry are listed in the
Appendix.

The Bureau of Customs may issue a cruising
license, valid for a period of up to six months and in
specified customs districts, to a yacht of a foreign
country which has a reciprocal agreement with the
United States. A foreign yacht holding a cruising
license may cruise in U.S. waters and arrive in and
depart from U.S. ports without entering or clearing
at the customhouse, and without the payment of

any charges for entering or clearing, dues, tonnage
taxes, or charges for the cruising license, provided
that such yachts do not engage in trade or violate
the laws of the United States, and upon arrival at
each port or place in the U.S., shali report the fact
of arrival to the customs officer at the nearest
customhouse. Countries which have a reciprocal
agreement, granting the above privileges to U.S.
yachts, include Canada, the Bahama Islands, and
Bermuda. Further information and application
forms for cruising licenses may be obtained from
the customs headquarters port of entry in the
customs district for which the license is desired; see
the Appendix. American yachts planning a cruise to
a foreign port may contact the nearest U.S. customs
headquarters port of entry for information on the
foreign customs requirements.

Coast and Geodetic Survey, Department of Com-
merce.—The Coast and Geodetic Survey provides
charts and related publications for the safe naviga-
tion of marine and air commerce, and provides
basic data for engineering and scientific purposes
and for other commercial and industrial needs. The
principal marine facilities of the Coast and Geodetic
Survey are located in the Washington, D.C. area
(headquarters), in Norfolk, Va. (Atlantic Marine
Center), and in Seattle, Wash. (Pacific Marine
Center). C&GS ships are based at the marine cen-
ters. There are also field offices in New York, Kan-
sas City, San Francisco, Honolulu, and Anchorage
(Alaska); see Appendix for addresses. The field of-
fices maintain files of charts and other publications
which are available for the use of mariners, who are
invited to avail themselves of the facilities afforded.

The C&GS distribution center for charts and
publications is at Washington, D.C. Orders mailed
to headquarters should be accompanied by a check
or money order made payable to C&GS, Depart-
ment of Commerce.

Sales agents for Charts, Coast Pilots, Tide Tables,
Tidal Current Tables, and Tidal Current Charts of
the Coast and Geodetic Survey are located in many
U.S. ports and in some foreign ports. A nautical
chart catalog, which lists sales agents, is enclosed in
each Coast Pilot. The agents are also listed annually
in the Weekly Notice to Mariners.

Nautical charts are published primarily for the use
of the mariner but serve the public interest in many
other ways. They are compiled principally from
Coast and Geodetic Survey basic field surveys,
supplemented by data from other Government or-
ganizations.

Tide Tables are issued annually by the Coast and
Geodetic Survey in advance of the year for which
they are prepared. These tables include predicted
times and heights of high and low waters for every
day in the year for a number of reference stations
and differences for obtaining similar predictions for
numerous other places. They also include other use-
ful information such as a method for obtaining



1. GENERAL INFORMATION 3

heights of tide at any time, local mean time of sun-
rise and sunset for various latitudes, reduction of
local mean time to standard time, and time of moon-
rise and moonset for various ports.

Caution.—In using the Tide Tables, slack water
should not be confused with high or low water. For
ocean stations there is usually little difference
between the time of high or low water and the
beginning of ebb or flood currents; but for places in
narrow channels, land-locked harbors, or on tidal
rivers, the time of slack current may differ by
several hours from the time of high or low water.
The relation of the times of high or low water to the
turning of the current depends upon a number of
factors, so that no simple general rule can be given.
To obtain the times of slack water, reference should
be made to the Tidal Current Tables.

Tidal Current Tables for the coasts of the United
States are issued annually by the Coast and
Geodetic Survey in advance of the year for which
they are prepared. These tables include daily pre-
dictions of the times of slack water and the times
and velocities of strength of flood and ebb currents
for a number of waterways, together with dif-
ferences for obtaining predictions for numerous
other places. Also included is other useful informa-
tion such as a method for obtaining the velocity of
current at any time, duration of slack, coastal tidal
currents, wind currents, combination of currents,
and current diagrams. Some information on the
Gulf Stream is included in the tables for the Atlantic
coast,

Tidal Current Charts are published by the Coast
and Geodetic Survey for vanious localities. These
charts depict the direction and velocity of the cur-
rent for each hour of the tidal cycle. They present a
comprehensive view of the tidal current movement
in the respective waterways as a whole and when
used with the proper current tables or tide tables
supply a means for readily determining for any time
the direction and velocity of the current at various
localities throughout the areas covered.

Coast Guard, Department of Transporta-
tion.—TheCoast Guard has among its duties the en-
forcement of the laws of the United States on the
high seas and in coastal and inland waters of the
U.S. and its possessions; enforcement of navigation
and neutrality laws and regulations; establishment
and enforcement of navigational regulations upon
the Inland Waters of the United States, including
the establishment of a demarcation line separating
the high seas from waters upon which United States
navigational rules apply; administration of the Oil
Pollution Act of 1961; establishment and adminis-
tration of water vessel anchorages; approval of
bridge locations and clearances over navigable
waters; administration of the alteration of obstruc-
tive bridges; regulation of drawbridge operations;
inspection of vessels of the Merchant Marine; ad-
measurement of vessels; documentation of vessels;

preparation and publication of merchant vessel re-
gisters; registration of stack insignia; port security;
issuance of Merchant Marine licenses and docu-
ments; search and rescue operations; investigation
of marine casualties and accidents, and suspension
and revocation proceedings; destruction of dere-
licts; operation of aids to navigation; publication of
Light Lists and Local Notices to Mariners; and
operation of ice breaking facilities.

The Coast Guard operates the Automated
Merchant Vessel Report (AMVER) System. It is an
international maritime mutual assistance program
which provides important aid to the development
and coordination of search and rescue (SAR) ef-
forts in many offshore areas of the world. Merchant
ships of all nations making offshore passages are
encouraged to voluntarily send sailing reports and
periodic position reports to the AMVER Center at
Coast Guard New York via selected radio stations.
Information from these reports is entered into an
electronic computer which generates and maintains
dead reckoning positions for the vessels. Charac-
teristics of vessels which are valuable for determin-
ing SAR capability are also entered into the com-
puter from available sources of information.

Information concerning the predicted location
and SAR characteristics of each vessel known to be
within an area of interest, called a Surface Picture
(SURPIC), is made available upon request to recog-
nized SAR agencies or vessels needing assistance
regardless of nationality for use during emergen-
cies.

Instructions guiding participation in the AMVER
System are available in the following 13 languages:
Danish, Dutch, English, French, German, Greek,
Italian, Japanese, Norwegian, Portuguese, Russian,
Spanish, and Swedish. They are available from:
Commander, Eastern Area, U.S. Coast Guard,
Governors Island, New York 10004; Commander,
Western Area, U.S. Coast Guard, 630 Sansome
Street, San Francisco, California 94126; and at U.S.
Coast Guard District Offices, Marine Inspection
Offices, and Captain of the Port Offices in major
U.S. ports.

The Coast Guard conducts and/or coordinates
search and rescue operations for surface vessels and
aircraft that are in distress or overdue. See DIS-
TRESS SIGNALS AND PROCEDURES.

Light Lists, published by the Coast Guard,
describe aids to navigation, consisting of lights, fog
signals, buoys, lightships, daybeacons, and elec-
tronic aids, in U.S. (including Puerto Rico and U.S.
Virgin Islands) and contiguous Canadian waters.
Light Lists are for sale by the Superintendent of
Documents, Government Printing Office, Washing-
ton, D.C. 20402, and by sales agents in the principal
seaports. Mariners should refer to these publica-
tions for detailed information regarding the charac-
teristics and visibility of lights, and the descriptions
of light structures, lightships, buoys, fog signals,
and electronic aids.
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Local Notices to Mariners.—Changes and deficien-
cies in aids to navigation maintained by or under the
authority of the Coast Guard are published in Local
Notices to Mariners issued by the District Com-
mander of the area in which the aids are located.

Marine Broadcast Notices to Mariners are made by
the Coast Guard through Coast Guard, Navy and
some commercial radio stations to report deficien-
cies and changes in aids to navigation of im-

ortance; see RADIO WARNINGS AND

EATHER.

Documentation (issuance of certificates of regis-
try, enrollments, and licenses), admeasurements of
vessels, and administration of the various naviga-
tion laws pertaining thereto are functions of the
Coast Guard. Yacht commissions are also issued,
and certain undocumented vessels required to be
numbered by the Federal Boating Act of 1958 are
numbered either by the Coast Guard or by a state
having an approved numbering system (the latter is
most common). Owners of vessels may obtain the
necessary information from any Coast Guard Dis-
trict Commander or Marine Inspection Office.
Coast Guard District Offices, Coast Guard Sta-
tions, Ca8tain of the Port Offices, and Marine In-
spection Offices are listed in the Appendix.

Corps of Engineers, Department of the Ar-
my.—The Corps of Engineers has charge of the im-
provement of the rivers and harbors of the United
States and of miscellaneous other civil works which
include the administration of certain Federal laws
enacted for the protection and preservation of
navigable waters of the United States, the establish-
ment of regulations for the use, administration, and
navigation of navigable waters, the establishment
of harbor lines, the removal of sunken vessels ob-
structing or endangering navigation, and the grant-
ing of permits for structures or operations in
navigable waters.

Information concerning the various ports, im-
provements, channel depths, navigable waters, and
the condition of the Intracoastal Waterways in the
areas under their jurisdiction may be obtained
direct from the District Engineer offices; see Ap-
pendix.

Restricted areas in most places are defined and
regulations governing them are established by the
Corps of Engineers. The regulations are enforced
by the authority designated in the regulations, and
the areas are shown on the large-scale charts of the
Coast and Geodetic Survey. Copies of the regula-
tions may be obtained at the District offices of the
Corps of Engineers. The reigjulations also are copied
into the appropriate Coast Pilots.

Fishtraps.—The Corps of Engineers has general
supervision of location, construction, and manner
of maintenance of all traps, weirs, pounds, or other
fishing structures in the navigable waters of the
United States. Construction permits issued by the
Engineers specify the lights and signals required for
the safety of navigation.

Fish Havens, artificial reefs constructed to attract
fish, can be established in U.S. coastal waters only
as authorized by a Corps of Engineers permit; the
permit specifies the location, extent, and depth
over these ‘‘underwater junk piles’’.

Federal Communications Commission.—The
Federal Communications Commission controls
radio communications in the United States and in
all possessions except the Panama Canal Zone.
Commission inspectors have authority to board
ships to determine whether their radio stations
comply with international treaties, Federal Laws
and Commission regulations. The commission has
field offices in the principal United States ports; see
Appendix. Information concerning ship radio regu-
lations and service documents may be obtained
from the Federal Communications Commission,
Washington, D.C. 20554, or from any of the field
offices.

Immigration and Naturalization Service, Depart-
ment of Justice.—The Immigration and Naturaliza-
tion service administers the laws relating to admis-
sion, exclusion, and deportation of aliens, the regis-
tration and fingerprinting of aliens, and the natu-
ralization of aliens lawfully resident in the United
States.

The designated ports of entry for aliens are di-
vided into three classes. Class A is for all aliens.
Class B is only for aliens who at the time of apply-
ing for admission are lawfully in possession of valid
resident aliens’ border-crossing identification cards
or valid non-resident aliens’ border-crossing
identification cards or are admissible without docu-
ments under the documentary waivers contained in
8 CFR 212.1(a). Class C is only for aliens who are
arriving in the United States as crewmen as that
term is defined in Section 101(a) (10) of the Im-
migration and Nationality Act. [The term
‘‘crewinan’’means a person serving in any capacity
on board a vessel or aircraft.] No person may enter
the United States until he has been inspected by an
immigration officer. A list of the offices covered by
this %oast Pilot are given in the Appendix.

Naval Oceanographic Office, Department of the
Navy.—The Naval Oceanographic Office provides
accurate charts and related information for foreign
waters. Publications include Sailing Directions
(pilots), Light Lists, Table of Distances, Radio
Navigational Aids, Radio Weather Aids, Interna-
tional Code of Signals, and the American Practical
Navigator (Bowditch). The Weekly Notice to
Mariners, a joint arrangement with the Coast Guard
and the Coast and Geodetic Survey, contains cor-
rections to charts and publications for both foreign
and domestic waters,
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Important matters affecting navigational safety
are published in the Weekly Notice to Mariners. Ur-
gent items are also broadcast by radio; see RADIO
WARNINGS AND WEATHER;, notices provide
information which the mariner should use to update
editions of charts, Coast Pilots, and other marine
publications. ‘“Special” items covering a variety of
subjects and generally not discussed in the Coast
Pilot or shown on charts are published annually in
Notice to Mariners 1. These “‘Specials’” are impor-
tant to the mariner and should be perused for future
reference. See Appendix for list of “‘special’ items.

Public Health Service, Department of Health,
Education, and Welfare.— The Public Health Ser-
vice administers hospitalization and outpatient
treatment to legal beneficiaries of the government;
it also administers foreign and domestic quarantine
laws and conducts medical examinations of aliens.

A vessel arriving at a port under the control of the
United States shall undergo quarantine inspection
prior to entry unless exempted from such inspec-
tion by section 71.46 or 71.47 of Foreign Quarantine
Regulations (42 CFR Part 71), and Supplemental
Provisions, of the Public Health Service, Depart-
ment of Health, Education, and Welfare.

Vessels subject to quarantine inspection shall
upon arrival at ports under the control of the United
States fly a yellow flag, and await inspection, as
provided in section 71.62 of Foreign Quarantine
Regulations. Only the pilot shall board or be per-
mitted to board any vessel subject to quarantine in-
spection until after it has been inspected by the
quarantine officer and granted pratique, except
with the permission of the quarantine officer. A
person boarding such vessel shall be subject to the
same restrictions as those imposed on the persons
on the vessel. No person shall leave or be permitted
to leave any vessel subject to quarantine inspection
until after it has been inspected by the quarantine
officers and granted pratique, except with the per-
mission of the quarantine officer.

Vessels subject to quarantine inspection may also
apply for and receive pratique by radio. Requests
for radio pratique should be made in accordance
with instructions on the Maritime Quarantine
Declaration (HSM 13.19, 7-69) and addressed
directly to the vessel’s agent for relay to the quaran-
tine station. Upon evaluation of information con-
tained in the radio message, either radio free or
radio provisional pratique will be granted to the ves-
sel. In the case of radio free pratique, the vessel
may proceed directly to dockside without inspec-
tion by a quarantine officer. Vessels granted radio
provisional pratique may proceed to dockside for
partial or complete inspection, depending upon the
evaluation of tge radio message received.

Vessels arriving at a port under the control of the
United States from a foreign port shall be subject to
sanitary inspection to ascertain whether there exists

rodent, insect, or other vermin infestation, con-
taminated food or water, or other insanitary condi-
tion requiring measures for the prevention of the in-
troduction, transmission, or spread of communica-
ble disease.

National quarantine regulations will be found at
the stations of the Public Health Service and at
United States consulates and will be furnished to
vessels upon application to officers of the Service
or to Chief, Foreign Quarantine Program, National
gl(%r?;nunicable Disease Center, Atlanta, Georgia

United States merchant seamen are entitled to
medical relief obtainable through the Public Health
Service. A United States seaman is one engaged on
board in care, preservation, or navigation of any re-
gistered, enrolled, or licensed vessel of the United
States, or in the service, on board, of those so en-
gaged. Hospitals, outpatient clinics, and contract
physician’s offices of the Public Health Service are
located at the addresses given in the Appendix.
Free medical advice is furnished to seamen by radio
through the cooperation of governmental and com-
mercial radio stations whose operators receive and
relay messages from ships at sea to Public Health
Service stations and then radio the medical advice
back to the ships; see Appendix for list of radio sta-
tions that provide this service.

Weather Bureau, Department of Com-
merce.—Forecastsand warnings of the approach of
storms over land and ocean areas are among the
services of the Weather Bureau to navigation, com-
merce, agriculture, and the general public. Other
warnings cover cold waves, frost, forest-fire
hazard, tornadoes, and floods. Meteorological in-
formation is collected and transmitted at 1-hour, 3-
hour, and 6-hour intervals from land stations, ships
at sea, and aircraft. These reports form a basis for
the forecasting service, for summarization and
publication of climatological data having general
value and applicability, and for research basic to
improvement of the national weather service.

Weather Bureau offices are in many ports and
other places in the United States and possessions.
Stations in the area of concern to this Coast Pilot,
where the public may compare barometers against
Weather Bureau barometers and discuss weather
information with bureau officials, are listed in the
Appendix. By international agreement, the Weather
Bureau also shares in the operation of certain
weather ships in the North Atlantic and North
Pacific Oceans.

The collection of marine meteorological observa-
tions from ships at sea is conducted on a purely
voluntary and cooperative basis. The Weather Bu-
reau supplies shipmasters with blank forms, printed
instructions, and such other materials as is essential
to the making and recording of observations. In the
course of an average peacetime year, more than
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400,000 observations are received from vessels
representing every maritime nation and reaching
every quarter of the globe.

The hurricane and storm warning service was
established primarily to aid marine interests.
Warnings are issued whenever winds, weather,
storm surge, or other conditions are expected that
will be a hazard to marine operations. These
warnings are given wide distribution by commercial
radio and television, daily newspapers, government
and commercial radio, and by storm warning dis-
plays. During the hurricane season, June to
November, ships are asked to be especially
watchful for signs of hurricanes and report by radio
immediately. Satellite weather pictures are also
used to locate hurricanes; these pictures are espe-
cially useful in areas of the ocean infrequently
crossed by ships. Special reports are obtained from
weather reconnaissance planes dispatched to keep
track of hurricanes. Coastal radar reports are ex-
tremely valuable in defining the size and intensity
of hurricanes when they are within about 200 miles
of the station.

A hurricane watch is an announcement by the
Weather Bureau to the public and all other interests
via press, radio, and television whenever a tropical
storm or hurricane becomes a threat to a coastal
area. The ‘‘hurricane watch’’ announcement is not
a warning; it indicates that the hurricane is near
enough that everyone in the ‘‘watch’ area should
listen for subsequent advisories and be ready to
take precautionary action in case hurricane
warnings are issued.

The Weather Bureau, along with the Coast Guard,
state and local governments, and private interests,
cooperate in operating a coastal warning display
system to warn pleasure boatmen, and other marine
interests lacking radio-receiving equipment, of im-
pending hazardous weather and sea conditions on
coastal and inland waters. There are more than 550
of these flag or light display stations. The storm
warning display stations are listed on C&GS charts
and included on the Marine Weather Services
Charts published annually by the Weather Bureau.

DISTRESS SIGNALS AND PROCEDURES

Coast Guard search and rescue operations.—The
Coast Guard conducts and/or coordinates search
and rescue operations for surface vessels or aircraft
that are in distress or overdue. Search and rescue
aircraft have special markings, including a wide
band of fluorescent red-orange around the after
part of the fuselage. The cooperation of vessel
operators with Coast Guard helicopters, fixed-wing
aircraft, and vessels may mean the difference
between life and death for some seaman or aviator;
such cooperation is greatly facilitated by the prior
knowledge on the part of vessel operators of the
operational requirements of Coast Guard equip-

ment and personnel, of the international distress
signals and procedures, and of good seamanship.

International distress signals.—(1) A signal made
by radiotelegraphy or by any other signalling
method consisting of the group *“SOS’’ in Morse
Code.

(2) A signal sent by radiotelephony consisting of
the spoken word ‘‘MAYDAY™".

(3) The International Flag Code Signal of NC.

(4) A signal consisting of a square flag having
ﬁgﬁve or below it a ball or anything resembling a

(5) Flames on the craft (as from a burning oil bar-
rel, etc.)

(6) A rocket parachute flare or hand flare showing
ared light.

(7) Rockets or shells, throwing red stars fired one
at a time at short intervals.

(8) Orange smoke, as emitted from a distress
flare.

(9) Slowly and repeatedly raising and lowering
arms outstretched to each side.

(10) A gun or other explosive signal fired at inter-
vals of about one minute.

(11) A continuous sounding of any fog-signal ap-
paratus.

(12) A repeated waving of a flag or other distinc-
tive item or material.

Radio distress procedures.—Distress calls are made
on 500 kHz (SOS)for radiotelegraphy and on 2182
kHz or channel 16 (156.80 MHz) VHF (MAYDAY)
for radiotelephony. For less serious situations than
warrant the distress procedure, the urgency signal
(PAN for radiotelephony) or the safety signal
(SECURITY for radiotelephony) are used as ap-
propriate. Since radiotelegraph transmissions are
normally made by professional operators, and ur-
gency and safety situations are less critical, only the
distress procedures for voice radiotelephone are
described. For complete information on emergency
radio procedures, see H.O. Pubs. 117A, 117B, or
Part 83, Title 47, Code of Federal Regulations. See
Appendix for a list of Coast Guard Stations which
guard 2182 kHz and 156.80 MHz. Complete infor-
mation on distress guards can be obtained from
Coast Guard District Commanders.

Distress calls indicate a vessel or aircraft is
threatened by grave and imminent danger and
requests immediate assistance. They have absolute
priority over all other transmissions. All stations
which hear a distress call must immediately cease any
transmission capable of interfering with the distress
traffic and shall continue to listen on the frequency
used for the emission of the distress call. This call
shall not be addressed to a particular station and
acknowledgement of receipt shall not be given be-
fore the distress message which follows it is sent.

Radiotelephone distress communications include
the following actions:

(1) The radiotelephone alarm signal (if available):
The signal consists of two audio tones, of different
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pitch, transmitted alternately; its purpose is to at-
tract the attention of persons on radio watch or to
actuate automatic alarm devices. It may only be
used to announce that a distress call or message is
about to follow.

(2) The distress call, consisting of: —the distress
signal MAYDAY (spoken three times);

—the words THIS IS (spoken once);

—the call sign or name of the vessel in distress
(spoken three times).

(3) The distress message follows immediately and
consists of :

—the distress signal MAYDAY;

—The call sign and name of the vessel in distress;

—particulars of its position (latitude and lon-
gitude, or true bearing and distance from a known
geographical position);

—the nature of the distress;

—the kind of assistance desired;

—the number of persons aboard and the condition
of any injured;

—present seaworthiness of vessel;

—description of the vessel (Iength, type; cabin,
mas)ts, power; color of hull, superstructure, trim;
etc.);

—any other information which might facilitate the
rescue, such as display of a surface-to-air identifi-
cation signal or a radar reflector;

—your listening frequency and schedule;

~THIS IS (call sign and name of vessel in dis-
tress). OVER.

(4) acknowledgement of receipt of a distress
message: If a distress message is received from a
vessel which is definitely in your vicinity, im-
mediately acknowledge receipt. If it is not in your
vicinity, allow a short interval of time to elapse be-
fore acknowledging, in order to permit vessels
nearer to the vessel in distress to acknowledge
receipt without interference. However, in areas
where reliable communications with one or more
shore stations are practicable, all vessels may defer
this acknowledgement for a short interval so that a
shore station may acknowledge receipt first. The
acknowledgement of receipt of a distress is given as
follows:

—the call sign or name of the vessel sending the
distress (spoken three times);

—the words THIS IS;

—the call sign or name of acknowledging vessel
(spoken three times);

—The words RECEIVED MAYDAY.

After the above acknowledgement, allow a mo-
mentary interval of listening to insure that you will
not interfere with another vessel better situated to
render immediate assistance; if not, with the
authority of the person in charge of the vessel,
transmit;

—the word MAYDAY;

—the call sign and name of distressed vessel;

—the words THIS IS;

—the call sign and name of your vessel;

-—your position (latitude and longitude, or true
bearing and distance from a known geographical
position);

—the speed you are proceeding towards, and the
approximate time it will take to reach, the dis-
tressed vessel. OVER.

(5) Further distress messages and other communi-
cations: Distress communications consist of all
messages relating to the immediate assistance
required by the distressed vessel. Each distress
communication shall be preceded by the signal
MAYDAY. The vessel in distress or the station in
control of distress communications may impose
silence on any station which interferes. The
procedure is:—the words SEELONCE MAYDAY
(Seelonce is French for silence). Silence also may
be imposed by nearby mobile stations other than
the vessel in distress or the station in control of dis-
tress communications. The mobile station which be-
lieves that silence is essential may request silence
by the following procedure: —the word
SEELONCE, followed by the word DISTRESS,
and its own call sign.

(6) Transmission of the distress procedure by a ves-
sel or shore station not itself in distress: A vessel or a
shore station which learns that a vessel is in distress
shall transmit a distress message in any of the fol-
lowing cases:

{a) When the vessel in distress is not itself able to
transmit the distress message .

(b) When a vessel or a shore station considers that
further help is necessary.

(c) When, although not in a position to render
assistance, it has heard a distress message that has
not been acknowledged.

In these cases, the transmission shall consist of:

—-the radiotelephone alarm signal (if available);

—the words MAYDAY RELAY (spoken three
times);

-the words THIS IS;

—the call sign and name of vessel (or shore sta-
tion), spoken three times.

When a vessel transmits a distress under these
conditions, it shall take all necessary steps to con-
tact the Coast Guard or a shore station which can
notify the Coast Guard.

(7) Termination of distress: When distress traffic
has ceased, or when silence is no longer necessary
on the frequency used for the distress traffic, the
station in control shall transmit on that frequency a
message to all stations as follows:

—the distress signal MAYDAY;

—the call TO ALL STATIONS, spoken three
times;

—the words THIS IS;

—the call sign and name of the station sending the
message;

—the time;

—the name and call sign of the vessel in distress;

—the words SEELONCE FEENEE (French for
silence finished).
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Radar reflectors on small craft.—Operators of dis-
abled wooden craft and persons adrift in rubber
rafts or boats that are, or may consider themselves
to be, the object of a search, should hoist on a ha-
lyard or otherwise place aloft as high as possible
any metallic object that would assist their detection
by radar. Coast Guard cutters and aircraft are radar
equipped and thus are able to continue searching in
darkness and during other periods of low visibility.
It is advisable for coastal fishing boats, yachts, and
other small craft to have efficient radar reflectors
permanently installed aboard the vessel.

Filing Cruising schedules.—Small-craft operators
should prepare a cruising plan before starting on ex-
tended trips and leave ashore with a yacht club,
marina, friend, or relative. It is advisable to use a
checking-in procedure by telephone for each point
specified in the cruising plan. Such a trip schedule is
vital for determining if a boat is overdue and will
assist materially in locating a missing craft in the
event search and rescue operations become neces-
sary.

Aircraft procedures for directing surface craft to
scene of distress incident. —The following
procedures performed in sequence by an aircraft
mean that the aircraft is directing a surface craft
toward the scene of a distress incident:

(a) Circling the surface craft at least once.

(b) Crossing the projected course of the surface
craft close ahead at low altitude, opening and clos-
ing the throttle, or changing the propeller pitch.

(c) Heading in the direction in which the surface
craft is to be directed. The surface craft should
acknowledge the signal by changing course and fol-
lowing the aircraft. If, for any reason, it is impossi-
ble to follow, the surface craft should hoist the in-
ternational code flag NOVEMBER, or use any
other signaling means available to indicate this.

The following procedures performed by an air-
craft mean that the assistance of the surface craft is
no longer required:

(a) Crossing the wake of the surface craft close
astern at a low altitude opening and closing the
throttle or changing the propeller pitch.

Helicopter evacuation of personnel.—Helicopter
evacuation, usually performed by the Coast Guard,
is a hazardous operation to the patient and to the
flight crew, and should only be attempted in event
of very serious illness or injury. Provide the doctor
on shore with all the information you can concern-
ing the patient, so that an intelligent evaluation can
be made concerning the need for evacuation. Most
rescue helicopters can proceed less than 150 miles
offshore (a few new helicopters can travel 250 miles
out to sea), dependent on weather conditions and
other variables. If an evacuation is necessary, the
vessel must be prepared to proceed within range of
the helicopter, and should be familiar with the
preparations which are necessary prior to and after
its arrival.

When requesting helicopter assistance:

(1) Give the accurate position, time, speed,
course, weather conditions, sea conditions, wind
direction and velocity, type of vessel, voice and
CW frequency for your ship.

(2) If not already provided, give complete medical
information including whether or not the patient is
ambulatory.

(3) If you are beyond helicopter range, advise
your diversion intentions so that a rendezvous point
may be selected.

(4) If there are changes to any items reported
earlier, advise the rescue agency immediately.
Should the patient die before the arrival of the
helicopter, be sure to advise those assisting you.

Preparations prior to the arrival of the helicopter:

(1) Provide continuous radio guard on 2182 kHz or
specified voice frequency, if possible. The
helicopter normally cannot operate CW.

(2) Select and clear the most suitable hoist area,
preferably aft on the vessel with a minimum of 50
feet radius of clear deck. This must include the
securing of loose gear, awnings, and antenna wires.
Trice up running rigging and booms. If hoist is aft,
lower the flag staff.

(3) If the hoist is to take place at night, light the
pickup areas as well as possible. Be sure you do not
shine any lights on the helicopter, so that the pilot is
not blinded. If there are any obstructions in the
vicinity, put a light on them so the pilot will be
aware of their positions.

(4) Point search lights vertically to aid the flight
crew in locating the ship and turn them off when the
helicopter is on the scene.

(5) Be sure and advise the helicopter of the loca-
tion of the pickup area on the ship before the
helicopter arrives, so that the pilot may make his
approach to aft, amidships or forward, as required.

(6) There will be a high noise level under the
helicopter, so voice communications on deck are al-
most impossible. Arrange a set of hand signals
among the crew who will assist.

Hoist operations:

(1) If possible, have the patient moved to a posi-
tion as close to the hoist area as his condition will
permit—time is important.

(2) Normally, if a litter (stretcher) is required, it
will be necessary to move the patient to the special
litter which will be lowered by the helicopter. Be
prepared to do this as quickly as possible. Be sure
the patient is strapped in, face up, and with a life
jacket on (if his condition will permlt)

(3) Be sure that the patient is tagged to indicate
what mediction, if any, was administered to him,
and when it was administered.

(4) Have patient’s medical record and necessary
papers in an envelope or package ready for transfer
with the patient.

(5) Again, if the patient’s condition permits, be
sure he is wearing a life jacket.

(6) Change the vessel’s course to permit the ship
to ride as easily as possible with the wind on the
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bow, preferably on the port bow. Try to choose a
course to keep the stack gases clear of the hoist
area.

(7) Reduce speed to ease ship’s motion but main-
tain steerageway.

(8) If you do not have radio contact with the
helicopter, when you are in all respects ready for
the hoist, signal the helicopter in with a ‘‘come on”’
with your hand, or at night by flashlight signals.

(9) allow basket or stretcher to touch deck prior to
handling to avoid static shock.

(10) If a trail line is dropped by the helicopter,
guide the basket or stretcher to the deck with the
line; keep the line free at all times. This line will not
cause shock.

(11) Place the patient in basket, sitting with his
hands clear of the sides, or in the litter, as described
above. Signal the helicopter hoist operator when
ready for the hoist. Patient should signal by a
nodding of the head if he is able.

(12) If it is necessary to take the litter away from
the hoist point, unhook the hoist cable and keep it
free for the helicopter to haul in. Do not secure cable
or trail line to the vessel or attempt to move stretcher
without unhooking.

(13) When patient is strapped into the stretcher,
signal the helicopter to lower the cable, hook up,
and signal the hoist operator when the patient is
ready to hoist. Steady the stretcher so it will not
swing or turn.,

(14) If a trail line is attached to the basket or
stretcher, use it to steady the patient as he is
hoisted. Keep your feet clear of the line.

Coast Guard droppable, floatable pumps.—The
Coast Guard often provides vessels in distress with
emergency pumps by either making parachute
drops or delivering by vessel. The most commonly
used type of pump comes complete in a sealed alu-
minum drum about half the size of a 50 gallon oil
drum. One single lever on top opens it up. Don’t be
smoking as there may be gas fumes inside the can.
The pump will draw about 90 gallons per minute.
There should be a waterproof flashlight on top of
the pump for night use.

To operate:

(1) Make sure suction and discharge hose connec-
tions are tight. Use the spanner wrench provided.

(2) Fill the gas tank with the gas provided.

(3) Prime the pump, using attached 8" wrench to
open priming plug. It will take about a gallon of
water.

(4) Pull the stop switch away from the spark plug.

(5) Close Carburetor choke-turn in direction of ar-
Tow.

{6) Open throttle at base of engine.

(7) Attach cord and start engine.

(8) Open choke.

(9) When finished, flush out pump with fresh
water.

Preparations for being towed by Coast Guard:

(1) Clear the forecastle area as well as you can.

(2) If a line-throwing gun is used, keep everyone
out of the way until line clears the boat. The Coast
Guard vessel will blow a police whistle or otherwise
warn you before he shoots.

(3) Have material ready for chafing gear.

Merchant vessel procedures for assisting an aircraft
that must ditch. —The following are recommended
procedures for assisting an aircraft that desires to
ditch alongside:

By day: (1) Establish a radiotelephone watch on
2182 kHz if equipped. Attempt to contact the air-
craft on this frequency.

(2) Maintain a radiotelegraphy watch on 500 kHz.
The Rescue Coordination Center controlling the
case will try to contact the ship on this frequency
via a shore radio station. Communications with the
aircraft may have to be relayed in this manner.

(3) Be prepared to send homing signals for the air-
crafton 410 kHz or 522 kHz.

(4) Provide black smoke if possible to aid aircraft
in sighting the ship.

(5) Post extra lookouts.

(6) Prepare to stop vessel or proceed towards
plane according to circumstances.

(7) Have two lifeboats and lifeboat crews ready.
Include in each lifeboat two ring buoys with
buoyant heaving lines, and fire extinguishers.

(8) Have medicine chest, stretchers, blankets, hot
drinks and food ready.

(9) Have ships’ hospital prepared to receive in-
jured persons.

(10) Rig Jacobs ladders. Rig cargo net or rope mail
sling on lee side amidships by cargo boom, to be
used if necessary to heave up exhausted survivors.
Injured persons should be left in the lifeboat to be
hoisted aboard with it.

(11) Be prepared to give aircraft information on
weather and sea conditions. Aircraft will want to
know wind direction and force; direction, height,
and length of primary and secondary swell systems.
If pilot selects ditch heading in sufficient time and
conditions otherwise permit, lay foam path along
ditching course.

(12) When aircraft is in sight set course parallel to
ditch heading that pilot has chosen. If not in com-
munication with the aircraft by the time the plane is
sighted and unable to obtain pilot’s ditch heading,
set course parallel to the main swell system and into
the wind component, if any.

(13) If on board, use a liferaft or buoyant ap-

aratus in water as a landing platform at the Jacobs

adder.

(14) Instruct coxswains to recover those survivors
in the water or clinging to wreckage before recover-
ing those in liferafts.

(15) Keep the Rescue Coordination Center ad-
vised by radio, prior to, and subsequent to ditching.

By night.—In addition to procedures recom-
mended for daytime, the following are also recom-
mended if the emergency occurs at night:
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(1) Lay a string of not less than 6 ring buoys with
water lights approximately 500 feet apart in a single
line along the ditch heading received from the pilot.
Take station two-thirds down the lighted lane off to
one side. The aircraft will attempt to land close to
the lighted lane. Do not use carbide water lights
because of the danger of gasoline on the water.

(2) Light up the ship with all fixed deck lights and
rig cargo lights on masts, king posts, top of decks,
etc., if possible.

(3) Use searchlight as visual beacons, shining one
vertically and sweeping the sky at 15° off the
horizon with the other. Do not shine lights toward
thf; aircraft at any time, since this would blind the
pilot.

RADIO WARNINGS AND WEATHER

Marine radio warnings and weather are available
from many sources and through several types of
transmissions. Only voice radiotelephone broad-
casts are described in the Coast Pilots. Synoptic
radiotelegraph (CW) and radioteletype, facsimile,
and marine CW weather broadcasts, and CW
broadcasts of navigational warings and other ad-
visories are not described, since these transmis-
sions are normally copied only by professional
radio operators who are familiar with the details in-
volved; for complete information on radio warnings
and weather, see H.O. Pubs. 117A, 117B, and 118.

Frequency units.—Hertz (Hz), a unit equal to one
cycle per second, has been generally adopted for
radio frequencies; accordingly, frequencies for-
merly given in the Coast Pilots in kilocycles (kc)
and megacycles (mc) are now stated in kilohertz
(kHz) and Megahertz (MHz), respectively.

Coast Guard radio stations.—Coast Guard radio
stations provide urgent, safety, and scheduled
marine information broadcasts with virtually
complete coverage of the approaches and coastal
waters of the United States, Puerto Rico, and the
U.S. Virgin Islands.

Scheduled radiotelephone broadcasts include rou-
tine weather, small-craft warnings, storm warnings,
navigation information, and other advisories on
2670 kHz, following a preliminary call on 2182 kHz.
See the Appendix for a list of the stations and their
llggf)adcast times for the area covered by this Coast

1lot.

Urgent and safety radiotelephone broadcasts of im-
portant Notice to Mariners items, storm warnings,
and other vital marine information are transmitted
upon receipt, and urgent broadcasts are repeated 15
minutes later; additional broadcasts are made at the
discretion of the originator. Urgent broadcasts are
preceded by the urgent signal PAN. Both the urgent
signal and message are transmitted on 2182 kHz.
Safety broadcasts are preceded by the safety signal
SECURITY. The safety signal is given on 2182 kHz
and the message is given on 2670 kHz. At the discre-

tion of the originator, urgent and safety broadcasts
may also be made on VHF channel 16 (156.80
MHz).

Weather Bureau radio stations.—The Weather Bu-
reau operates a series of VHF-FM radio stations
which provide continuous recorded weather broad-
casts on the frequency 162.55 MHz. These broad-
casts are available to those with suitable receivers
within about 40 miles of the antenna site; see the
Appendix for a list of these stations in the area
covered by this Coast Pilot.

Commercial radiotelephone coast sta-
tions.—Broadcasts of coastal weather and warnings
are made by some commercial radiotelephone coast
stations (marine operators) on the normal trans-
mitting frequencies of the stations. Vessels with
suitable receivers and desiring this service may
determine the frequencies and schedules of these
broadcasts from their local stations or from the se-
ries of Marine Services Charts published annually
by the Weather Bureau.

Local broadcast-band radio stations.—Many local
radio stations in the standard AM and FM broad-
cast band give local marine weather reports from
the Weather Bureau on a regular schedule. These
stations are listed on the series of Marine Services
Charts published annually by the Weather Bureau.
The broadcast schedules are usually given in local
newspapers.

Reports from ships.—The master of every ship of
the United States equipped with radio transmitting
apparatus, on meeting with a tropical storm, dan-
gerous ice, subfreezing air temperatures with gale
force winds causing severe ice accretion on su-
perstructures, derelict, or any other direct danger to
navigation, is required to cause to be transmitted a
report of these dangers to ships in the vicinity and
to the appropriate Government agencies.

During the West Indies hurricane season, June 1
to November 30, ships in the Gulf of Mexico,
Caribbean Sea area, southern North Atlantic
Ocean, and the Pacific waters west of Central
America and Mexico are urged to cooperate with
the Weather Bureau in furnishing these special re-
ports in order that warnings to shipping and coastal
areas may be issued.

TIME SIGNALS.—The United States system of
broadcasting time signals begins at 55 minutes 0
second of some hour and continues for 5 minutes.
Signals are transmitted on every second of this
period except the 29th of each minute, the 51st of
the first minute, the 52d of the second minute, the
53d of the third minute, the 54th of the fourth
minute, the last 4 seconds of the first 4 minutes, and
the last 9seconds of the last minute. The hour signal
is a 1.3-second dash, which is much longer than the
others.

In all cases the beginnings of the dashes indicate
the beginnings of the seconds, and the ends of the



1. GENERAL INFORMATION 11

dashed are without significance. The number of
dashes sounded in the group at the end of any
minute indicates the number of minutes of the
signal yet to be sent. In case of signal failure or er-
ror, the signal is repeated 1 hour later.

The United States Naval Observatory at Washing-
ton, D.C., is the origin of all Government time
signals broadcast in the United States and its pos-
sessions. The time signals are broadcast by Navy
Radio Station NSS in Washington on the following
frequencies: 162 kHz (replaced by 121.95 kHz from
1400 to 2000 on Thursdays), 5870 kHz, 9425 kHz,
13575 kHz, 17050.4 kHz, and 23650 kHz; the hours
of transmission are 0155-0200, 0555-0600, 0755-
0800, 1155-1200, 1355-1400, 1755-1800, and 2355-
0000 Greenwich Mean Time.

The National Bureau of Standards, in cooperation
with the Naval Observatory, broadcasts time
signals from its radio station WWY near Fort Col-
lins, Colorado, on radio frequencies of 2.5, §, 10,
15, 20, and 25 megahertz. The service is continuous,
day and night. This insures reliable coverage of the
United States and useful coverage of many other
parts of the world. The services include standard
radio frequencies, standard audio frequencies,
standard musical pitch, standard time intervals,
time signals, UT2 corrections, radio propagation
forecasts, and geophysical alerts.

Time announcements.—The audio frequencies are
interrupted at precisely 2 minutes before each hour.
They are resumed precisely on the hour and each 5
minutes thereafter. The beginnings of these
periods, when the audio frequencies are resumed,
are coordinated with the United States Naval Ob-
servatory and accurately mark the hour and succes-
sive 5-minute periods.

Greenwich Mean Time is announced in Interna-
tional Morse Code and voice during the last half of
each fifth minute of the hour. The announcement
gives the correct time at the commencement of the
next tone.

Standard Time Intervals.—An audio pulse, resem-
bling the ticking of a clock, occurs each second of
the minute except the 59th second. A double pulse
occurs for the 60th (or zero) second of each minute.

Radio Propagation Forecasts are given in Interna-
tional Morse Code during the last half-minute of
each 5 minute interval. These symbols indicate the
existing condition of the ionosphere over the North
Atlantic and the expected condition for the suc-
ceeding 6 hours. A letter (N, U, or W) expresses the
present condition as normal, unsettled or disturbed
and is followed by a number from 1 to 9 expressing
the expected condition, the higher numbers being
more favorable. Radio direction finders may
behave unreliably during disturbed conditions.

Silent periods occur for 4 minutes each hour from
45 minutes 15 seconds after the hour to 49 minutes
15 seconds after the hour.

_Radio Station WWVH, also operated by the Na-
tional Bureau of Standards, broadcasts a similar

program from the island of Maui, Hawaii, at
frequencies of 2.5, 5, 10, and 15 megahertz. Green-
wich Mean Time is announced both by voice and In-
ternational morse code during each fifth minute of
the hour. Radio propagation forecasts are not broad-
cast by WWVH. Silent Periods occur at WWVH for
about 4 minutes each hour commencing between 15
minutes 00 seconds and 15 minutes 15 seconds after
the hour.

Special Publication 236 describes in detail the stan-
dard frequency and time service of the National Bu-
reau of Standards. Single copies may be obtained
upon request from the National Bureau of Stan-
dards, Boulder, Colorado 80302. Quantities may be
obtained from the Superintendent of Documents,
U.S. Government Printing Office, Washington,
D.C. 20402 at 15 cents per copy.

NAUTICAL CHARTS

Reporting chart deficiencies.—Users are requested
to report all significant observed discrepancies in
and desirable additions to Coast and Geodetic Sur-
vey nautical charts, including depth information in
privately maintained channels and basins; obstruc-
tions, wrecks, and other dangers; new landmarks or
the nonexistence or relocation of charted ones;
uncharted fixed private aids to navigation; and dele-
tions or additions of small-craft facilities listed on
the SC series of charts. All such reports should be
sent to The Director (C323), Coast and Geodetic
Survey, Rockville, Md. 20852,

Chart symbols and abbreviations.—The standard
symbols and abbreviations approved for use on all
regular nautical charts published by the U.S. Naval
Oceanographic Office, the U.S. Coast and Geodetic
Survey, and the U.S. Lake Survey are contained in
Chart No. 1, United States of America Nautical
Chart Symbols and Abbreviations. The publication
is available at all Naval Oceanographic and Coast
and Geodetic Survey sales agents.

On certain foreign charts reproduced by the
United States, and on foreign charts generally, the
symbols and abbreviations used may differ from
U.S. approved standards. It is, therefore, recom-
mended that navigators who acquire and use
foreign charts and reproductions procure the sym-
bol sheet or Chart No. 1 produced by the same
foreign agency.

The tidal datum for depths on C&GS charts is the
mean of all low waters for the Atlantic coast of the
United States, including the West Indies, and the
mean of the lower low waters for the Pacific coast,
including the Hawaiian Islands and Alaska. The
plane most frequently used on foreign charts is
mean low water springs. The effect of strong winds,
in combination with the regular tidal action, may at
times cause the water level to fall considerably
below the reference plane.

Accuracy of a nautical chart.—The value of a
C&GS nautical chart depends upon the accuracy of
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the surveys on which it is based. The chart reflects
what was found by field surveys and what has been
reported to Coast and Geodetic Survey Headquar-
ters. The chart represents general conditions at the
time of surveys or reports and does not necessarily
portray present conditions. Significant changes may
have taken place since the date of the last survey or
report.

Each sounding represents an actual measure of
depth and location at the time the survey was made,
and each bottom characteristic represents a sam-
pling of the surface layer of the sea bottom at the
time of sampling. Areas where sand and mud
prevail, especially the entrances and approaches to
bays and rivers exposed to strong tidal current and
heavy seas, are subject to continual change.

In coral regions and where rocks and boulders
abound, it is always possible that surveys may have
failed to find every obstruction. Thus, when
navigating such waters, customary routes and chan-
nels should be followed and areas avoided where ir-
regular and sudden changes in depth indicate condi-
tions associated with pinuacle rocks, coral heads,
or boulders.

Information charted as ‘“‘reported”” should be
treated with caution in navigating the area because
the actual conditions have not been verified by
government surveys.

The date of a chart is of vital importance to the
navigator. When charted information becomes ob-
solete, further use of the chart for navigation may
be dangerous. A list of new editions is published an-
nually in Weekly Notice to Mariners 1, and a
monthly list is distributed to sales agents. The
monthly list may be obtained free by writing to Dis-
tribution Division (C44), Coast and Geodetic Sur-
vey, Washington, D.C. 20235.

Corrections to charts.—It is essential for naviga-
tors to keep charts corrected through information
published in the notices to mariners, especially
since the Coast and Geodetic Survey no longer
hand-corrects charts prior to distribution.

Caution in using small-scale charts.—Dangers to
navigation cannot be shown with the same amount
of detail on small-scale charts as on those of larger
scale. Therefore, the largest scale chart of an area
should always be used.

The scales of nautical charts range from 1:2,500 to
about 1:5,000,000. Graphic scales are generally
shown on charts with scales of 1:80,000 or larger,
and numerical scales are given on smaller-scale
charts. Coast and Geodetic Survey charts are clas-
sified according to scale as follows:

Sailing charts, scales 1:600,000 and smaller, are
for use in fixing the mariner’s position as he ap-
proaches the coast from the open ocean, or for sail-
ing between distant coastwise ports. On such charts
the shoreline and topography are generalized and
only offshore soundings, the principal lights, outer
buoys, and landmarks visible at considerable
distances are shown.

General charts, scales 1:100,000 to 1:600,000, are
for coastwise navigation outside of outlying reefs
and shoals.

Coast charts, scales 1:50,000 to 1:100,000 are for
inshore navigation leading to bays and harbors of
considerable width and for navigating large inland
waterways.

Harbor charts, scales larger than 1:50,000, are for
harbors, anchorage areas, and the smaller water-
ways.

Special charts, various scales, cover the In-
tracoastal waterways and miscellaneous small-craft
areas.

Blue tint in water areas.—A blue tint is shown in
water areas on many charts to accentuate shoals
and other areas considered dangerous for naviga-
tion, when using that particular chart. Since the
danger curve varies with the intended purpose of a
chart a careful inspection should be made to deter-
mine the contour depth of the bluetint areas.

Caution on bridge and cable clearances.—For
bascule bridges whose spans do not open to a full
vertical position, unlimited overhead clearance is
not available for the entire charted horizontal
clearance when the bridge is open, due to the
inclination of the drawspans over the channel.

The charted clearances of overhead cables are for
the lowest wires at normal high water unless other-
wise stated. Vessels with masts, stacks, booms, or
antennas should allow sufficient clearance under
power cables to avoid arcing.

Submarine cable areas are shown on the charts but
are not described in the Coast Pilots. Special effort
should be made to avoid anchoring or trawling in
cable areas. If a vessel does foul a cable, extreme
care should be used when attempting to clear.
Should normal methods fail, the anchor or other
gear should be slipped and abandoned rather than
risk breaking or cutting the cable. The high voltages
ir} certain cables could cause severe burn or loss of
ife.

Artificial obstructions to navigation.—Disposal
areas are designated by the Corps of Engineers for
depositing dredged material where existing depths
indicate that the intent is not to cause sufficient
shoaling to create a danger to surface navigation.
The areas are charted without blue tint, and
soundings and depth curves are retained.

Dumping grounds are areas established by federal
regulation (Part 205, Title 33, Code of Federal
Regulations) in which dumping of dredged material
and other nonbuoyant objects is prohibited or in
which such dumping is allowed with the permission
of and under the supervision of the Corps of En-
gineers. Dumping grounds in which dumping is al-
lowed are normally well offshore or in deep water.
These areas are outlined and labeled on the charts;
soundings and depth curves are generally retained,
and the area may or may not be tinted blue.

Spoil areas are for the purpose of depositing
dredged material, usually near and parallel to
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dredged channels; they are usually a hazard to
navigation. Spoil areas are usually charted from
survey drawings from Corps of Engineers after-
dredging surveys, though they may originate from
private or other Government agency surveys. Spoil
areas are tinted blue on the charts, are labeled, and
all soundings and depth curves are omitted. Naviga-
tors of even the smallest craft should avoid crossing
spoil areas.

Fish havens are established by private interests,
usually sport fishermen, to simulate natural reefs
and wrecks that attract fish. The reefs are con-
structed by dumping assorted junk ranging from old
trolley cars and barges to scrap building material in
areas which may be of very small extent or may
stretch a considerable distance along a depth curve;
old automobile bodies are a commonly used materi-
al. The Corps of Engineers must issue a permit,
specifying the location and depth over the reef, be-
fore such a reef may be built. However, the reef-
builders’ adherance to permit specifications can be
checked only with a wire drag. Fish havens are out-
lined and labeled on the charts, but soundings and
depth curves are usually retained and blue tinting is
seldom used. Navigators should be cautious about
passing over fish havens or anchoring in their
vicinity.

Fish trap areas are areas established by the Corps
of Engineers in which traps may be built and main-
tained according to established regulations. The
areas and regulations are in Part 206, Title 33, Code
of Federal Regulations. The fish stakes which may
exist in these areas are obstructions to navigation
and may be dangerous. The limits of fish trap areas
and a cautionary note are usually charted. Naviga-
tors should avoid these areas.

Local magnetic disturbances.—If measured values
of magnetic variation differ from the expected
(charted) values by several degrees, a magnetic
disturbance note will be printed on the chart. The
note will indicate the location and magnitude of the
disturbance, but the indicated magnitude should not
be considered as the largest possible value that may
be encountered. Large disturbances are more
frequently detected in the shallow waters near land
masses than on the deep sea. Generally, the effect
of a local magnetic disturbance diminishes rapidly
with distance, but in some locations there are multi-
ple sources of disturbances and the effects may be
distributed for many miles.

Compass roses on charts.—Each compass rose
shows the date, magnetic variation, and the annual
change in variation. Prior to the new edition of a
nautical chart, the compass roses are reviewed.
Corrections for annual change and other revisions
may be made as a result of newer and more accu-
rate information. On some general and sailing
charts, the magnetic variation is shown by isogonic
lines in addition to the compass roses.

The Mercator projection used on most nautical
charts has straight-line meridians and parallels that
intersect at right angles. On any particular chart the
distances between meridians are equal throughout,
but distances between parallels increase progres-
sively from the equator toward the poles, so that a
straight line between any two points is a rhumb line.
This unique property of the Mercator projection is
one of the main reasons why it is preferred by the
mariner.

Echo soundings.—Ship’s echo sounders may in-
dicate small variations from charted soundings; this
may be due to the fact that vartous corrections (in-
strument corrections, settlement and squat, draft,
and velocity corrections) are made to echo
soundings in surveying which are not normally
made in ordinary navigation, or to observational er-
rors in reading the echo sounder. Instrument errors
vary between different equipment and must be
determined by calibration aboard ship. Most types
of echo sounders are factory calibrated for a
velocity of sound in water of 800 fathoms per
second, but the actual velocity may differ from the
calibrated velocity by as much as 5 percent, de-
pending upon the temperature and salinity of the
waters in which the vessel is operating; the highest
velocities are found in warm, highly saline water,
and the lowest in icy, fresh water. Velocity cor-
rections for these variations are determined and ap-
plied to echo soundings during hydrographic sur-
veys. All echo soundings must be corrected for the
vessel’s draft, unless the draft correction has been
set on the echo sounder,

Observational errors include misinterpreting
false echos from schools of fish, seaweed, etc., but
the most serious error which commonly occurs is
where the depth is greater than the scale range of
the instrument; a 400-fathom scale indicates 15
fathoms when the depth is 415 fathoms. Caution in
navigation should be exercised when wide varia-
tions from charted depths are observed.

AIDS TO NAVIGATION

Reporting of defects in aids to naviga-
tion.—Promptly notify the nearest Coast Guard
District Commander if an aid to navigation is ob-
served to be missing, sunk, capsized, out of posi-
tion, damaged, extinguished, or showing improper
characteristics.

Radio messages should be prefixed ‘‘Coast
Guard” and transmitted directly to any U.S.
Government shore radio station for relay to the
Coast Guard District Commander. If the radio call
sign of the nearest U.S. Government radio shore
station is not known, radiotelegraph communica-
tion may be established by the use of the general
call “NCG” on the frequency of 500 kHz.
Merchant ships may send messages relating to de-
fects noted in aids to navigation through commer-
cial facilties only when they are unable to contact a
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U.S. Government shore radio station. Charges for
these messages will be accepted ‘“‘collect’ by the
Coast Guard.

Lights.—The visibility of lights is given in the
Light Lists and on the charts. The Light Lists give
both the nominal range and geographic range,
whereas the charts show only the shorter range
(charts with edition or revision dates prior to July,
1969, may not conform to this policy). Nominal
range is the luminous range (a function of light in-
tensity) in clear weather (meteorological visibility
10 miles), and geographic range is the maximum
distance at which a light can be seen with perfect
visibility (without regard to light intensity) with the
observer’s eye 15 feet above sea level. The actual
luminous range for meteorological visibilities other
than 10 miles may be determined graphically; see
the light list. Geographic range is a function of only
the curvature of the earth, and is determined solely
from the heights above sea level of the light and the
observer’s eye; therefore, to determine the actual
geographic range for a height of eye other than 15
feet, the geographic range from the Light List or
chart must be corrected by a distance correspond-
ing to the height difference, the distance correction
being determined from a table of “‘distances of visi-
bility for various heights above sea level” (see
Light List or Coast Pilot Appendix). The maximum
distances at which lights can be seen may at times
be increased by abnormal atmospheric refraction
and may be greatly decreased by unfavorable
weather conditions, such as fog, rain, haze, or
smoke. All except the most powerful lights are easi-
ly obscured by such conditions. In some conditions
of the atmosphere white lights may have a reddish
hue. During weather conditions which tend to
reduce visibility, colored lights are more quickly
lost to sight than are white lights. Navigational

- lights should be used with caution because of the
following conditions that may exist:

A light may be extinguished and the fact not re-
ported to the Coast Guard for correction, or a light
may be located in an isolated area where it will take
time to correct.

In regions where ice conditions prevail the lantern
panes of unattended lights may become covered
with ice or snow, which will greatly reduce the visi-
bi:li_ty and may also cause colored lights to appear
white.

Brilliant shore lights used for advertising and
other purposes, particularly those in densely popu-
lated areas, make it difficult to identify a naviga-
tional light.

At short distances flashing lights may show a faint
contmnuous light between flashes.

The distance of an observer from a light cannot be
estimated by its apparent intensity. The charac-
teristics of lights in an area should always be
checked in order that powerful lights visible in the
distance will not be mistaken for nearby lights
showing similar characteristics at low intensity such
as those on lighted buoys.

The apparent characteristic of a complex light
may change with the distance of the observer, due
to color and intensity variations among ‘the different
lights of the group. The characteristic as charted
and shown in the Light List may not be recognized
until nearer the light.

Motion of a vessel in a heavy sea may cause a
light to alternately appear and disappear, and thus
give a false characteristic.

Where lights have different colored sectors, be
guided by the correct bearing of the light; do not
rely on being able to accurately observe the point at
which the color changes. On either side of the line
of demarcation of colored sectors there is always a
small arc of uncertain color.

On some bearings from the light, the range of visi-
bility of the light may be reduced by obstructions.
In such cases, the obstructed arc might differ with
height of eye ‘and distance. When a light is cut off
by adjoining land and the arc of visibility is given,
the bearing on which the light disappears may vary
with the distance of the vessel from which observed
and with the height of eye. When the light is cut off
by a sloping hill or point of land, the light may be
seen over a wider arc by a ship far off than by one
close to.

Arcs of circles drawn on charts around a light are
not intended to give information as to the distance
at which it can be seen, but solely to indicate, in the
case¢ of lights which do not show equally in all
directions, the bearings between which the varia-
tion of visibility or obscuration of the light occurs.

Lights of equal candlepower but of different
colors may be seen at different distances, This fact
should be considered not only in predicting the
distance at which a light can be seen, but also in
identifying it.

Lights should not be passed close aboard because
in many cases rip-rap mounds are maintained to
protect the structure against ice damage and scour-
Ing action.

Lights and clearance gages on bridges.—The Coast
Guard regulates marine obstruction lights and
clearance gages on bridges across navigable waters.
Where installed, clearance gages are generally ver-
tical numerical scales, reading from top to bottom,
and show the actual vertical clearance between the
existing water level and the lowest point of the
bridge over the channel; the gages are normally on
the right-hand pier or abutment of the bridge, on
both the upstream and downstream sides.

Bridge lights are fixed red or green, and are
privately maintained; they are generally not charted
or described in the text of the Coast Pilots. All
bridge piers (and their protective fenders) and abut-
ments which are in or adjacent to a navigation chan-
nel are marked on all channel sides by red lights. On
each channel span of a fixed bridge, there is a range
of two green lights marking the center of the chan-
nel and a red light marking both edges of the chan-
nel, except that when the margins of the channel are
confined by bridge piers, the red lights on the span
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are omitted, since the pier lights then mark the
channel edges; for multiplespan fixed bridges, the
main-channel span may also be marked by three
Iylgte lights in a vertical line above the green range
1ghts.

On all types of drawbridges, one or more red
lights are shown from the drawspan (higher than the
pier lights) when the span is closed; when the span
1s open, the higher red lights are obscured and one
or two green lights are shown from the drawspan,
higher than the pier lights. The number and location
of the red and green lights depend upon the type of
drawbridge.

A complete description of bridge lighting is con-
tained in Coast Guard Publication 208. Bridges and
their lighting, construction, maintenance, and
operation are set forth in the Code of Federal Regu-
lations, Title 33, Parts 115-118. Aircraft obstruction
lights, prescribed by the Federal Aviation Adminis-
tration, may operate at certain bridges. Drawbridge
operation regulations are published in Chaper 2 of
the Coast Pilots.

Fog signals.—Caution should be exercised in the
use of sound fog signals for navigation purposes.
They should be considered solely as warning
devices.

Sound travels through the air in a variable
manner, even without the effects of wind and,
therefore, the hearing of fog signals cannot be im-
plicitly relied upon.

Experience indicates that distances must not be
judged only by the intensity of the sound; that occa-
sionally there may be areas close to a fog signal in
which it is not heard; and that fog may exist not far
from a station, yet not be seen from it, so the signal
may not be operating. It is not always possible to
start a fog signal immediately when fog is observed.

Avoidance of collision with lightships, ocean station
vessels, offshore light stations, and large navigational
buoys (LNB).—Courses should invariably be set to
pass these aids with sufficient clearance to avoid
the possibility of collision from any cause. Errors of
observation, current and wind effects, other vessels
in the vicinity, and defects in steering gear may be,
and have been the cause of actual collisions, or im-
minent danger thereof, needlessly ]eopardlzmg the
safety of these facnlmes and their crews, and that of
all navigation dependent on these important aids to
havigation.

Experience shows that lightships and offshore
light stations cannot be safely used as leading marks
to be passed close aboard, but should always be left
broad off the course, whenever sea room permits.
When approaching lightships, ocean station ves-
sels, fixed offshore light structures, and large
navxganonal buoys (LNB) on radio bearmgs, the
risk of collision will be avoided by insuring that
radio bearing does not remain constant.

It should be borne in mind that most lightships
and large buoys are anchored to a very long scope
of chain and, as a result, the radius of their swinging

circle is considerable. The charted position is the lo-
cation of the anchor. Furthermore under certain
conditions of wind and current, they are subject to
sudden and unexpected sheers which are certain to
hazard a vessel attempting to pass close aboard.

During extremely heavy weather and due to their
exposed locations, lightships may be carried off sta-
tion without the knowledge and despite the best ef-
forts of their crews. The mariner should, therefore,
not implicitly rely on a lightship maintaining its
precisely charted position during and immediately
following severe storms. A lightship known to be
off station will secure her light, fog signal and
radiobeacon and fly the International Code signal
“LO” signifying ‘I am not in my correct position™.

Watch buoys are sometimes moored near
lightships to mark the approximate station should
the lightship be carried away or temporarily
removed and to give the crew an indication of
dragging. Since these buoys are always unlighted
and, in some cases, moored as much as a mile from
the hghtshxp, the danger of a closely passing vessel
colliding with them is always present—particularly
so during darkness or periods of reduced visibility.

Buoys.—The navigator should check the position
by shore bearings, soundings, or other means, and
not rely entirely on a buoy being on its charted posi-
tion and showing its proper characteristic. Buoys
are liable to be carried away, shifted, capsized, or
sunk as a result of storms, ice conditions, collision,
or other accident. Lighted buoys may become
extinguished or show improper characteristics, or
sound buoys may not function because of storm,
ice, or collision.

The charted position of a buoy is the location of
its sinker. Since a buoy is moored to it by varying
lengths of chain, the position shifts due to wind and
current; a vessel attempting to pass close aboard al-
ways risks collision with a yawing buoy.

Buoys may not always properly mark shoals or
other obstructions due to shifting of the shoals or of
the buoys. Buoys marking wrecks or other obstruc-
tions are usually placed on the seaward or channel-
ward side and not directly over a wreck. Since
buoys may be located some distance from a wreck
they are intended to mark, and since sunken wrecks
are not always static, extreme caution should be ex-
ercised when operating in the vicinity of such
buoys.

Caution, channel markers.—Lights, daybeacons,
and buoys along dredged channels do not always
mark the bottom edges. Due to local conditions,
aids may be located inside or outside the channel
limits shown by dashed lines on a chart. The Light
List tabulates the offset distances for these aids in
many instances.

Aids may be moved, discontinued, or replaced by
other types to facilitate dredging operations.
Mariners should exercise caution when navigating
areas where dredges with auxiliary equipment are
working.
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Temporary changes in aids are not included on the
charts.

Radiobeacons.— A map showing the locations and
operating details of marine radiobeacons is given in
each Light List. There is included in these publica-
tions the procedure to follow for the use of
radiobeacons for calibration of radio direction-fin-
ders as well as a list of special radio direction-finder
calibration stations.

A vessel steering a course for a radiobeacon
should observe the same precautions as when steer-
ing for a light or any other mark. If the radiobeacon
is aboard a lightship, particular care should be exer-
cised to avoid the possibility of collision, and sole
reliance should never be placed on sighting the
lightship or hearing its fog signal. If there are no de-
pendable means by which the vessel’s position may
be fixed and the course changed well before
reaching the lightship, a course should be selected
that will insure passing the lightship at a distance,
rather than close aboard, and repeated bearings of
the radiobeacon should show an increasing change
in the same direction.

Radio bearings .—No exact data can be given as to
the accuracy to be expected in radio bearings taken
by a ship, since the accuracy depends to a large ex-
tent upon the skill of the ship’s operator, the condi-
tion of the ship’s equipment and the accuracy of the
ship’s calibration curve. Mariners are urged to ob-
tain this information for themselves by taking
frequent radio bearings, when their ship’s position
is accurately known, and recording the resulits.

Radio bearings obtained at twilight or at night,
and bearings which are almost parallel to the coast,
should be accepted with reservations, due to ‘‘night
effect’” and to the distortion of radio waves which
travel overland. Bearings of aircraft ranges and
standard broadcast stations should be used with
particular caution due to coastal refraction and lack
of calibration of their frequencies.

Conversion of radio bearings to Mercator
bearings.—Radio directional bearings are the
bearings of the great circles passing through the
radio stations and the ship, and, unless in the plane
of the Equator or a meridian, would be represented
on a Mercator chart as curved lines. Obviously it is
impracticable for a navigator to plot such lines on a
Mercator chart, so it is necessary to apply a cor-
rection to a radio bearing to convert it into a Merca-
tor bearing, that is, the bearing of a straight line on a
Mercator chart laid off from the sending station and
passing through the receiving station.

A table of corrections is given in the Appendix for
the conversion of a radio bearing into a Mercator
bearing. It is sufficiently accurate for practical pur-
poses for distances up to 1,000 miles.

The only data required are the latitudes and lon-
gitudes of the radiobeacons and of the ship by dead
reckoning. The latter is scaled from the chart, and
the former is either scaled from the chart or taken
from the Light List,

The table is entered with the differences of lon-
gitude in degrees between the ship and:station (the
nearest tabulated value being used), and opposite
the middle latitude between the ship and station, the
correction to be applied is read.

The sign of the correction (bearings read
clockwise from the north) will be as follows: In
north latitude, the minus sign is used when the ship
is east of the radiobeacon and the plus sign used
when the ship is west of the radiobeacon. In south
latitude, the plus sign is used when the ship is east
of the radiobeacon, and the minus sign is used when
the ship is west of the radiobeacon.

To facilitate plotting, 180 degrees should be added
to or subtracted from the corrected bearing, and the
result plotted from the radiobeacon.

Should the position by dead reckoning differ
greatly from the true position of the ship as deter-
mined by plotting the corrected bearings, retrial
should be made, using the new value as the position
of the ship.

Radio bearings from other vessels.—Any vessel
with a radio direction-finder can take a bearing on a
vessel equipped with a radio transmitter. These
bearings, however, should be used only as a check,
as comparatively large errors may be introduced by
local conditions surrounding the radio direction-
finder unless known and accounted for. Although
any radio station, for which an accurate position is
definitely known, may serve as a radiobeacon for
vessels equipped with a radio direction-finder, ex-
treme caution must be exercised in their use. Sta-
tions established especially for maritime services
are more reliable.

Loran.—A list of stations and descriptive details
of the Loran System are given in the Light Lists. In-
structions, tables, and charts of the Loran System
are published by the Naval Oceanographic Office.
The Coast and Geodetic Survey shows Loran lines
on general charts of the United States coasts.

Exact data cannot be given as to the accuracy to
be expected in loran positions since the accuracy
depends to a large extent on the skill of the opera-
tor, the condition and type of receiving equipment,
and the area of operation. The accuracy of a loran
fix is determined by the accuracy of the individual
lines of positions used to establish the fix and by
their angle of intersection.

Loran position determinations on or near the
baseline extensions are subject to geometric errors
exceeding two nautical miles per microsecond and,
therefore, should be avoided whenever possible.
Loran is a long-range aid to navigation and should
not normally be used in pilot waters. The use of
skywaves is not recommended within 250 miles of
either station.

Caution must be used in matching loran signals to
insure that the ground wave signal of one station is
not unknowingly matched with a skywave signal of
the other station of the pair, or a one-hop skywave
signal from station with a two-hop skywave signal
from the other.
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Uniform State Waterway Marking System.-—Many
bodies of water used by boatmen are located entire-
ly within the boundanes of a state. The Uniform
State Waterway Marking System (USWMS) has
been developed to indicate to the small-boat opera-
tor hazards, obstructions, restricted or controlled
areas, and to provide directions. Although intended
primarily for waters within the state boundaries, the
USWMS is suited for use in all water areas, since it
supplements and is generally compatible with the
Coast Guard lateral system of aids to navigation.
The Coast Guard is gradually employing more aids
bearing the USWMS geometric shapes described
below.

Two categories of waterway markers are em-
ployed. Regulatory markers, buoys, and signs, use
distinctive standard shape marks to show regulato-
ry information. The signs are white with black let-
ters, and have a wide orange border. They signify
speed zones, restricted areas, danger areas, and
directions to various places. Aids to navigation on
state waters use red and black buoys to mark chan-
nel limits. Red and black buoys are generally used
in pairs. The boat should pass between the red buoy
and its companion black buoy. If the buoys are not
placed in pairs, the distinctive color of the buoy in-
dicates the direction of dangerous water from the
buoy. White buoys with red tops should be passed
to the south or west, indicating that danger lies to
the north or east of the buoy. White buoys with
black tops should be passed to the north or east.
Danger lies to the south or west. Vertical red and
white striped buoys indicate a boat should not pass
between the buoy and the nearest shore. Danger lies
inshore of the buoy.

DESTRUCTIVE WAVES.—Unusual sudden
changes in water level can be caused by tsunamis or
violent storms. These two types of destructive
waves have become commonly known as tidal
waves, a name which is technically incorrect as they
are not the result of tide-producing forces.

Tsunamis (seismic sea waves ) are setup by sub-
marine earthquakes. Many such seismic
disturbances do not produce sea waves and often
those produced are small, but the occasional large
waves can be very damaging to shore installations
and dangerous to ships in harbors.

These waves travel great distances and can cause
tremendous damage on coasts far from their source.
The wave of April 1, 1946, which originated in the
Aleutian Trench, demolished nearby Scotch Cap
Lighthouse and caused damages of $25 million in
the Hawaiian Islands 2,000 miles away. The wave
of May 22-23, 1960, which originated off southern
Chile, caused widespread death and destruction in
islands and countries throughout the Pacific.

The speed of tsunamis varies with the depth of the
water, reaching 300 to 500 knots in the deep water
of the ocean. In the open sea they cannot be
detected from a ship or from the air because their

length is so great, sometimes a hundred miles, as
compared to their height, which is usually only a
few feet. Only on certain types of shelving coasts
do they build up into waves of disastrous propor-
tions.

There is usually a series of waves with crests 10 to
40 minutes apart, and the highest may occur several
hours after the first wave. Sometimes the first
noticeable part of the wave is the trough which
causes a recession of the water from shore, and
people who have gone out to investigate this
unusual exposure of the beach have been engulfed
by the oncoming crest. Such an unexplained
withdrawal of the sea should be considered as na-
ture’s warning of an approaching wave.

Improvements have been made in the quick deter-
mination and reporting of earthquake epicenters,
but no method has yet been perfected for determin-
ing whether a sea wave will result from a given
earthquake. The Honolulu Observatory of the
Coast and Geodetic Survey is headquarters of a
warning system which has field reportingstations
(seismic and tidal) in most countries around the
Pacific. When a warning is broadcast, waterfront
areas should be vacated for higher ground, and
ships in the vicinity of land should head for the deep
water of the open sea.

Storm surge.—A considerable rise or fall in the
level of the sea along a particular coast may result
from strong winds and sharp change in barometric
pressure. In cases where the water level is raised,
higher waves can form with greater depth and the
combination can be destructive to low regions, par-
ticularly at high stages of tide. Extreme low levels
can result in depths which are considerably less
than those shown on nautical charts. This type of
wave occurs especially in coastal regions bordering
on shallow waters which are subject to tropical
storms.

Seiche is a stationary vertical wave oscillation
with a period varying from a few minutes to an hour
or more, but somewhat less than the tidal periods. It
is usually attributed to external forces such as
strong winds, changes in barometric pressure,
swells, or tsunamis disturbing the equilibrium of
the water surface. Seiche is found both in enclosed
bodies of water and superimposed upon the tides of
the open ocean. When the external forces cause a
short-period horizontal oscillation of the water, it is
called surge.

The combined effect of seiche and surge some-
times makes it difficult to maintain a ship in its posi-
tion alongside a pier even though the water may ap-
pear to be completely undisturbed, and heavy
mooring lines have been parted repeatedly under
such conditions. Pilots advise taut lines to reduce
the effect of the surge.
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SPECIAL SIGNALS FOR CERTAIN VESSELS

Special signals for surveying vessels.—Pilot Rules
for Inland Waters, 80.33, state that by day a sur-
veying vessel of the Coast and Geodetic Survey,
underway and employed in hydrographic survey-
ing, may carry in a vertical line, one over the other
not less than 6 feet apart where they can best be
seen, three shapes not less than 2 feet in diameter of
which the highest and lowest shall be globular in
shape and green in color and the middle one
diamond in shape and white.

(a) Vessels of the Coast and Geodetic Survey
shall carry the above-prescribed marks while ac-
tually engaged in hydrographic surveying and un-
derway, including drag work. Launches and other
boats shall carry the prescribed marks when neces-
sary.

(b) It must distinctly understood that these special
signals serve only to indicate the nature of the work
upon which the vessel is engaged and in no way give
the surveying vessel the right-of-way over other
vessels or obviate the necessity for a strict ob-
sefvance of the rules for preventing collision of ves-
sels.

(c) By night a surveying vessel of the Coast and
Geodetic Survey, underway and employed in
hydrographic surveying, shall carry the regular
lights prescribed by the rules of the road.

(d) A vessel of the Coast and Geodetic Survey,
when at anchor in a fairway on surveying opera-
tions, shall display from the mast during the
daytime two black balls in a vertical line and 6 feet
apart. At night two red lights shall be displayed in
the same manner. In the case of a small vessel the
distance between the balls and between the lights
may be reduced to not less than 3 feet if necessary.

(e) Such vessels, when at anchor in a fairway on
surveying operations, shall have at hand and show,
if necessary, in order to attract attention, a flare-up
light in addition to the lights which are, by this sec-
tion required to be carried.

International Rules of the Road, Part B, Rule 4(c),
states that a vessel engaged in laying or in picking
up a submarine cable or navigation mark, or a ves-
sel engaged in surveying or underwater operations,
or a vessel engaged in replenishment at sea, or in
the launching or recovery of aircraft when from the
nature of her work she is unable to get out of the
way of approaching vessels, shall carry in lieu of
the lights prescribed in Rule 2(a) (i) and (ii), or Rule
7(a) (i), three lights in a vertical line one over the
other so that the upper and lower lights shall be the
same distance from, and not less than 6 feet above
or below, the middle light. The highest and lowest
of these lights shall be red, and the middle light shall
be white, and they shall be of such a character as to
be visible all round the horizon at a distance of at
least 2 miles. By day, she shall carry in a vertical
line one over the other not less than 6 feet apart,
where they can best be seen, three shapes each not

less than 2 feet in diameter, of which the highest
and lowest shall be globular in shape'and red in
color, and the middle one diamond in shape and
white.

The wire drags used by the Coast and Geodetic
Survey in sweeping for dangers to navigation may
be crossed by vessels without danger of fouling at
any point except between the towing launches and
the large buoys near them, where the towline ap-
proaches the surface of the water. Vessels passing
over the drag are requested to change course so as
to cross it approximately at right angles, as a
diagonal course may cause the propeller to foul the
supporting buoys and attached wires. No attempt
should be made to pass between the drag launches
while the wire is being set out or taken in, unless it
would endanger a vessel to do otherwise, because
the bottom wire is slack and the floats at each 100-
foot section may lift it nearly to the surface; at this
time the launches usually are headed directly
toward or away from each other and the operation
may be clearly seen.

Warning signals for Coast Guard vessels while han-
dling or servicing aids to navigation:

Inland waters (Inland Rules):

DAY, two orange and white vertically striped
balls in a vertical line not less than 3 feet nor more
than 6 feet apart displayed from the yardarm.

NIGHT, two red lights in a vertical line not less
than 3 feet nor more than 6 feet apart.

Vessels, with or without tows, passing Coast
Guard vessels displaying this signal shall reduce
speed sufficiently to insure the safety of both ves-
sels, and when passing within 200 feet of the Coast
Guard vessel displaying this signal, their speed shall
not exceed S miles per hour.

High seas (International Rules):

DAY, three shapes each not less than 2 feet in
diameter in a vertical line not less than 6 feet apart,
the highest and lowest being red globular shapes
and the middle being a white diamond shape.

NIGHT, three lights in a vertical line not less than
6 feet apart, the highest and lowest being red and
the middle bemg whxte in color.

Minesweeper signals.—U.S. vessels engaged in
minesweeping operations or exercises are ham-
pered to a considerable extent in their maneuvering
powers. With a view to indicating the nature of the
work on which they are engaged, these vessels will
show the signals hereinafter mentioned. For the
public safety, all other vessels, whether steamers or
sailing craft, must endeavor to keep out of the way
of vessels displaying these signals and not approach
them inside the distances mentioned herein, espe-
cially remembering that it is dangerous to pass
between the vessels of a pair or group sweeping
together.

All vessels towing sweeps are to show: By day, a
black ball at the fore truck and a black ball at the
fore yard on the side or sides on which it is dan-
gerous to pass; there may be thus 2 or 3 black balls
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displayed; By night, all around green lights instead
of the black balls, and 1n a similar manner.

Vessels or formations showing these signals are
not to be approached nearer than 1,500 feet on
either beam and vessels are not to cross astern
closer than 3,00 feet. Under no circumstances is a
vessel to pass through a formation of
minesweepers. Minesweepers should be prepared
to warn merchant vessels which persist in ap-
proaching too close by means of any of the ap-
propriate signals from the International Code of
Signals. In fog, mist, falling snow, heavy rain-
storms, or any other condition similarily restricting
visibility, whether by day or night, minesweepers
while towing sweeps when in the vicinity of other
vessels will sound whistle signals for a vessel tow-
ing (1 prolonged blast followed by 2 short blasts).

Submarine emergency identification signals.—The
following flare signals, fired from a submerged
signal ejector to 300 feet in the air, are made by
United States submarines when in emergency:

Green or black indicates torpedo has been fired;
will be used to simulate torpedo firing on special ex-
ercises such as convoy exercises.

Yellow indicates the submarine is about to rise to
periscope depth. Surface craft terminate antisub-
marine counterattack and clear vicinity of sub-
marine. Do not stop propellers.

Red indicates an emergency inside the submarine;
she will try to surface immediately. Surface ships
clear the area and stand by to assist. In case of re-
peated red signals, or if the submarine fails to sur-
face in a reasonable time, she may be presumed dis-
abled. Buoy the location, look for submarine buoy,
and attempt to establish sonar communications. Ad-
vise U.S. Naval authorities.

Submarine marker buoys consist of 2 spheres 3
feet in diameter with connecting structure, painted
international orange. The buoy has a wire cable to
the submarine, to act as a downhaul line for a
rescue chamber. The buoy may be accompanied by
an oil slick release to attract attention. A submarine
on the bottom in distress may release this buoy. If
sighted, such a buoy should be investigated and re-
ported immediately to Naval authorities.

The submarine may transmit the International
Distress Signal (SOS) on its sonar gear indepen-
dently or in additional to the red signal. Submarine
also may use these other means of attracting atten-
tion: release of dye marker or air bubble; ejection
of oil; pounding on hull; ejection of life jackets and
other floating objects; ejection of emergency trans-
mitter buoy, which sends the CW coded signal
““SOS SUB SUNK SOS”’ on 121.5 MHz.

Special signals for deep-draft ships in narrow chan-
nel.—The following ‘‘Recommendation on Addi-
tional Signals for Deep-Draught Ships in Narrow
Channels” was adopted by the Intergovernmental
Maritime Consultative Organization (IMCO) on
November 26, 1968:

‘A power-driven vessel under way in a narrow
channel which, owing to its draught, can navigate
only inside such channel, may carry in addition to
the lights prescribed in Rule 2(a) (i), (ii), (v) and
Rule 10(a) of the International Regulations for
Preventing Collisions at Sea and during the same
circumstances as prescribed in the Regulations for
these lights, three red lights in a vertical line one
over the other so that the upper and lower lights
shall be the same distance from and not less than 6
feet (1.83 Meters) above or below the middle light.
They shall be carried where they can best be seen
and visible all around the horizon at a distance of at
least 2 miles. By day such a vessel may carry,
where it can best be seen, a black cylinder of not
less than two feet (0.61 meters) in diameter and a
height of not less than 3.5 feet (1.07 meters).”’

The recommendation is not mandatory but may
be used on an optional basis. Familiarity with the
signals is necessary as it may be encountered in use
by U.S. and/or foreign flag vessels throughout the
world. The night signal recommended above is
similar to the U.S. Pilot Rules provisions for vessels
engaged in underwater construction and related
operations, but confusion between these vastly dif-
ferent situations is considered unlikely.

NAVIGATION RESTRICTIONS AND
REQUIREMENTS

Traffic separation schemes.—To increase the
safety of navigation, particularly in areas of high
shipping density, routes incorporating traffic
separation have, with the approval of the Inter-
Governmental Maritime Consultative Organization
(IMCO), been established in certain areas of the
world. In the interest of safe navigation, it is recom-
mended that through traffic should use such routes,
as far as circumstances permit, by day and by night
and in all weather conditions. The routes which are
intended for use by all vessels are not mandatory
a!x;d do not give any special rights to vessels using
them.

General principles for navigation in Traffic
Separation Schemes are as follows:

(1.) The International Regulations for Preventing
Collisions at Sea must be observed at all times.

(2.) ships navigating in lanes should keep to star-
board of the separation line or separation (buffer)
Zone.

(3.) ships entering or leaving traffic lanes should
normally do so at the ends of the lanes. When
necessary to enter or leave lanes from the sides,
alllips should do so at as small an angle as practica-

€.

(4.) Ships navigating in lanes should insure, as far
as possible, that their courses conform with the axis
of the lanes.

(5.) Ships should avoid crossing traffic lanes.

(6.) When necessary to cross traffic lanes ships
should, as far as practicable, do so at right angles.
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(7.) Other than by crossing ships, the separation
(buffer) zone should not be crossed except in cases
of emergency to avoid immediate danger.

(8.) The arrows printed in the tracks shown on
charts are intended only to give the general
direction of traffic, and ships need not set their
courses strictly along the arrows; the full width of
each lane should be considered as available for
navigation.

When approved or established, traffic separation
scheme details are announced in Notice to
Mariners, and later depicted on appropriate charts
and included in Coast Pilots and Sailing Directions.

Oil Pollution.—The OQil Pollution Act, 1961, as
amended, provides for prohibited zones throughout
the world within which the discharge of oil or any
oily mixture is unlawful. The prohibited zones for
the United States, Puerto Rico, the U.S. Virgin
Islands, and adjacent foreign territory include sea
areas within 50 miles from the nearest land and the
following sea areas extending more than 50 miles
from the nearest land: North-West Atlantic Zone,
comprising the sea areas within a line drawn from
38°47' N., 73°43' W ., t0 39°58’ N., 68°34’ W., thence
to 42°05' N., 64°37" W., thence along the east coast
of Canada at a distance of 100 miles from the
nearest land. Canadian Western Zone (Pacific
ocean), extending for a distance of 100 miles from
the nearest land along the west coast of Canada.

The law applies (with the exceptions stated
below) to any seagoing vessel of any type what-
soever of American registry or nationality, includ-
ing floating craft towed by another vessel making a
sea voyage; this includes a “tanker”, defined as a
type of ship in which the greater part of the cargo
space is constructed or adapted for the carriage of
liquid cargoes in bulk and which is not, for the time
being, carrying a cargo other than oil in that part of
its cargo space. The excepted categories of vessels
are: tankers of under 150 gross tons, and other ships
of under 500 gross tons; ships for the time being en-
gaged in the whaling industry when actually em-
ployed on whaling operations; ships for the time
being navigating the Great Lakes of North America
and their connecting and tributary waters as far east
as the lower exit of St. Lambert Lock at Montreal in
the Province of Quebec, Canada; naval ships and
ships for the time being used as naval auxilianies.

Foreign vessels to which the International Conven-
tion for the Prevention of the Pollution of the Sea
by Oil (1954, as amended) applies, while in the terri-
torial waters of the United States, may be boarded,
examined, and required to produce records as pro-
vided in Section 11 of the Oil Pollution Act of 1961,
as amended.

Nothing in the Oil Pollution Act of 1961 or in the
regulations issued thereunder will be construed to
change or modify the provisions of the Oil Pollution
Act of 1924, as amended, which prohibits the
discharge of oil in navxgable waters of the United
States. For a complete discussion of the Oil Pollu-

tion Regulations, see the Code of Fedcral Regula-
tions, Title 33, Part 151.

Other requirements for the protectmn of navigable
waters.—United States laws prohibit discharge
from any vessel or shore establishment of any
refuse matter, other than that flowing from streets
and sewers in a liquid state, into any navigable
water. It is not lawful to tie up or anchor vessels or
to float log rafts in navigable channels in such
manner as to obstruct normal navigation. When a
vessel or raft is wrecked and sunk in a navigable
channel it is the duty of the owner to immediately
mark it with a buoy or beacon during the day and a
light at night until the sunken craft is removed or
abandoned.

Obligation of deck officers.—Licensed deck of-
ficers are required to acquaint themselves with the
latest information published in Notice to Mariners
regarding aids to navigation.

Improper use of searchlights prohibited.—No per-
son shall flash or cause to be flashed the rays of a
searchlight or other blinding light onto the bridge or
into the pilothouse of any vessel underway. The In-
ternational Code Signal “*PG2”” may be made by a
vessel inconvenienced by the glare of a searchlight
in order to apprise the offending vessel of the fact.

Unnecessary whistling prohibited.—The unneces-
sary sounding of the vessel’s whistle is prohibited
within any harbor limits of the United States.

Use of Radar while underway in low visibili-
ty.—Failure on the part of a vessel equipped with
radar to make use of it while underway in low visi-
bility has been held by a court to be directly con-
tributory to a collision in which the vessel was in-
volved. Rule 29 of the International Rules of the
Road and Article 29 of the Inland Rules of the Road
are applicable. This decision places an additional
responsibility on vessels which are equipped and
manned to use radar, to do so while underway dur-
ing periods of reduced visibility without in any way
relieving commanding officers of the responsibility
of carrying out normal precautionary measures.

Recommendations on the use of radar during
restricted visibility are included within the Annex
of the International Rules of the Road.

Danger signal.—It is stated in the Pilot Rules for
Inland Waters, §80.1, if, when steam vessels are ap-
proaching each other, either vessel fails to un-
derstand the course or mtennon of the other, from
any cause, the vessel so in doubt shall inmediately
signify the same by giving several short and rapid
blasts, not less than four, of the steam whistle, the
danger signal. Article 18, Rule III, of the Inland
Rules of the Road also contains this provision. The
International Rules of the Road, Part D, Rule 28(b),
states, in part, that, whenever a power driven ves-
sel which, under these Rules is to keep her course
and speed, is in sight of another vessel and is in
doubt whether sufficient action is being taken by
the other vessel to avert collision, she may indicate
such doubt by giving at least five short and rapid
blasts on the whistle.
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Narrow channels.—Sailing vessels and power-
driven vessels of less than 65 feet in length shall not
hamper the safe passage of larger steam vessels
which can navigate only inside that channel.

Control of shipping in time of emergency or war.—
In time of war or national emergency, merchant
vessels of the United States and those foreign flag
vessels, which are considered under effective
United States control, will be subject to control by
agencies of the United States Government. The al-
location and employment of such vessels, and of
domestic port facilities, equipment, and services
will be performed by appropriate agencies of the
War Transport Administration. The movement,
routing, and diversion of merchant ships at sea will
be controlled by appropriate naval commanders.
The movement of merchant ships within domestic
ports and dispersal anchorages will be coordinated
by the U.S. Coast Guard. The commencement of
naval control will be signalled by a general emer-
gency message. See H.O. Publication 117A or 117B
for emergency procedures and communication in-
structions.

BRIDGE-TO-BRIDGE RADIO COMMUNICA-
TION.—Voice radio bridge-to-bridge communica-
tion between vessels is an effective aid in the
prevention of collisions where there is restricted
maneuvering room and/or visibility. Its use, though
not yet mandatory, is highly recommended. VHF-
FM radio is used for this purpose, due to its essen-
tially line-of-sight characteristic and relative
freedom from static. As VHF has increasingly
come into use for short-range communications in
U.S. harbors and other high-traffic waters, so has
the number of ships equipped with this gear in-

creased.

Channel 13 (156.65 MHz) has been designated by
the Federal Communications Commission as a
navigational frequency. It is restricted to naviga-
tional exchanges between bridge of ships, to some
shore stations, locks, and drawbridges. Its use is in-
tended to assist mariners in congested, confined, or
approaching situations to navigate their vessels free
of dangers, and safely by one another. These
navigational communications are conducted on a
single-channel (simplex) basis so that all vessels in
the vicinity may hear. Channel 13 should, therefore,
be used for brnidge-to-bridge communication; how-
ever, in some harbors local usage has established
some other channel for this purpose, and in this
czlsle, vessels should monitor the frequency used lo-
cally.

When vessels equipped with VHF channel 13 are
in waters where bridge-to-bridge communication is
in effect, they should have at least two VHF
receivers in order to guard the distress, safety, and
calling frequency, channel 16 (156.80 MHz) , in addi-
tion to maintaining a continuous watch on channel
13 (or other frequency in local use for bridge-to-
bridge purposes).

An essential element in the bridge-to-bridge com-
munication system, as in any safety program, is the
assurance of participation by all ships operating in
the area. Participation is obtained in many areas by
agreement with the local pilots to carry hghtweight
portable VHF sets aboard vessels which have no
communication capability on channel 13,

Mariners are reminded that the use of bridge-to-
bridge voice communication in no way alters the
obligation to comply with the provisions of the
Rules of the Road; the radio system is an additional
safety feature only.
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2. NAVIGATION REGULATIONS

This chapter contains the sections of Code of
Federal Regulations, Title 33, Navigation and
Navigable Waters, that are of most importance in
the areas covered by Coast Pilot 4. The sections are
from Part 82, Boundary Lines of Inland Waters;
Part 110, Anchorage Regulations; Part 117, Draw-
bridge Operation Regulations: Part 124, Control
Over Movement of Vessels; Part 204, Danger Zone
Regulations; Part 205, Dumping Grounds Regula-
tions; Part 207, Navigation Regulations.

PART—82 BOUNDARY LINES OF INLAND
WATERS:

§82.1 General basis and purpose of boundary
lines. Under section 2 of the act of February 19,
1895, as amended (28 Stat. 672, 33 U.S.C. 151), the
regulations in this part are prescribed to establish
the lines dividing the high seas from rivers, harbors,
and inland waters in accordance with the intent of
the statute and to obtain its correct and uniform ad-
ministration. The waters inshore of the lines
described in this part are ‘‘inland waters,”” and
upon them the inland rules and pilot rules made in
pursuance thereof apply. The waters outside of the
lines described in this part are the high seas and
upon them the international rules apply. The regula-
tions in this part do not apply to the Great Lakes or
their connecting and tributary waters.

§82.2 General rules for inland waters. At all
buoyed entrances from seaward to bays, sounds,
rivers, or other estuaries for which specific lines are
not described in this part, the waters inshore of a
line approximately parallel with the general trend of
the shore, drawn through the outermost buoy or
other aid in navigation of any system of aids, are in-
land waters, and upon them the inland rules and
pilot rules made in pursuance thereof apply, except
that Pilot Rules for Western Rivers apply to the Red
River of the North, the Mississippi River and its
tributaries above Huey P. Long Bridge, and that
part of the Atchafalaya River above its junction
with the Plaquemine-Morgan City alternate water-
way.

§82.30 Chesapeake Bay and tributaries. A line
drawn from Cape Henry Light to Cape Henry Buoy
1; thence to Chesapeake Bay Entrance Lighted Bell
Buoy CBC; thence to North Chesapeake Entrance
Lighted Gong Buoy NCD; thence to Cape Charles
Light.

§82.35 Charleston Harbor. A line drawn from
Charleston Light on Sullivans Island to Charleston
Lighted Whistle Buoy 2C; thence to Folly Island
loran tower.

§82.40 Savannah Harbor. A line drawn from the
southwesternmost extremity of Braddock Point to
Tybee Lighted Whistle Buoy T; thence to the
southernmost point of Savannah Beach, bearing ap-
proximately 278° true.

§82.45 St. Simons Sound, St. Andrew Sound, and
Cumberland Sound. Starting from the hotel located
approximately % mile, 63%° true, from St. Simons
Light, a line drawn to St. Simons Lighted Whistle
Buoy St. S; thence to St. Andrew Sound Outer En-
trance Buoy; thence to St. Marys Entrance Lighted
Whistle Buoy 1STM; thence to Amelia Island Light.

§82.50 St. Johns River, Fla. A line drawn from
the east end of the north jetty to the east end of the
south jetty.

§82.55 Florida Reefs and Keys from Miami to
Marquesas Keys. A line drawn from the east end of
the north jetty at the entrance to Miami, to Miami
Lighted Whistle Buoy 2; thence to Fowey Rocks
Light; thence to Pacific Reef Light; thence to
Carysfort Reef Light; thence to Molasses Reef
Light; thence to Alligator Reef Light; thence to
Tennessee Reef Light; thence to Sombrero Key
Light; thence to American Shoal Light; thence to
Key West Entrance Lighted Whistle Buoy; thence
to Sand Key Light; thence to Cosgrove Shoal Light;
;I(lence to westernmost extremity of Marquesas

eys.

§82.60 Florida Keys from Marqguesas to Cape Sa-
ble. A line drawn from the northwesternmost ex-
tremity of Marquesas Keys to Northwest Channel
Entrance Lighted Bell Buoy 1; thence to the
southernmost extremity of East Cape, Cape Sable.

PART 110—ANCHORAGE REGULATIONS:

§110.1 General. (a) The areas described in Sub-
part A of this part are designated as special
anchorage areas pursuant to the authority contained
in an act amending laws for preventing collisions of
vessels approved April 22, 1940 (54 Stat. 150); Arti-
cle 11 of section 1 of the act of June 7, 1897, as
amended (30 Stat. 98; 33 U.S.C. 180), Rule 9 of sec-
tion 1 of the act of February 8, 1895, as amended
(28 Stat. 647; 33 U.S.C. 258), and Rule Numbered 13
of section 4233 of the Revised Statutes as amended
(33 U.S.C. 322). Vessels not more than 65 feet in
length, when at anchor in any special anchorage
area shall not be required to carry or exhibit the
\évhlite anchor lights required by the Navigation

ules.
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(b) The anchorage grounds for vessels described
in Subpart B of this part are established, and the
rules and regulations in relation thereto adopted,
pursuant to the authority contained in section 7 of
the act of March 4, 1915, as amended (38 Stat. 1053;
33U.S8.C.471).

(c) All bearings in the part are referred to true
meridian.

Subpart A—Special Anchorage Areas:

§110.73 St. Johns River, Fla. (a) Area A. The
waters lying within an area bounded by a line
beginning at a point located at the west bank of St.
Johns River at latitude 30°15'11", longitude
81°41'23"; thence to latitude 30°15'13”, longitude
81°41'14"; thence to latitude 30°15'03”, longitude
81°41'11”; thence to latitude 30°15°04”, longitude
81°41'20"; and thence to the point of beginning.

(b) Area B. The waters lying within an area
bounded by a line beginning at latitude 30°15'03",
longitude 81°41'28"; thence to latitude 30°15'02",
longitude 81°41'10"; thence to latitude 30°14'S6",
longitude 81°41'08"; thence to latitude 30°14'54.5",
longitude 81°41'10.5"; and thence to the point of
beginning.

Subpart B—Anchorage Grounds:

§110.170 Lockwoods Folly Inlet, N.C. (a) Explo-
sives Anchorage. Beginning at a point southeast of
Shallotte Inlet at latitude 33°52'31", longitude
78°18'49"; thence south to latitude 33°51'31”, lon-
gitude 78°18'42"; thence east to latitude 33°51'51",
longitude 78°14'35"; thence north to latitude
33°52'52", longitude 78°14'40"; thence west to the
point of beginning.

(b) General regulations. (1) This anchorage is
reserved for the exclusive use of vessels carrying
explosives.

(2) Vessels in this anchorage shall not anchor
qloser than 1,500 yards to one another. This provi-
sion is not intended to prohibit barges or lighters
from lying alongside vessels for trans%er of cargo.

(3) The maximum quantity of explosives aboard
:my vessel that may be in this anchorage is 8,000
ons.

(4) Nothing in this section shall be construed as
relieving the owner, master, or person in charge of
any vessel from the penalties of the law for ob-
structing navigation or for not complying with the
navigation laws in regard to lights, fog signals, etc.

§110.173 Port of Charleston, S.C. (a) The
anchorage grounds. The anchorage grounds for
general use shall include all the navigable portions
of the harbor and the portions of Cooper, Ashley,
and Wando Rivers adjacent thereto, except the fol-
lowing:

(1) Areas of prohibited anchorage. (i) A ship chan-
nel 1,000 feet wide between the jetties, thence 800

to 400 feet wide (or as much wider as an improved
channel may hereafter be dredged), following the
established ranges and usual courses and passing
east of Drum Island to Goose Creek. Between the
north Customhouse Wharf and the northernmost
building ways of the Todd Shipyard Corporation,
this shall include all the area between the western
limit of the Channel and the eastern waterfront of
Charleston.

(i) A ship channel 500 feet wide from the
northernmost building ways of the Todd Shipyards
Corporation north through Town Creek, following
the established ranges and usual courses and con-
necting at both ends with the main channel.

(ii1) A ship channel in Ashley River from its mouth
to Standard Wharf 300 feet wide following the
established ranges and usual courses and widened
at bends and at the upstream and downstream ends.

(iv) The commonly used channel in Wando River,
with width of 200 feet.

(v) The commonly used channel in Hog Island
Channel with a width of 200 feet from Cooper River
to the area opposite Shem Creek.

(2) (Reserved)

(3) Special anchorages. Two special anchorages
are provided in Cooper River along the eastern
waterfront of Charleston. The use of these special
anchorages is limited to loaded vessels for a period
of not more than 72 hours. The bearings and
distances for the centers of these special
anchorages are from the tank atop the Fort Sumter
Hotel on the Battery at Charleston:

(i) 30°30' true; 2,687 vyards; diameter of
anchorage, 1,400 feet.
(i) 37°00° true; 2,017 vyards; diameter of

anchorage, 1,400 feet.

(b) The regulations. (1) Except in cases of great
emergency, no vessel shall be anchored in the
prohibited areas described in paragraph (a) of this
section, nor shall any vessel be so anchored that it
can swing within 400 feet of any wharf or pier on
the eastern waterfront of Charleston.

(2) Vessels using the two special anchorages op-
posite the eastern waterfront of Charleston shall
place their anchors as near as possible in the center
of the anchorage. Vessels not using a special
anchorage shall not place their anchors within the
areas of prohibited anchorage, but vessels may be
so anchored as to swing into these areas: Provided,
That they are so placed, with reference to the custo-
mary winds, tides, and currents of the harbor, that
they will swing only during slack water, and at this
period there shall remain in the waters adjacent to
the channel an area providing sufficient depth so as
to permit the safe passage of loaded vessels.

(3) Vessels must be anchored in such a way as not
to interfere with the free navigation of channels of
the port, including Cooper, Ashley, and Wando
Rivers, Town Creek, and Hog Island Channel, or to
obstruct the approach to any pier or entrance to any
slipf, or to impede the movement of any vessel or
craft.
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(4) Dragging of anchors in or across the areas of
prohibited anchorage is prohibited.

(5) Vessels which, through force of great emer-
gency, are anchored contrary to the foregoing regu-
lations in this section shall be shifted to new berths
in accordance with such regulations at the earliest
opportunity.

(6) A vessel, upon notification from the Captain
of the Port to shift its position in anchorage grounds
or out of areas of prohibited anchorage, must get
under way at once or signal for a tug, and must
change position as directed with reasonable
promptness.

(7) (Reserved)

(8) (Reserved)

(9) Nothing in this section shall be construed as
relieving the owner or person in charge of any ves-
sel from the penalties of law for obstructing naviga-
tion, or for obstructing or interfering with range
lights, or for not complying with the navigation laws
in regard to lights, fog signals, etc.

§110.178 Wilmington River, Ga. (a) The
anchorage grounds. An area in the Wilmington
River in the vicinity of Thunderbolt Harbor to the
westward of a line from the southeasterly corner of
the outer end of the wharf of the Shrine Club, bear-
ing 183°, 480 feet, to a point marked with a buoy;
gience 204°30’, 2,280 feet, to the Maggioni Packing

ant.

Note: Temporary floats or buoys for marking
anchors or moorings in place will be allowed in this
area. Fixed mooring piles or stakes are prohibited.

(b) The regulations. (1) Except in cases of great
emergency, no vessel shall anchor in Wilmington
River between the State Highway bridge at Thun-
derbolt, and 4,000 feet to the southward, except in
the anchorage area hereby defined and established:
Provided, however, that vessels may moor to any
lawfully constructed wharf.

(2) Anchors must not be placed outside the
anchorage area, nor shall any vessel be so anchored
that any portion of the hull or rigging shall at any
time extend outside the boundary of the anchorage
area.

(3) Any vessel anchoring under circumstances of
great emergency outside of the anchorage area
should be placed near the edge of the channel and in
such position as not to interfere with the free
navigation of the channel nor obstruct the approach
to any pier nor impede the movement of any boat,
and shall move away immediately after the emer-
gency ceases or upon notification by the District
Commander.

(4) A vessel, upon being notified to move into the
anchorage limits or to shift its position on
anchorage grounds, must get underway at once and
must change position as directed, with reasonable
promptness.

(5) Whenever the maritime or navigation interest
of the United States so require, the District En-
gineer is hereby empowered to shift the position of
any vessel anchored within the anchorage area and

of any vessel which is so moored or anchored as to
im{)ede or obstruct vessel movements'in any chan-
nel.

(6) Nothing in this section shall be construed as
relieving the owner of or person in charge of any
vessel from the penalties of the law for obstructing
navigation or for not complying with the navigation
laws in regard to lights, fog signals, or for otherwise
violating the law.

§110.179 Skidaway River, Isle of Hope, Ga. (a)
The anchorage ground. An area in Skidaway River
beginning at a point on the mean low water line 400
feet south of Brady Boat Works, thence 76°30', 300
feet to a buoy; thence 152°30’, 900 feet to a buoy;
thence 251°00', 450 feet to the mean low water line
at Wymberly Yacht Club dock.

(b) The regulations. (1) Except in cases of great
emergency, no vessels shall anchor in Skidaway
River between the north end of Barbee’s dock and
southward to Day Marker 48 except in the
anchorage area hereby defined and established:
Provided, however, That vessels may moor to any
lawfully constructed wharf.

(2) Except in cases of great emergency, no vessel
shall be anchored where it can swing within 50 feet
of any lawfully constructed wharf or within 50 feet
of the mean low water line, nor shall any vessel be
so anchored that any portion of the hull or rigging
shall at any time extend outside the boundary of the
anchorage area.

(3) Any vessel anchoring under circumstances of
great emergency outside the anchorage area should
be placed in such a position as not to interfere with
the free navigation of the channel nor obstruct the
approach to any lawfully constructed wharf nor im-
pede the movement of any boat, and shall move
away immediately after the emergency ceases or
upon notification of the District Commander.

(4) No vessels with an overall length greater than
65 feet will use the anchorage area except in cases
of great emergency.

(5) Vessels operating within the anchorage area
will not exceed a speed of five (5) miles per hour.

§110.182 Atlantic Ocean off Fort George Inlet,
near Mayport, Fla. (a) The Anchorage areas—(1)
Anchorages for aircraft carriers and other deep
draft vessels. Four circular areas each with a radius
of 600 yards and with their centers located at:
“A’latitude 30°25'35", longitude 81°21'23";
“B’’—latitude 30°26'13", longitude 81°21'13";
“C”—latitude 30°26'19”, longitude 81°20'27";
*D’’—latitude 30°26'55", longitude 81°20°47".

(2) Anchorages for destroyers and other ships of
similar size. Six circular areas each with a radius of
300 yards and with their centers located at: *‘1”"—
latitude 30°24'38"; longitude 81°21'57";
“27—latitude 30°24'57”, longitude 81°21'58";
“3”—latitude 30°24'56", longitude 81°21'38";
“4”latitude 30°25'13”, longitude 81°22°05";
‘5’ —latitude 30°25'13"”, longitude 81°21'43";
6" —latitude 30°25'07", longitude 81°21'24".
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(3) Explosives anchorage. The circular area *“A”’
described in paragraph (a) (1) of this section is also
designated as an explosives anchorage for use dur-
ing periods when ammunition must be handled out-
%i{ie the limits of the U.S. Naval Station, Mayport,

a.

(b) The regulations for all designated areas. (1)
Usage of these areas by naval vessels shall
predominate only when necessary for military
requirements; at such times other vessels shall
remain clear of the areas.

(2) Prudent assignment of the anchorage areas
shall be made by the Commanding Officer, U.S.
Naval Station, Mayport, Fla.

(c) Additional regulations for Explosives
Anchorage Area ‘‘A’’. (1) When occupied by a ves-
sel handling explosives, no other vessel may enter
the area unless authorized by the enforcing agency.

(2) Only one vessel handling explosives may
anchor in the area at one time. A patrol craft shall
be utilized to assure that other vessels remain clear
when explosives are exposed or being transferred
to and from the anchorage.

(3) No more than 500,000 pounds net high explo-
sives or equivalent may be exposed in the area at
any one time.

(d) The regulations in this section shall be en-
forced by the Commanding Officer, U.S. Naval
Station, Mayport, Fla., or other agencies that he
may designate.

§110.183 St. Johns River, Fla. (a) The anchorage
grounds—(1) Anchorage A. Beginning at the west
shore and at the south side of Fuller Warren Bridge,
latitude 30°18'58", longitude 81°40'30"; thence east-
erly along the south side of said bridge to the east-
erly shoreline at latitude 30°18'47”, longitude
81°39'52”; thence southerly along the easterly
shoreline and along a portion of a straight line ex-
tending N. 00°15' E. from Point La Vista to latitude
30°17'48”, longitude 81°39'52”; thence west to lon-
gitude 81°40'45"; thence to the westerly shoreline at
Winter Point and northeasterly along the westerly
shoreline to Fuller Warren Bridge.

(2) Anchorage B. Beginning at Point La Vista,
latitude 30°16'48", longitude 81°39'54"; thence to
latitude 30°16'52", longitude 81°40'54”; thence to
latitude 30°17'48", longitude 81°40°45"; thence east
to longitude 81°39'52"; thence S. 00°15’ W. to Point
La Vista.

(3) Anchorage C. Shoreward of a line located as
follows:

Beginning at a point on the south shore westerly
of the entrance to Miller Creek at longitude
81°38'15"; thence north 300 yards; thence east to
longitude 81°37'40”; thence to latitude 30°19'06”,
longitude 81°37'27”; thence east to longitude
81°37'02"; thence south to Empire Point. ,

(4) Anchorage D. Bounded on the west by a line
along the easterly side of Terminal Channel and
bounded on the east by a line along the westerly
side of Arlington Cut. Beginning at a point at

latitude 30°19'30", longitude 81°37'25"; thence to

latitude 30°20'07", longitude 81°37°18”; thence to

latitude 30°20°'00”, longitude 81°37'05"; thence to

latitude 30°19'20”, longitude 81°37'17"; thence to

the point of beginning. No vessels shall anchor

»Cvithin 300 feet of Terminal Channel or Arlington
ut,

(5) Anchorage E. Beginning at a point near the
easterly shore of the river at latitude 30°21'42", lon-
gitude 81°36'52”; thence west to longitude
81°37°15"; thence north to latitude 30°22°'07";
thence to the point of beginning.

(6) Anchorage F. Shoreward of a line located as
follows: Beginning at a point on the east shore at
latitude 30°21'42", longitude 81°36'45"; thence west
to longitude 81°36'52"; thence to latitude 30°22'07",
longitude 81°37'15"; thence N. 56°15’ E. to the east
shore.

(b) The regulations. (1) Anchorages A, B, D, and
F are permanent anchorages. Anchorage A is
reserved for deep-draft vessels, Anchorage B is
reserved for shallow-draft vessels, Anchorage D is
reserved for light-draft barges and schooners, and
Anchorage F is reserved for deep-draft barges and
schooners.

(2) Anchorage C is a temporary anchorage for
deep-draft vessels. This anchorage shall be an
anchorage for vessels exceeding 24 feet in draft. No
vessel shall remain in the anchorage more than 24
hours without obtaining a permit from the Captain
of the Port.

(3) Anchorage E shall be used only by vessels
awaiting quarantine inspection, or by special permit
from the Captain of the Port.

§110.188 Atlantic Ocean off Miami and Miami
Beach, Fla. (a) The anchorage grounds. The area to
the eastward of a line bearing 12° (N. 12° E)
through a point X, which is 1% nautical miles due
east of the intersection of the Miami Beach shore
line with the north jetty; to the northward of a line
bearing 102° (S. 78° E.) and intersecting the 12° line
at a point A, one-half nautical mile north of the said
point X; and to the southward of a line bearing 102°
(S. 78° E.) and intersecting the 12° line at a point B,
2% nautical miles north of the said point X. The
northern and southern extremities of the 12°line are
marked by spar buoys. The entire anchorage area
lies north of the entrance channel to Miami Harbor.

(b) The rules and regulations. (1) except in cases
of great emergency, no vessel shall be anchored in
the Atlantic Ocean in the vicinity of the entrances
to the approach channels leading to the cities of
Miami Beach and Miami, Fla., outside of the
anchorage area hereby defined and
established—that is, they shall not anchor shore-
ward of the line first named nor southward of the
second nor northward of the third line—but may
anchor as far to the eastward as may be desired.

(2) Any vessel anchoring under circumstances of
great emergency outside of the anchorage area shall
be shifted to new berths within the area immediate-
ly after the emergency ceases.
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(3) All vessels shall lie at anchor with as short a
cable as conditions will permit.

(4) A vessel upon being notified to move into the
anchorage limits or to shift its position on the
anchorage ground must get under way at once or
signal for a tug, and must change position as
directed with reasonable promptness.

(5) Whenever the maritime or commercial in-
terests of the United States so require, the Captain
of the Port, U.S. Coast Guard, Miami, Fla., is
hereby empowered to shift the position of any ves-
sel anchored on the anchorage ground or outside
thereof, or of any vessel moored or anchored so as
to impede or obstruct vessel movements or obstruct
or interfere with range lights.

(6) Vessels carrying explosives shall be anchored
only under a written permit issued by the Captain of
the Port and at such point as he may direct.

(7) Vessels carrying explosives shall be at all
times in charge of a competent person, and must
display by day a red flag, of not less than 16 square
feet, at the masthead, or not less than 10 feet above
the upper deck if the vessel has no mast; at night a
red light shall be displayed in the positions specified
for the red flag,

(8) Nothing in this paragraph shall be construed as
relieving the owner or person in charge of any ves-
sel from the penalties of the law for obstructing
navigation, or for obstructing or interfering with
range lights, or for not complying with the naviga-
tion laws in regard to lights, fog signals, or other
aids to navigation, or for otherwise violating law.

§110.189a Key West Harbor, Key West, Fla.;
naval explosives anchorage area. (a) The anchorage
ground. A circular area with its center at latitude
24°30'50.6", longitude 81°50’31.6"” with a radius of
300 yards, for use for ammunition exceeding the
prescribed limits for pier-side handling.

(b) The regulations. (1) When occupied by a vessel
handling explosives, no other vessel may enter the
area unless authorized by the enforcing agency.

(2) Only one vessel handling explosives may
anchor in the area at one time.

(3) No more than 300,000 pounds net of high ex-
plosives or equivalent may be handled in the area at
any one time.

(4) The regulations in this section shall be en-
forced by the Commander, U.S. Naval Base, Key
West, Fla., and any other agencies he may
designate.

PART 117—DRAWBRIDGE OPERATION
REGULATIONS:

§117.1 General. (a) The operation of draw-
bridges, in the absence of specific regulations in
this part, shall be as required by section 5 of the act
of August 18, 1894, as amended (28 Stat. 362; 33
U.S.C. 499). It shall be the duty of persons owning,
operating, and tending drawbridges built across
navigable waters of the United States, to open, or

cause to be opened, the draws of such bridges
under such rules and regulations as in the opinion of
the Commandant the public interests require. In-
sofar as criminal liability on the part of the bridge
owner is concerned, the Commandant is of the
opinion that, in the absence of Federal regulations,
there is no Federal authority requiring the opening
of any drawbridge to which the General Bridge Act
of March 23, 1906, does not apply. With reference
to the civil liability of the bridge owner, however, it
has been held that the duty to take proper care of a
bridge includes the duty to make proper provision
for the passage of vessels through the draw. In con-
structing a bridge with a draw, and in undertaking to
open and manage the draw so as to allow vessels to
pass, the owner has recognized the right of vessels
to pass through without any appeal to the national
authority to protect that right. Having thus recog-
nized the rights of commerce, and undertaken to
provide accommodations for the passage of ves-
sels, the owner is bound that the custodians of the
bridge shall use ordinary diligence to avoid ac-
cidents to vessels going through the draw at custo-
mary hours, and in the customary manner, as one of
the incidents of the care, management, and control
of the bridge itself. The owner is responsible, there-
fore, for the want of ordinary care and diligence in
his servants, and for the consequent damage.

(b) The Attorney General has held (Jan. 28, 1899;
22 Opin. 314) that the first part of section 5 of the
1894 act is merely declaratory of the legal duty of
the owners or operators which attaches to the main-
tenance and operation of a drawbridge across
navigable waters. “‘It is the duty of all persons
operating such drawbridges to open or cause them
to be opened in a reasonable manner and at a
reasonable time, consistent with the uses for which
drawbridges are constructed, for the passage of
vessels. The repair of such draws and of the bridges
with which they are connected is also necessary for
their maintenance. It is reasonable that a sufficient
time should be allowed for such repairs and if they
cannot be prosecuted without closing the bridge for
a number of successive days, such closing cannot
be considered an unreasonable interference with
navigation.”” “‘It is entirely competent for the
Secretary of the Army to make rules and regula-
tions governing this subject, but in the absence of
such rules and regulations the law is as I have above
stated it.”’ (The Commandant prescribes these rules
and regulations.)

(c) Notwithstanding any general or special regula-
tion heretofore or hereafter prescribed, draw-
bridges across navigable waters of the United
States will not be opened to navigation for certain
periods determined by the proper civil defense
authorities to be in the interest of public safety dur-
ing a major disaster or civil defense emergency in-
dicated by a civil defense condition of ““Air Raid
Warning™’ (attack by enemy aircraft probable, im-
minent, or taking place).



2. NAVIGATION REGULATIONS 27

(d) As used in this part, the term ‘‘long blast”
means a distinct blast of a whistle, horn, siren, or
other efficient sound producing device, of approxi-
matelv three (3) seconds’ duration. The term
“‘blast’” or‘‘short blast’’ means adistinct blast of one
(1) second’s duration, or where specified, a distinct
stroke of a bell.

§117.12 Temporary departures from regulations
in this part. (a) Temporary closures of drawbridges.
Notwithstanding any general or special regulation
in this part, heretofore or hereafter prescribed, a
specific drawbridge across navigable waters of the
United States need not be open to navigation for
specified periods of time when such a bridge may
be undergoing repairs or maintenance work or when
the public interest, health, or safety so requires.

(b) Delegation to District Commanders. The Com-
mandant further delegates pursuant to 49 CFR
1.4(g) to District Commanders authority to place in
effect the provisions of paragraph (a) of this section
with respect to drawbridges in their respective
Coast Guard Districts for periods of time deter-
mined to be necessary but in no event to exceed 15
calendar days. For a specific drawbridge the Dis-
trict Commander having jurisdiction may suspend
any drawbridge operation regulations applicable
thereto and if necessary establish other operational
requirements without prior notice and public
procedures thereon for such actions. Where prac-
ticable notice of the District Commander’s actions
taken pursuant to this section shall be disseminated
in Notices to Mariners, or otherwise, for the infor-
mation of all concerned.

(c) Closure for repairs or maintenance. (1) When a
draw must be closed for scheduled repairs or main-
tenance work, approval of the District Commander
should be obtained at least 10 days prior to the date
of the intended closure by the owners of or the
agency controlling the drawbridge. The request for
approval of the proposed closure shall include a
brief description of the nature of the work to be per-
formgd and the times and dates of such closure. The
granting of the approval will depend upon the
necessity for the closure, the reasonableness of the
time(s) and date(s) requested, and the overall effect
on navigation.

(2) When a draw is closed for repairs in case of
emergency or damage to the structure or for vital
maintenance that may not be delayed, the owners
of or the agency controlling the drawbridge shall,
within 24 hours of such closure, inform the District
Commander concerned of the closure, the reasons
for the closure, and the expected completion date
of the emergency repairs. Normally, the extension
of any period of emergency closure to include the
accomplishment of routine maintenance or for
other nonemergent purposes will not be authorized.

(d) Closure for public interest, health, and safety.
In situations where the public interest, health, or
 safety so requires, including the holding of public
é<funct10ns or events such as street parades and

marine regattas, the District Commander may
authorize the temporary closure of a drawbridge. A
request for approval of a temporary closure of a
drawbridge for a street parade or marine regatta or
otherwise should include a brief description of the
proposed event or reason why closure of the draw-
bridge is desired, and the time and date of such clo-
sure. The closure of a drawbridge for public in-
terest, health, or safety will depend upon the neces-
sity for the closure, the reasonableness of the time
and date (if requested), and the overall effect on
navigation.

§117.240 Navigable waters discharging into the
Atlantic Ocean south of Delaware Bay (including the
Lewes and Rehoboth Canal, Del.), and into the Gulf
of Mexico (including coastal waterways contiguous
thereto and tributaries to such waterways and the
Lower Atchafalaya River, La.), except the Mississip-
pi River and its tributaries and outlets; bridges. (a)
Corporations or persons owning or controlling a
drawbridge shall provide the same with the necessa-
ry tenders and the proper mechanical appliances for
the safe, prompt, and efficient opening of the draw
for the passage of vessels.

(b) If the weather conditions are good and sound
signals can be heard when a vessel approaches a
drawbridge and desires to pass through the draw,
three distinct blasts of a whistle or horn shall be
sounded or three calls through a megaphone shall
be made from the vessel when within reasonable
hearing distance of the bridge.

(1) When the draw of the bridge can be opened im-
mediately, the drawtender shall reply by three
distinct blasts of a whistle or horn, by three calls
through a megaphone, or by three loud and distinct
strokes of a bell.

(2) When the draw of the bridge cannot be opened
immediately or when the bridge is open and is to be
closed immediately, the drawtender shall reply by
four or more short, distinct blasts of a whistle or
horn, by four or more calls through a megaphone,
or by four or more loud and distinct strokes of a bell
(danger signal).

(c) When weather conditions prevent hearing the
sound signals when a vessel approaches a draw-
bridge and desires to pass through the draw, signals
shall be made from the vessel by swinging in circles
at arm’s length a lighted lantern at night and a flag
by day.

(1) When the draw of the bridge can be opened im-
mediately, the drawtender shall reply by raising and
lowering in vertical plane a number of times a
lighted latern at night and a flag by day.

(2) When the draw of the bridge cannot be opened
immediately or when the bridge is open and is to be
closed immediately, the drawtender shall reply by
swinging to and fro horizontally a number of times a
lighted lantern at night and a flag by day.

(d) When a vessel wishes to pass two or more
bridges close together or crossing a section of the
waterway less than 500 feet in length, signals as



28 2. NAVIGATION REGULATIONS

prescribed above shall be given from the vessel for
opening the first bridge, followed at an interval of
about five seconds by the same signals for the
second bridge, and so on, thus giving, at intervals of
about five seconds, separate signals for each bridge
the vessel desires to pass.

(e) When two or more vessels are approaching a
bridge at nearly the same time from the same or op-
posite directions with the draw opened or closed,
each of these vessels shall signal independently for
the opening of the draw, and the drawtender shall
reply as prescribed and in turn to the signal of each
vessel.

(f) Where bridges are less than 500 feet apart, the
signals to govern the movements of the approaching
vessel shall be given from the bridge nearest the
vessel. If the bridge can be opened immediately, the
bridgetender shall await the reply signals from the
other bridges and then give the signal circumstances
require. If the nearest bridge cannot be opened im-
mediately, the prescribed signal shall be given the
approaching vessel at once to be followed as soon
as possible by the signal from that bridge that the
draws are about to open.

(g) The draw shall be opened with the least possi-
ble delay upon receiving the prescribed signal: Pro-
vided, That the drawspan shall not be opened when
a train is approaching so closely that it cannot safe-
ly be stopped before reaching the bridge, or when a
passenger or mail train is approaching within sight
or heanng of the operator of the drawspan.

(h) When a bridgetender is about to close a draw,
he shall sound four or more short, distinct blasts of
a whistle or horn, four or more calls through a
megaphone, or four or more loud and distinct
strokes of a bell (danger signal).

(i) Trains, wagons, and other vehicles shall not be
stopped on a drawbridge for the purpose of delay-
ing its opening, nor shall watercraft be so manipu-
lated as to hinder or delay the operation of a
drawspan, but all passage over, through, or under a
drawbridge shall be prompt, to prevent delay to
either land or water traffic.

(3) The following provisions shall not relieve the
owner of or agency controlling a drawbridge from
opening the draw for the passage of vessels in ac-
cordance with paragraphs (a) through (i) of this sec-
tion.

(1) A vessel shall not require the opening of the
draw when such opening is needed only to provide
additional clearance for appurtenances unessential
to navigation of the vessel, or for appurtenances es-
sential to navigation but which may be altered by
hinging, telescoping, collapsing, or otherwise, so as
to require no greater clearance than the highest
fixed and essentially unalterable point of the vessel.

(2) Appurtenances unessential to navigation shall
include but not be limited to fishing outriggers,
radio antennae which are or can reasonable be
made flexible or collapsible, television antennae,
false stacks, and masts purely for ornamental pur-

poses. Appurtenances unessential to - navigation
shall not include radar antennae, flying bridges,
sailboat masts, piledriver leads, spud frames on
hydraulic dredges, drilling derricks, derrick sub-
structures and/or buildings, cranes on drilling or
construction vessels, or other items of permanent
and fixed equipment clearly necessary to the in-
tended use of the vessel.

(3) Owners of or agencies controlling drawbridges
shall report to the District Commander in charge of
the locality the names of any vessels causing bridge
openings considered to be in violation of this para-
graph. The District Commander may at any time
cause an inspection to be made of any craft so re-
ported and is empowered to decide in each case
whether or not the appurtenances are unessential to
navigation. If the District Commander decides a
vessel has appurtenances unessential to navigation,
he shall notify the vessel owner of his decision,
specifying a reasonable time for making necessary
alterations. If the vessel owner is aggrieved by the
decision of the District Commander, he may within
30 days after receipt of the request to perform
necessary alterations appeal the decision to the
Commandant in writing. If the Commandant rules
that an appurtenance is unessential to navigation,
the District Commander shall again specify to the
vessel owner a reasonable time for making necessa-
ry alterations to the appurtenance, and after the ex-
piration of the time specified, any operation of the
vessel in such a manner as to require drawbridge
openings shall be deemed in violation of the regula-
tions of this paragraph unless the necessary altera-
tions shall have been made.

(4) The provisions of subparagraphs (1), (2), and
(3) of this paragraph shall not be applicable to ocean
or coastwise vessels engaged in foreign or domestic
commerce.

(k) Clearance gages, of a type to be approved by
the Commandant, shall be installed on the upstream
and downstream sides of each drawbridge by and at
the expense of the owner of or agency controlling
the bridge and such gages shall be kept in good
repair and legible condition.

Note: The special regulations contained in §§
117.245 to 117.462, prescribed where local condi-
tions require to govern the operation of certain
bridges, supplement the general regulations con-
tained in §117.240.

§117.245 Navigable waters discharging into the
Atlantic Ocean south of and including Chesapeake
Bay and into the Gulf of Mexico, except the Mississip-
pi River and its tributaries and outlets; bridges where
constant attendance of draw tenders is not required.
(a) The owners of or agencies controlling certain
bridges will not be required to keep draw tenders in
constant attendance. The bridges to which this sec-
tion applies are listed, and the special regulations
applicable in each case are set forth, in paragraphs
() to (§) inclusive, of this section. At all times not
covered by the regulations in this sectign, and in all
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other respects, the regulations contained in §
117.240 shall govern the operation of these bridges.

{b) Whenever a vessel unable to pass under a
closed bridge desires to pass through the draw, ad-
vance notice, as specified, of the time the opening
is required shall be given to the authorized
representative of the owner of or agency controlling
the bridge.

(¢c) Upon receipt of such advance notice, the
authorized representative of the owner of or agency
controlling the bridge, in compliance therewith,
shall arrange for the prompt opening of the draw at
the time specified in the notice for the passage of
the vessel.

(d) The owners of or agencies controlling the
bridges shall keep conspicuously posted on both the
upstream and downstream sides thereof, in such
manner that it can easily be read at any time, a copy
of the regulations in this section together with a
notice stating exactly how the representative
specified in paragraph (b) of this section may be
reached.

(e) The operating machinery of the draws shall be
maintained in a serviceable condition, and the
draws shall be opened and closed at intervals
frequent enough to make certain the machinery is in
proper order for satisfactory operation.

(f) (1-26) applies to waters not covered by this
volume,

(26-a) Elizabeth River, Southern Branch, Va.;
Virginia Department of Highways bridge at Ches-
?peake. A 24-hour advance notice is required at all
1mes.

(g) Waterways discharging into Atlantic Ocean
between Chesapeake Bay and Charleston—(1)
Pasquotank River, N.C.; Norfolk Southern Railway
Company bridge at Elizabeth City; from 3:30 p. m.
to 11:30 p. m., the bridge will be operated in full
open position. Between 11:30 p.m. and 3:30 p.m.,
the regulations prescribed in §117.240 shall govern
the operation of the drawspan.

(2) Kendrick (Mackay) Creek, N.C.; Norfolk
Southern Railway Company bridge at Mackeys.
The draw need not be opened for the passage of
vessels, and paragraphs (b) to (d), inclusive, of this
section shall not apply to this bridge: Provided,
That the bridge owner will restore attendance,
when, in the opinion of the Commandant, U.S.
Coast Guard, vessel traffic warrants service,

(3) Scuppernong River, N.C., North Carolina
State Highway Commission bridge at Columbia.

(i) The owner of, or agency controlling the bridge
will not be required to keep a bridge tender in con-
St?)l(’;t attendance between the hours of 7:00 p.m. and

:00 a.m.

(i) Whenever, in the event of an emergency, a
vessel requires passage through the drawspan
between the hours stated in subdivision (i) of this
Subparagraph the authorized representative of the
owner of, or agency controlling the bridge shall be
given at least six (6) hours’ advance notice of the
time the opening is desired.

(3-a) Scuppernong River, N.C.; North Carolina
State Highway and Public Works Commission
bridges at Creswell and Cross Landing. At least 24
hours’ advance notice required.

(3-b) Blackwater River, Va.; Virginia Department
of Highways bridge on Route 189 at South Quay. At
least 24 hours’ advance notice required.

(4) Pamlico and Tar Rivers, N.C., North Carolina
State Highway Commission bridges at Washington
and near Grimesland. At least 24 hours’ advance
notice required: Provided, That the bridge owner
will restore constant attendance when, in the,
opinion of the District Commander, river traffic
warrants additional service.

(5) Neuse River, N.C.; Atlantic and East Carolina
Railway Company bridge at Kinston and draw-
bridges upstream therefrom. At least 24 hours’ ad-
vance notice required.

(6) Trent River, N.C.; Atlantic Coast Line Rail-
road Company bridge at Pollocksville, and draw-
bridges upstream therefrom. At least 24 hours’ ad-
vance notice required.

(7) Newport River, N.C.; Atlantic and East
Carolina Railway Company bridge at Newport. The
draw need not be opened for the passage of vessels,
and paragraphs (b) to (e), inclusive, of this section
shall not apply to this bridge.

(8) New River, N.C.; Atlantic Coast Line Railroad
Company bridge at Jacksonville. At least 24 hours’
advance notice required.

(9) Smiths Creek, N.C.; North Carolina State
Highway and Public Works Commission bridge in
Wilmington. At least 24 hours’ advance notice
required.

(10) Northeast River, N.C.; Atlantic Coast Line
Railroad Company bridge at Castle Hayne.
Between 7:30 a.m. and 4:30 p.m. Monday through
Friday of each week, the draw will be opened for
the passage of vessels on signal. At all other times,
the draw will be closed and the bridge unattended:
Provided, That the draw will be opened for tugs
with tows upon 24 hours’ advance notice.

(11) Kingston Lake, S.C.; South Carolina State
Highway Department bridge near Conway. At least
24 %murs’ advance notice required.

(12) Pee Dee River, S.C.; Seaboard Air Line Rail-
way Company bridge near Poston. The draw need
not be opened for the passage of vessels, and the
special regulations contained in paragraphs (b) to
(e), inclusive, of this section shall not apply to this
bridge.

(13) Pee Dee River, S.C.; South Carolina State
Highway Department bridge near Georgetown (Pee
Dee River drawspan of the Lafayette Brdge).
(Note: Drawspan removed; regulation no longer ap-
plicable.)

(14) Black River, S.C.;South Carolina State
Highway Department bridge near Georgetown. At
least 12 hours’ advance notice required. South
Carolina State Highway Department bridge at
Brown's Ferry near Rhems. At least 24 hours’
notice required. The agency controlling the above
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bridges shall arrange for its representative to be
reached at the same place that the representative
for the Lafayette Bridge (Great Pee Dee River) may
be reached in order that one notice may suffice to
secure the prompt opening of any or all of these
bridges.

(15) Santee and Congaree Rivers, S.C.; draw-
bridges upstream from South Carolina State
Highway Department bridge near Lanes. At least 24
hours’ advance notice required.

(16) Wando River, S.C.; South Carolina State
Highway Department bridge near Cainhoy. At least
12 hour’s advance notice required.

(17) Cooper River, S.C.; Seaboard Coast Line
Railroad bridge near Cordesville. The draw shall be
opened promptly on signal from 8 a.m. to 4 p.m. At
all other times 24 hours’ advance notice is required.

(18) Ashley River, S.C.; South Carolina State
Highway Department bascule bridges at mile 2.4
and mile 2.5 above the mouth of the river at Char-
leston. Between 7:00 a.m., and 9:00 a.m., Monday
through Friday, and between 4:00 p.m., and 7:00
p.m., daily, at least 12 hours’ advance notice
required: Provided, That the draw shall be opened
at any time for a vessel in an emergency involving
danger to life and property. Such emergency shall
be indicated by four blasts of the signalling device.

(h) Waterways discharging into Atlantic Ocean
south of Charleston. (1) Rantowles Creek, S.C.; At-
lantic Coast Line Railroad Company bridge near
Rantowles. The draw need not be opened for the
passage of vessels, and paragraphs (b) to (e), inclu-
sive, of this section shall not apply to this bridge.

(2) Edisto River, S.C.; Seaboard Air Line Railway
Company bridge near Fenwick. At least 24 hours’
advance notice required.

(3) Ashepoo River, S.C.; South Carolina State
Highway Department bridge at Brickyard Ferry
near Bennetts Point. At least 24 hours’ advance
notice required. Any vessel navigating Ashepoo
River with the intention of making repeated trips
shall notify the authorized representative of the
owner of or agency controlling the bridge of the ex-
pected frequency of such trips. The bridge shall
then be maintained in readiness to open promptly
upon signal from the vessel without any further
notice. Repeated trips shall be understood to mean
trips not more than 2% hours apart.

(4) (Revoked)

(5) Harbor River, a tidal estuary in St. Helena
Sound, S.C.; South Carolina State Highway Depart-
ment bridge on State Highway No. 285 (U.S. Route
21) at Hunting Island. At least 24 hours’ advance
notice required.

(6) Combahee River, S.C.; South Carolina State
Highway Department bridge near Sheldon. At least
12 hours’ advance notice required.

(7) (Revoked)

(8) Coosaw River (Whale Branch), S.C.; Char-
leston and Western Carolina Railway Company
bridge near Seabrook and the South Carolina State

Highway Department bridge on State Highway No.
28 between Beaufort and Yemassee near Lobeco.
From 8:00 p.m. Saturday to 6:00 a.m. Monday and
from 8:00 p.m. to 6:00 a.m. on all other days, at least
24 hours’ advance notice required.

(9) Battery Creek, S.C.; South Carolina State
Highway Department bridge between Beaufort and
Parris Island. At least 24 hours’ advance notice
required.

(10) Broad River, S.C.; South Carolina State
Highway Department bridge near Beaufort. At least
24 %xours’ advance notice required.

(11) Broad River, S.C.; Seaboard Air Line Rail-
way Company bridge near Whale Branch. At least
24 hours’ advance notice required.

(12) Savannah River, S.C., and Ga.; Charleston &
Western Carolina Railway Company bridge near
Augusta, Ga. At least three hours’ advance notice
required.

(13) Ogeechee River, Ga. The Atlantic Coast Line
Railroad Company bridge near Richmond Hill
(Ways Station). At least 15 days’ advance notice
required.

(14) Ogeechee River, Ga. The State Highway De-
partment of Georgia bridge near Richmond Hill.
The draw need not be opened for the passage of
vessels, and paragraphs (b) to (e), inclusive, of this
section shall not apply to this bridge.

(15) Altamaha River, Ga.; all drawbridges except
the Atlantic Coast Line Railroad Company bridge at
Doctortown. At least 24 hours’ advance notice
required. The Atlantic Coast Line Railroad Com-
pany bridge at Doctortown. At least seven days’ ad-
vance notice required: Provided, That the bridge
owner will restore constant attendance, when in the
opinion of the District Commander, river traffic
warrants additional service.

(16) Oconee River, Ga.; drawbridges downstream
from Central of Georgia Railroad Company bridge
at Oconee. At least 24 hours’ advance notice
required.

(17) Oconee River, Ga.; Central of Georgia Rail-
way Company bridge at Oconee. At least seven
days’ advance notice required. Paragraph (e) of this
section shall not apply to this bridge.

(18) Ocmulgee River, Ga.; all drawbridges. At
least 24 hours’ advance notice required.

(19) Satilla River, Ga.; Seaboard Air Line Rail-
road bridge at Woodbine. At least 24 hours’ ad-
vance notice required.

(20) (Reserved)

(21) St. Marys River, Ga. and Fla.; State Road De-
partment of Florida and Seaboard Air Line Railway
Company bridges at Kingsland, Ga. At least 48
hours’ advance notice required.

(22) Nassau Sound Fla.; Fernandina Port Authori-
ty bridge on Toll Road No. 105 between Fernandina
and Jacksonville. From one hour after sunset to one
hour before sunrise, the times of sunset and sunrise
being as Fublished by the United States Hydro-
graphic Office for latitude 30° north, the draw need
not be opened for the passage of vessels.
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"(23) Clapboard Creek and Broward River (Cedar
Creek), Fla.; bridges on Heckscher Drive. At least
12 hours’ advance notice required.

(23-a) Broward River, Fla.; Seaboard Coast Line
Railroad Co. bridge near Heckscher Drive, Duval
County. At least 24 hours’ advance notice required.

(24) Trout River, Fla.; Seaboard Air Line Railroad
Company bridge at Panama. Between 10:00 p.m.
and 6:00 a.m., at least 12 hours’ advance notice
required. At all other times the regulations con-
tained in §117.240 shall govern the operation of this
bridge.

(25) Dunns Creek, Fla.; State Road Department of
Florida bridge across Dunns Creek near Palatka. At
least 3 hours’ advance notice required.

(26) Kissimmee River, Florida:

(i) State Road 78 bridge 0.5 mile above mouth and
State Road 70 bridge 19.5 miles above mouth. At
least 72 hours’ advance notice required.

(i) Seaboard Coast Line Railroad bridge, Fort
Basinger, Fla. The draw of this bridge shall be
opened upon 72 hours’ advance notice for the
passage of floating equipment employed in flood
control work under the jurisdiction of the Central
and Southern Florida Flood Control District or the
U.S. Army Corps of Engineers. The draw need not
be opened for other vessels.

(27) Kissimmee River, Fla.; State Road Depart-
ment of Florida bridge near Basinger (at Fort Bas-
senger). At least 96 hours’ advance notice required.
Pa_rdagraph (e) of this section shall not apply to this

ridge.

(28) Bell Glade Dike Bridge, Fla.; Florida State
Road Department bridge on State Road 717 across
the navigation channel, Lake Okeechobee between
Torrey Island and the lake shore near Bell Glade,
Fla. The draw need not be opened for the passage
of vessels between 7 p.m. and 7 a.m. daily.

(29) Taylor Creek, Fla.; Florida State Road 15
(U.S. Route 441) across Taylor Creek, Fla. At least
24 hours’ advance notice required.

(i) Waterways discharging into Gulf of Mexico
east of Mississippi River. (1) Caloosahatchee Canal,
Fla.: Atlantic Coast Line Railroad Company bridge
at Moore Haven, Between 10:00 p.m. and 6:00 a.m.,
thcle draw need not be opened for the passage of ves-
sels.

(2) Orange River, Fla.; State Road Department of
Florida bridge 0.9 mile above mouth and Seaboard
Air Line Railway Company bridge 2.25 miles above
mouth, near Fort Myers. At least 24 hours’ advance
notice required, except during a hurricane alert is-
sued by the United States Weather Bureau affect-
Ing the area adjacent to Caloosahatchee and Orange
Rivers when a draw tender shall be constantly on
duty and the bridge opened at any time for the
Passage of vessels giving the usual signal.

§117.350 Albemarle and Chesapeake Canal
(AIWW), Va.: U.S. Government bridge at Great
Bridge. (a) The agency operating the bridge shall not
be required to open the drawspan for pleasure craft
between the hours of 7:30 a.m. and 8:30 a.m. and

between the hours of 5 p.m. and 6 p.m., Monday
through Friday, State and Federal holidays ex-
cepted. All commercial water traffic and all vessels
of the United States shall be passed at all times.
Other vessels shall be passed during restricted
hours if life or property are endangered.

(b) Mooring facilities are provided for pleasure
craft awaiting passage during the hours of restricted
operation. These vessels shall be allowed to pass
whenever the drawspan is opened for commercial
or Federal traffic.

(c) During all other hours not specifically noted in
this section, the drawspan of the bridge shall be
opened for any vessel requiring passage.

(d) Signs shall be posted on both the upstream and
downstream sides of the bridge regarding the hours
of restricted operation in such a manner that they
can easily be read at any time.

§117.352 Neuse River, N.C.; U.S.17 highway
bridge at New Bern, N.C. (a) The owners of or agen-
cies controlling this drawbridge shall comply with
all the provisions of §117.240 except that from 6:30
a.m. to 7:30 a.m. and 4:30 p.m. to 5:30 p.m. Monday
through Friday, the draw of this bridge need not be
opened for the passage of vessels, except public
vessels of the United States, vessels used by the
State, counties, or cities of North Carolina for po-
lice or fire protection, tugs with tows, and vessels in
distress. These vessels shall be promptly passed
through the draw at any time upon sounding the
opening signal of four short blasts.

§117.353 Trent River, N.C.: U.S. 70 highway
bridge at New Bern, N.C. (2) The owners of or agen-
cies controlling this drawbridge shall comply with
all the provisions of §117.240 except that from 6:30
a.m. to 7:30 a.m. and 4:30 p.m. to 5:30 p.m. Monday
through Friday, the draw of this bridge need not be
opened for the passage of vessels, except public
vessels of the United States, vessels used by the
State, counties, or cities of North Carolina for po-
lice or fire protection, tugs with tows, and vessels in
distress. These vessels shall be promptly passed
through the draw at any time upon sounding the
opening signal of four short blasts.

§117.355 Bogue Sound (Atlantic Intracoastal
Waterway), N.C.: North Carolina State Highway
Commission bridge at Atlantic Beach. (a) During the
period from June 15 to Labor Day, inclusive, on
Saturdays and Sundays, and on Independence Day,
the owner of or agency controlling this bridge will
not be required to open the drawspan for the
passage of vessels between the hours of 12 noon
and 6:00 p.m., e.s.t., except at 2:00 p.m. and 4:00
p.m. when the bridge shall be opened to allow all ac-
cumulated vessels to pass, and except as provided
in paragraphs (b) and (c) of this section.

(b) The drawspan shall be opened promptly upon
the prescribed signal being given for the passage of
towboats with tows, freight boats, and vessels
owned or operated by the United States.
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(c) The draw shall be opened promptly for the
passage of any vessel in an emergency involving
danger to life or property. Such an emergency shall
be indicated by four blasts of a whistle, horn or
similar device.

(d) The owner of or agency controlling the bridge
shall erect and maintain on both sides thereof, signs
acceptable to the District Commander setting forth
the salient features of the special regulations of this
section.

§117.365 Atlantic Intracoastal Waterway (mile
462.2), South Carolina State Highway Department
Ben M. Sawyer Swing Bridge (State Road 703)
between Sullivan’s Island and Mount Pleasant. (a)
The owner of or agency controlling the bridge shall
not be required to open the draw between 7 a.m.
and 9 a.m. and between 4 p.m. and 6 p.m. daily, ex-
cept as provided in paragraph (b) of this section.

(b) The draw shall be opened promptly upon the
prescribed signal being given for the passage of tug
boats, freight boats, commercial fishing boats, ves-
sels owned and operated by the United States, and
boats or vessels in distress.

(c) The owner of or agency controlling the bridge
shall erect and maintain adjacent to the channel, on
both sides of the bridge, signs acceptable to the
Commandant, U.S. Coast Guard setting forth the
salient features of the regulations in this section.

§117.370 Wappoo Creek (Atlantic Intracoastal
Waterway), S.C.; South Carolina State Highway De-
partment bridge (State Route 700) at Charleston. (a)
The owner of or agency controlling the bridge shall
not be required to open the draw between 7 a.m.
and 9 a.m. and between 4 p.m. and 6 p.m. daily, ex-
cluding Sundays and Federal holidays, except as
provided in paragraph (b) of this section.

(b) The draw shall be opened promptly upon the
prescribed signal being given for the passage of tug-
boats, freight boats, commercial fishing boats, ves-
sels owned and operated by the United States, and
boats or vessels in distress.

(c) The owner of or agency controlling the bridge
shall keep conspicuously posted on both the up-
stream and downstream sides thereof the salient
features of the regulations in this section.

§117.408 Back River, Ga.: drawbridge in the
causeway between Brunswick and St. Simons Island.
(a) The owner of or agency controlling the bridge
shall not be required to open the drawspan between
the hours of 6 am. and 9 a.m. and between the
hours of 4 p.m. and 6 p.m., daily, except on the hour
when the bridge shall be opened to allow all accu-
mulated vessels to pass, and except as provided in
paragraph (b) of this section.

(b) The draw shall be opened to allow the passage
of a vessel in distress, a commercial tow or a
Government vessel at any time upon sounding by
the vessel of four blasts of a whistle or horn.

(¢) The owner of or agency controlling the bridge
shall keep a copy of the regulations in this section
conspicuously posted on both the upstream and

downstream sides of the bridge in such a manner
that it can be easily read at any time.

§117.430 St. Johns River, Fla.; Main Street,
Acosta and Fuller Warren bridges, Jacksonville. (a)
Between 7:30 a.m. and 9:00 a.m., and between 4:30
p-m. and 6:00 p.m., on all days other than Sundays
and legal holidays, the draws need not be opened
for the passage of vessels: Provided, That the
draws shall be opened at any time for the passage of
a vessel in an emergency involving danger of life or
property, which shall be indicated by four blasts of
a whistle, horn, or megaphone.

(b) In all other respects, the regulations contained
in §117.240 of this part shall govern the operation of
these bridges.

§117.430a St. Johns River, Fla.; Florida State
Road Department bridge between Sanford and
Osteen. (a) The owner of or agency controlling the
bridge will not be required to keep a draw tender in
attendance or to open the drawspan between the
hours of 7:00 p.m. and 7:00 a.m. except on 12 hours’
advance notice to be given to the authorized
representative of the owner of the bridge. Regular
draw tender service will be maintained between
7:00 a.m. and 7:00 p.m.

(b) The owner of or the agency controlling the
bridge shall keep conspicuously posted on both the
upstream and downstream sides of the bridge, in
such a manner that they can easily be read at any
time, signs setting forth the salient features of the
regulations and stating exactly how the authorized
representative specified in paragraph (a) of this sec-
tion may be reached for opening the bridge.

§117.431 Ortega River, Fla.; Florida State Road
Department Bridge (Roosevelt Boulevard) near
Jacksonville. (a) Except as otherwise provided in
paragraphs (b), (¢), and (d) of this section, the
owner of or agency controlling the bridge shall not
be required to open the drawspan for the passage of
vessels between 6:30 a.m. to 9:00 a.m., and between
3:30 p.m. and 5:00 p.m. except that during these clo-
sure periods the bridge shall be opened on the hour
and half-hour to allow any accumulated vessels to
pass.

(b) The regulations in this section shall not be in
force or effect on Saturdays, Sundays, or the fol-
lowing legal holidays:

New Year's Day.

Washington’s Birthday.

Memorial Day (May 30).

Independence Day.

Labor Day.

Veterans Day (November 11).

Thanksgiving Day.

Christmas Day.

(c) The regulations in this section shall not apply
to vessels owned or operated by the United States.
All such vessels shall be passed without delay
through the draw of the bridge at any time on giving
the usual signal.
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. (d) The draw shall be opened at any time for the
passage of a vessel in an emergency caused by
rough weather or otherwise to an extent sufficient
to endanger life or property. Such an emergency
shall be indicated by four blasts of a whistle, horn,
or megaphone.

(e) The owner of, or the agency controlling the
bridge shall keep a copy of the regulations in this
section conspicuously posted on both the upstream
and downstream sides thereof in such manner that
it can be easily read at any time.

§117.431a Black Creek, Fla.; Florida State
Highway Department bridge on State Road 15 (U.S.
Highway 17) and Seaboard Coast Line Railroad Co.
bridge near Doctors Inlet. {(a) The owners of or agen-
cies controlling the bridges shall not be required to
keep draw tenders at the bridges between the hours
of 7 p.m. and 10 a.m. each day. Regular draw tender
service will be maintained between the hours of 10
a.m.and 7 p.m.

(b) The owners of or agencies controlling the
bridges shall keep conspicuously posted on both the
upstream and downstream sides of the bridges, in
such manner that they can be easily read at any
time, signs setting forth the salient features of the
regulations in this section.

§117.432 Matanzas River (Intracoastal Water-

way), Fla.; Bridge of Lions (State Road No. A1A) in
St. Augustine. (a) Except as otherwise provided in
paragraph (b) of this section, the owners or agency
- controlling the bridge shall not be required to open
- the drawspan for the passage of vessels between
- 7:30 a.m. and 8:15 a.m. and between 5:00 p.m. and
. 3:45 p.m., Monday through Friday of each week.
- (b) The drawspan shall be opened promptly at any
- time to allow the passage of tugboats with tows,
vessels owned or operated by the United States,
and vessels in distress. Such vessels desiring to pass
shall so indicate by four blasts of a whistle or
similar device.

(c) The owners of or agency controlling the bridge
shall keep a copy of the regulations in this section
conspicuously posted on both the upstream and
downstream sides thereof, in such manner that it
can be easily read at any time.

§117.434 Oklawaha River, Haines Creek, and
Dead River, Fla.; Bridges over Oklawaha River on
State Road S-316 at Eureka, State Road 40 at Delks
Bluff (Colbys Landing), State Road 464 at Moss
Bluff, and State Road 42 at Starkes Ferry, and over
Haines Creek on State Road 44 near Lisbon. (a) The
owner of or agency controlling these bridges will
not be required to keep a draw tender at the bridges
between the hours of 7:00 p.m. and 7:00 a.m. Opera-
tors of vessels unable to pass under the bridges in
closed position shall give the authorized representa-
tive of the owner of the bridges by telephone at
least 3 hours’ advance notice for passages between
7:00 p.m. and 7:00 a.m. Regular draw tender service
will be maintained between 7:00 a.m. and 7:00 p.m.

(b) Seaboard Coastline Railroad Company bridge
near Tavares: The owner of or agency controlling
the bridge will not be required to open the drawspan
between 10:00 p.m. and 6:00 a.m. the following day.

(c) The owner of or agency controlling the bridges
shall keep conspicuously posted on both the up-
stream and downstream sides of the bridges, in
such a manner that they can easily be read at any
time, copies of the regulations together with a
notice stating exactly how the representatives
specified in paragraph (a) of this section may be
reached for opening the bridges.

§117.435 Indian River (Intracoastal Waterway),
Fla.; automatic operation of Florida East Coast Rail-
way bridge near Jay Jay north of Titusville. (a) The
bridge will not be manned by a regular attendant.

(b) The bascule span will normally be in the open
position, displaying flashing green signals, to allow
the movement of water traffic.

(c) When a train approaches the bridge, the
navigation signals will go to flashing red, and a horn
starts four blasts, pauses and then continues four
blasts, etc.

(d) After an eight (8) minute time delay, the bridge
will lower and lock providing the scanning equip-
ment reveals nothing under the bridge.

(e) After the train has cleared, the bridge will raise
and the signals will return to flashing green for
navigation.

(f) Train crews can hold the bridge down by push-
ing a hold button, and the bridge will remain down
for a period of eight (8) minutes or while the ap-
proach track circuit is occupied.

§117.435a Banana River, Fla.; NASA Causeway
Bridge near Orsino. (a) Any authorized vessel or
person requiring the drawspan to be opened for the
passage of navigation shall give the NASA Security
Office by telephone at least 4 hours” advance notice
of the time at which such opening will be required.

(b) The owner of or operator of the bridge shall
keep conspicuously posted on both the upstream
and downstream sides of the bridge, in such manner
that they can easily be read at any time, copies of
the regulations together with a notice stating ex-
actly how the Security Office specified in para-
graph (a) of this section may be reached for opening
the drawspan.

§117.436 Indian River, Fla.; Florida State Road
Department bridges at Titusville, Eau Gallie, and
Melbourne, and the National Aeronautics and Space
Administration bridge at Addison Point. (3a) Except
as provided in paragraphs (b) and (c) of this section,
the owner of or agency controlling the bridges at
Titusville, Addison Point, Eau Gallie, and Mel-
bourne shall not be required to open the drawspans
between 6:45 a.m. and 7:45 a.m. and between 4:15
p.m. and 5:45 p.m., Monday through Friday of each
week.

(b) The draws shall be opened promptly upon the
prescribed signal being given for the passage of
towboats with tows and vessels owned or operated
by the United States.
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(¢) The draws shall be opened promptly for the
passage of a vessel in an emergency involving
danger to life or property. Such an emergency shall
be indicated by four blasts of a whistle, horn, or
similar device.

(d) The owner of or agency controlling the bridges
shall keep conspicuously posted on both the up-
stream and downstream sides thereof, in such
manner that it can be easily read at any time, a copy
of the regulations in this section.

§117.436a Loxahatchee River at Jupiter, St.
Lucie River (Okeechobee Waterway) at Stuart and
St. Lucie Canal (Okeechobee Waterway) at Port
Mayaca, Fla.; automatic operation of Florida East
Coast Railway bridges. (a) The bridges will not be
manned by a regular attendant.

(b) The spans will normally be in open position,
displaying flashing green signals, to allow the move-
ment of water traffic.

(c) When a train approaches one of the bridges the
navigation signals will go to flashing red, and a horn
starts four blasts, pauses and then continues four
blasts, etc.

(d) After an eight (8) minute time delay, the bridge
will lower and lock providing the scanning equip-
ment reveals nothing under the bridge.

(e) After the train has cleared, the bridge will raise
and the signals will return to flashing green for
navigation.

(f) Train crews can hold the bridge down by push-
ing a hold button, and the bridge will remain down
for a period of eight (8) minutes or while the ap-
proach track circuit is occupied.

§117.437 Canaveral Harbor Barge Canal, Fla.;
Florida State Road A1A bridge on Merritt Island. (a)
From 6:45 a.m. to 7:45 a.m. and from 4:15 p.m. to
5:45 p.m. Monday through Friday, excluding Na-
tional holidays, the draw need not be opened except
for the passage of towboats with tows, public ves-
sels, and vessels in distress.

(b) From 10 p.m. to 6 a.m. constant attendance of
the draw is not required, and at least 3 hours’ ad-
vance notice to the authorized representative is
required for the opening of the draw.

(c) At all other times, the draw shall be opened
promptly on signal.

{d) The owner of or agency controlling this bridge
shall keep conspicuously posted on both the up-
stream and downstream sides thereof, in such a
manner that they can easily be read at any time, co-
pies of the regulations in this section together with
directions stating how the authorized representative
may be contacted.

§117.438 Canaveral Harbor Barge Canal, Fla.;
Florida State Road 401 at Canaveral Harbor. (a)
From 6:30 a.m. to 8 a.m. and from 3:30 p.m. to 5:15
p.m. Monday through Friday, excluding National
holidays, the draw need not be opened except for
the passage of towboats with tows, public vessels,
and vessels in distress.

(b) From 10 p.m. to 6 a.m. constant attendance of
the draw is not required, and at least 3 hours’ ad-

vance notice to the authorized representative is
required for the opening of the draw.

(c) At all other times, the draw shall be opened
promptly on signal.

(d) The owner of or agency controlling this bridge
shall keep conspicuously posted on both the up-
stream and downstream sides thereof, in such a
manner that they can easily be read at any time, co-
pies of the regulations in this section together with
directions stating how the authorized representative
may be contacted.

§117.439 St. Lucie Canal, Fla.; Seaboard Air Line
Railroad Co. bridge near Indiantown. (a) The owner
of or agency controlling the bridge shall not be
required to keep a drawtender in constant at-
tendance or to open the drawspan between the
hours of 10 p.m. and 6 a.m. except as provided in
paragraph (b) of this section.

(b) Owners and operators of vessels unable to
pass under the bridge in a closed position are urged
to schedule their trips to pass the bridge between
the hours of 6 a.m. and 10 p.m. The drawspan will
be opened between the hours of 10 p.m. and 6 a.m.,
however, for the passage of commercial tows when
it can be shown that the passage could not be
scheduled during regular hours of operation without
extreme inconvenience and added cost: Provided,
That at least 3 hours’ advance notice of the time at
which such opening will be required is given to the
Chief Dispatcher, Seaboard Air Line Railroad Co.,
Jacksonville, Fla.

(c) The owner of or agency controlling the bridge
shall keep conspicuously posted on both sides of
the bridge, in such manner that they can easily be
read at any time, signs setting forth the salient fea-
tures of the regulations and the current telephone
number of the authorized representative specified
in paragraph (b) of this section, and shall keep the
District Commander and the Locktender at St.
Lucie Lock notified of the current telephone
number.

§117.439a St. Lucie Canal, Fla.; the Martin
County bridge on State Road 76A near the Arundel
Shops (Palm City Farms). (a) The owner of or agen-
cy controlling the bridge shall not be required to
keep a drawtender in constant attendance or to
open the drawspan between the hours of 10 p.m.
and 6 a.m., except upon 3 hours’ advance notice for
the passage of commercial tows. Regular draw-
tender service will be maintained between the hours
of 6a.m. and 10 p.m.

(b) The owner of or agency controlling the bridge
shall keep conspicuously posted on both the up-
stream and downstream sides of the bridge, in a
manner that they can easily be read at any time,
signs setting forth the salient features of the regula-
tions and stating exactly how the representative
currently designated to receive the advance notice
for opening the bridge may be reached.

§117.439b Lake Worth (Intracoastal Waterway),
Fla.; Singer Island bridge at Riviera Beach. (a) The
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owner of or agency controlling the bridge shall not
be required to open the drawspan between the
hours of 8 a.m. and 6 p.m., daily, except on the hour
and half-hour when the bridge shall be opened to
allow all accumulated vessels to pass, and except as
otherwise provided in paragraph (b) of this section.

(b) The drawspan shall be opened to allow the
passage of a vessel in distress, a cruise boat operat-
ing on regular schedule, a commercial tow, or a ves-
sel owned and operated by the United States at any
time upon sounding by the vessel of four blasts of a
whistle or horn.

(c) The owner of or agency controlling the bridge
shall place conspicuously on both sides of the
bridge signs of such size that they can be easily read
at any time, clearly indicating the nature of the
regulations.

§117.440 Lake Worth (Intracoastal Waterway),
Fla.; Flagler Memorial and Royal Park bridges, Palm
Beach, Florida. (a) During the period 15 November
to 30 April, both dates inclusive, the owners of or
agencies controlling these bridges will not be
required to open the drawspans between the hours
of 7:30 a.m. and 9:30 a.m., and between the hours of
4:30 p.m. and 6:30 p.m., except that the drawspan of
the Flagler Memorial Bridge shall be opened on the
hour and half-hour and the drawspan of the Royal
Park Bridge shall be opened 15 minutes before and
15 minutes after the hour to allow all accumulated
vessels to pass, and except as provided in para-
graph (b) of this section.

(b) The draws shall be opened to allow the
passage of a vessel in distress or of a commercial
tow at any time upon the sounding by the vessel of
four blasts of a whistle or horn.

(c) The owner of or agencies controlling the
bridges shall place conspicuously on both sides of
each bridge signs of such size that they can be easi-
ly read at any time, clearly indicating the nature of
the regulations.

§117.441 Lake Worth (Intracoastal Waterway),
Fla.; State Road Department of Florida highway
bridge (State Road 802). (a) The owner of or agency
controlling the bridge shall not be required to open
the drawspan between the hours of 8 a.m. and 6
p.m. daily, except on the hour and half-hour when
the bridge shall be opened to allow all accumulated
vessels to pass, and except as otherwise provided in
paragraph (b) of this section.

(b) The drawspan shall be opened to allow the
passage of a vessel in distress, a commercial tow, or
a vessel owned and operated by the United States at
any time upon sounding by the vessel of four blasts
of a whistle or horn.

(c) The owner of or agency controlling the bridge
shall place conspicuously on both sides of the
bridge signs, of such size that they can be easily
read at any time from vessels intending to pass
through the draw, clearly indicating the nature of
the regulations.

§117.442 Hilisboro Inlet, Fla.; State Road Depart-
ment of Florida highway bridge (State Road No.
AlA) near Pompano Beach, Fla. (a) During the
period 1 December to 30 April, both dates inclusive,
except as otherwise provided in paragraphs (b) and
(c) of this section, the owner of or agency con-
trolling the bridge shall not be required to open the
drawspan between the hours of 7:00 a.m. and 7:00
p.m. except on the hour and half-hour when the
drawspan shall be opened to allow all accumulated
vessels to pass, and except that from 7:30 a.m. to
8:30 a.m., from 11:45 a.m., to 1:30 p.m., and from
4:45 p.m. to 5:30 p.m., the bridge will be opened at
any time upon request.

(b) The regulations in this section shall not apply
to vessels owned or operated by the United States.
All such vessels shall be passed without delay
through the draw of the bridge at any time on giving
the usual signal.

(c) The draw of the bridge shall be opened at any
time for the passage of a tow or of a vessel in an
emergency involving danger to life or property.
Such an emergency shall be indicated by four blasts
of a whistle, horn, or megaphone.

(d) The owner of or agency controlling the bridge
shall keep a copy of the regulations in this section
conspicuously posted on both the upstream and
downstream sides thereof, in such a manner that it
can be easily read at any time.

§117.443 Intracoastal Waterway, Fla.; State
Road Department of Florida highway bridge at At-
lantic Boulevard in Pompano Beach, Fla. (a) During
the period November 1 to May 31, both dates inclu-
sive, except as provided in paragraphs (b) and (c) of
this section, the owner of or agency controlling this
bridge shall not be required to open the drawspan
between the hours of 7:00 a.m. and 6:00 p.m., both
inclusive, except on the hour and the half-hour.

(b) The draw shall be opened promptly upon the
prescribed signal being given for the passage of
towboats with tows and vessels owned or operated
by the United States.

(¢) The draw shall be opened promptly for the
passage of a vessel in an emergency involving
danger to life or property. Such an emergency shall
be indicated by four blasts of a whistle, horn, or
similar device.

(d) The owner of or agency controlling the bridge
shall erect and maintain on both sides thereof, signs
acceptable to the District Commander setting forth
the salient features of the special regulations of this
section.

§117.446 New River Sound and Stranahan River
(Intracoastal Waterway), Fort Lauderdale, Fla.,
bridges. (a) East Las Olas Boulevard Bridge across
New River Sound. During the period November 15
to May 15, both dates inclusive, except as provided
in paragraph (c) of this section, the owner of or
agency controlling this bridge will not be required to
open the drawspan between the hours of 7 a.m. and
6 p.m., except on the hour and half-hour when the
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bridge shall be opened to allow all accumulated ves-
sels to pass.

(b) Sunrise Boulevard Bridge across New River
Sound. During the period November 15 to May 15,
both dates inclusive, except as provided in para-
graph (c) of this section, the owner of or agency
controlling this bridge will not be required to open
the drawspan between the hours of 7:15 a.m. and
6:15 p.m., except on the quarter-hour and three-
quarter hour when the bridge shall be opened to
allow all accumulated vessels to pass.

(c) The draws of the bridges listed in paragraphs
(a) and (b) of this section shall be opened at any
time upon a signal of 4 short blasts of a whistle,
horn or similar device to allow the passage of a tow
or vessel in distress.

(d) The owner of or agency controlling the bridges
shall place signs, of a size and description
designated by the District Commander, at each side
of these bridges and at a distance of one-half mile
above and below each bridge indicating the regula-
tions.

(e) Southeast 17th Street bridge across Stranahan
River (Intracoastal Waterway). (1) During the
period November 15 to May 15, both dates inclu-
sive, except as provided in subparagraphs (2) and
(3) of this paragraph, the owner of or agency con-
trolling this bridge will not be required between the
hours of 7 a.m. and 7 p.m. to reopen the bridge for
waterway traffic for a period of 15 minutes after
each closure. The owner of or agency controlling
the bridge will display on both sides thereof a time
clock acceptable to the District Commander which
will indicate to approaching waterway traffic the
number of minutes remaining before the bridge will
be available for opening.

(2) Upon receipt of the proper signal the draw
shall be opened at any time to allow the passage of a
tug with a tow, a vessel owned and operated by the
United States or a vessel in distress. The proper
signal for such an opening shall be indicated by four
blasts of a whistle, horn, or similar device.

(3) The owner of or agency controlling the bridge
shall erect and maintain conspicuously on both
sides thereof signs acceptable to the District Com-
mander, setting forth the salient features of the
regulations in this paragraph.

§117.446a Intracoastal Waterway, Fla.; Hol-
lywood Boulevard bridge, Hollywood, Fla. (a) During
the period November 15 to May 15, inclusive, the
owner of or agency controlling the Hollywood Bou-
levard bridge will not be required to open the
drawspan between the hours of 10:00 a.m. and 6:00
p.m., except on half-hour intervals, on the hour and
half-hour when the bridge shall be opened to allow
all accumulated vessels to pass, and except as pro-
vided in paragraph (c) of this section.

(b) During the period May 16 to November 14, in-
clusive, on Saturdays, Sundays, Memorial Day, In-
dependence Day, Labor Day and Veterans Day, the
owner of or agency controlling the bridge will not

be required to open the drawspan. between the
hours of 9:00 a.m. and 7:00 p.m., except on the hour
and half-hour when the bridge shall be opened to
allow all accumulated vessels to pass, and except as
provided in paragraph (c) of this section.

(c) Upon receipt of the proper signal the draw
shall be opened at any time to allow the passage of a
tow, sailing vessel, vessel in distress, and cruise
boats operating on regular schedule. The proper
signal for such openings shall be indicated by four
blasts of a whistle, horn or similar device.

(d) The owner or agency controlling the bridge
shall keep a copy of the regulations of this section
conspicuously posted on both the upstream and
downstream sides thereof in such manner that it can
be easily read at any time.

§117.446b Intracoastal Waterway, Fla.; Hallan-
dale bridge at Hallandale, Fla. (a) During the period
November 15, to May 15, both dates inclusive, the
owner or agency controlling this bridge will not be
required to open the drawspan between the hours of
10:15 a.m., and 6:15 p.m., except on half-hour inter-
vals, on the quarter-hour and three quarter-hour
when the bridge shall be opened to allow all accu-
mulated vessels to pass, and except as provided in
paragraph (b) of this section.

(b) Upon receipt of proper signal the draw shall be
opened at any time to allow the passage of a tow,
sailing vessel, vessel in distress, and cruise boats
operating on regular schedule.

(c) The owner of or agency controlling this bridge
shall erect and maintain, on both sides thereof,
signs acceptable to the District Commander, setting
forth the salient features of the special regulations
of this section.

§117.446c New River and South Fork of New
River, Fort Lauderdale, Fla.; bridges. (a) Andrews
Avenue bridge over New River. Except as provided
in subparagraphs (2) and (3) of paragraph (b) of this
section, the owner of or agency controlling this
bridge will not be required to open the drawspan for
an upbound boat when the nearby Florida East
Coast Railroad bridge is in a down position.

(b) Southwest 12th Street bridge over South Fork
of New River. (1) During the period November 15
to May 15, both dates inclusive, except as provided
in subparagraphs (2) and (3) of this paragraph, the
owner of or agency controlling this bridge will not
be required to open the drawspan for the passage of
waterway traffic between the hours of 7 a.m. and 9
a.m. and 4 p.m. and 6 p.m., Monday through Friday,
except on the hour and half-hour when the bridge
shall be opened to allow any accumulated vessels to
pass.

(2) Upon receipt of the proper signal the draw
shall be opened at any time to allow the passage of a
tug with a tow, a vessel owned and operated by the
United States, a vessel in distress, or a cruise boat
operating on regular schedule. The proper signal for
such an o%ening shall be indicated by four blasts of
a whistle, horn, or similar device.
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(3) The owner of or agency controlling the bridge
shall erect and maintain conspicuously on both
. sides thereof signs acceptable to the District Com-
mander, setting forth the salient features of the
- regulations in this paragraph and paragraph (a) of
- this section.

(c) State Road No. 84 bridge at Mile 4.4 over
South Fork of New River. The owner of or agency
controlling this bridge will not be required to keep a
draw tender constantly on duty. An advance notice
of at least 24 hours will be required to open the
drawspan.

§117.446d Indian Creek, Fla.; bridge at 63d
- Street, Miami Beach. (a) The owners of or agencies
controlling this drawbridge from December 1 to
¢ April 15 need not open the draw for the passage of
. vessels from 11 a.m. to 6 p.m. except that on the
- hour the draw shall be opened for any vessels wait-
~ing to pass. At all other times the draw shall be

opened on signal.

(b) The drawspan shall be opened promptly for
' passage of a vessel in an emergency involving
- danger to life or property, cruise boats operating on
- regular schedules and vessels owned and operated
- by the United States. The proper signal for such
- openings shall be indicated by four blasts of a whis-
- tle, horn or similar device.

(c) The owner of or agency controlling the bridge
shall keep a copy of the regulations of this section
conspicuously posted on both the upstream and
downstream sides of the bridge in such manner that
1t can be easily read at any time.

§117.447 Biscayne Bay, Fla.; State Road Depart-
- ment of Florida highway bridge (MacArthur or 13th
- Street Causeway) and Dade County Port Authority
" highway bridge (Venetian or 15th Street Causeway),
- Miami, Fla. (a) During the period from November 1

to April 30, both dates inclusive, the owners of or

agencies controlling these bridges shall not be
required to open the west drawspans of the

MacArthur and Venetian Causeways between 7:00

a.m. and 9:00 a.m. or between 4:30 p.m. and 6:30

p.m., except that both drawspans shall be opened

on the half hour and even hour for sufficient time to

pass any vessels awaiting passage. )
(b) During the period from November 1 to April

30, both dates inclusive, the owner of or agency

controlling Venetian Causeway shall not be

required to open the east drawspan between 7:15

a.m. and 8:45 a.m. or between 4:45 p.m. and 6:15

p-m., except that the drawspan shall be opened at

7:45.a_.m. and 8:15 a.m., 5:15 p.m. and 5:45 p.m. for

sufficient time to pass any vessels awaiting passage.

_(c) Any of the drawspans shall be opened at any

time when required by a tow, or in an emergency.

An emergency shall be indicated by four blasts of

the signalling device. oo

(d) Officers of the Police Departments of Miami
and Miami Beach shall be stationed at the respec-
tive draws and at the ends of the causeways during
the above hours to regulate traffic in conjunction

With the bridge tenders.

(e) Boat owners shall cooperate insofar as possi-
ble to facilitate the operation of the draws of the
bridges.

(f) Signs indicating the nature of the regulations
will be placed by the State Road Department and
the Dade County Port Authority where and as
directed by the District Commander.

§117.447a Biscayne Bay, Fla.; Dade County
Bridge (Rickenbacker Causeway), Miami, Fla. (a)
Except as otherwise provided in paragraphs (b), (c),
and (d) of this section, the owner or agency con-
trolling the bridge shall not be required to open the
drawspan for the passage of vessels from 4:00 p.m.
to 5:00 p.m. and from 5:15 p.m. to 6:00 p.m. on
Saturdays, Sundays and the following legal
holidays:

New Year’s Day.

Independence Day.

Labor Day.

Veterans Day (November 11).

Thanksgiving Day.

Christmas Day.

(b) The regulations in this section shall not apply
to vessels owned or operated by the United States.
All such vessels shall be passed without delay
through the draw of the bridge at any time on giving
the usual signal.

(c) Durning the display of small craft warnings or
warnings for winds of greater force by the United
States Weather Bureau affecting the area, the
bridge shall be opened for the passage of vessels
giving the usual signal at any time.

(d) The draw of the bridge shall be opened at any
time for the passage of a tow or of a vessel in an
emergency involving danger to life or property.
Such an emergency shall be indicated by four blasts
of a whistle, horn, or megaphone.

(e) The owner of or agency controlling the bridge
shall keep a copy of the regulations in this section
conspicuously posted on both sides thereof, in such
manner that it can be easily read at any time.

§117.448 Miami River, Fla.; highway bridges
from mouth to and including city of Miami bridge at
Northwest 27th Avenue, Miami. (a) Except as other-
wise provided in paragraphs (b), (¢), and (d) of this
section, the owners of or agencies controlling these
bridges shall not be required to open the drawspans
for the passage of vessels from 7:30 a.m. to 9:00
a.m. and from 4:30 p.m. to 6:00 p.m. on all days
other than Sundays and the following legal
holidays: New Year’s Day, Independence Day,
Labor Day, Veterans Day, Thanksgiving Day and
Christmas Day.

(b) This section shall not apply to vessels owned
or operated by the United States. All such vessels
shall be passed without delay through the draw of
any bridge at any time on giving the usual signal.

(c) During the existence of a hurricane alert duly
issued by the United States Weather Bureau affect-
ing the Miami area, all of the bridges shall be
opened for the passage of vessels giving the usual
signal at any time.
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(d) The draw of any bridge shall be opened at any
time for the passage of a vessel in an emergency in-
volving danger to life or property. Such an emer-
gency shall be indicated by four blasts of a whistle,
horn, or megaphone.

(e) The owners of or agencies controlling the
bridges shall keep a copy of the regulations of this
section conspicuously posted on both the upstream
and downstream sides thereof, in such manner that
it can be easily read at any time.

(f) This section shall remain in full force and ef-
fect until revoked or modified by the Commandant.

§117.449 Miami River, Fla.; Seaboard Air Line
Railroad Co. bridge, Miami. The owner of or agency
controlling the bridge will be required to provide
bridge tender service only between the hours of
8:30 a.m. and 5:30 p.m., Monday through Friday. At
all other times the draw will be opened for the
passage of vessels upon three hours’ advance
notice.

§117.462 Caloosahatchee River, Fla.; Florida
State Road Department bridge (Edison Bridge) at
Fort Myers. (a) Except as otherwise provided in
paragraphs (b) and (c) of this section, the owner of
or agency controlling the bridge shall not be
required to open the drawspan between the hours of
4:30 p.m., and 5:30 p.m., daily except on Sundays
and the following legal holidays: New Year’s Day,
Washington’s Birthday, Memorial Day, Indepen-
dence Day, Labor Day, Veterans Day, Thanksgiv-
ing Day and Christmas Day.

(b) The regulations in this section shall not apply
to vessels owned or operated by the United States.
All such vessels shall be passed without delay
through the draw of the bridge at any time on giving
the usual signal.

(c) The draw of the bridge shall be opened at any
time for the passage of a tow or of a vessel in an
emergency involving danger of life or property.
Such an emergency shall be indicated by four blasts
of a whistle, horn, or megaphone.

(d) The owner of or agency controlling the bridge
shall keep conspicuously posted on both the up-
stream and downstream sides of the bndge, in a
manner that they can easily be read at any time,
signs setting forth the salient features of the regula-
tions in this section.

PART 124—CONTROL OVER MOVEMENT OF
VESSELS

§124.10 Advance notice of vessel’s time of arrival
to Captain of the Port. (a) The master or agents of
every registered vessel of the United States, and
every foreign vessel arriving at a United States port
or place from a port or place outside the United
States, or any such vessel destined from one port or
place in the United States to another port or place in
the United States, shall give at least 24 hours ad-
vance notice of arrival to the Captain of the Port at

every port or place where the vessel is to arrive, ex-
cept as follows:

(1) Registered United States pleasure vessels and
registered United States fishing vessels are not
required to submit advance notice of arrival report.

(2) When the port of arrival is not located within
the geographical area assigned to a particular Cap-
tain of the Port, this advance notice of time of ar-
rival shall be made to the Commander of the Coast
Guard District in which such port or place is
located.

(3) When the arrival is a direct result of the opera-
tion of ‘‘force majeure,’”’ and it is not possible to
give at least 24 hours’ advance notice of time of ar-
rival, then advance notice as early as practicable
shall be furnished.

(4) When the vessel, while in United States
waters, does not navigate any portion of the high
sea, i.e. does not navigate beyond the low water
mark along the coasts or beyond the waters con-
tained within the headlands of the United States.

(5) When a vessel is engaged upon a scheduled
route if a copy of the schedule is filed with the Cap-
tain of the Port for each port of call named in the
schedule and the times of arrival at each such port
are adhered to.

(6) When the master of a merchant vessel (except
on a coastwise voyage of 24 hours or less) reports in
accordance with the U.S. Coast Guard’s voluntary
Automated Merchant Vessel Report (AMVER)
System, he shall be considered to be in constructive
compliance with the requirements of paragraph (a)
of this section and no additional advance notice of
vessel’s arrival reports to the Captain of the Port is
required. The master or agent of a vessel on coast-
wise voyages of 24 hours or less shall report the ad-
vance notice of vessel’s arrival to the Captain of the
Port at next port of call prior to or upon departure
from port.

(7) For that vessel which is engaged in operations
in and out of the same port to sea and return
without entering any other port, or on coastwise
voyages between ports in the same Coast Guard
District, or on voyages between ports in the First,
Ninth, Thirteenth, or Seventeenth Coast Guard
Districts and adjacent Canadian ports, or between
ports of the Commonwealth of Puerto Rico and
ports in the Lesser Antilles, or between ports in the
Lesser Antilles or between ports on the east coast
of Florida and the Bahama Islands, the Coast Guard
District Commander having jurisdiction may, when
no reason exists which renders such action prejudi-
cial to the rights and interests of the United States,
prescribe conditions under which such vessels may
be considered by the Captains of the Port as being
in constructive compliance with requirements of
this section.

(8) A westbound vessel which is to proceed to or
through United States waters of the St. Lawrence
River and/or the Great Lakes shall be subject to
compliance with paragraph (b) of this section.
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“(b) The master or agent of every vessel other than
vessels of United States or Canadian nationality en-
gaged in the coastal trade of their respective coun-
tries or in trade between their two countries without
calling at any other country en route, when
proceeding westbound to United States waters of
the St. Lawrence River and/or the Great Lakes
shall:

(1) At least 24 hours in advance of the vessel’s ar-
rival at the Snell Lock, Massena, New York, advise
the Commander, Ninth Coast Guard District,
Cleveland, Ohio, of estimated time of arrival of
such vessel at the Snell Lock.

(2) In addition, at least 24 hours in advance of the
vessel’s arrival at the first United States port-of-
call, advise the Commander, Ninth Coast Guard
District, Cleveland, Ohio, of the estimated time of
arrival at that port.

(3) (Reserved)

(4) A master of a vessel who reports in ac-
cordance with the U.S. Coast Guard’s voluntary
Automated Merchant Vessel Report (AMVER)
System and who includes in this report an estimated
time of arrival at the Snell Lock, Massena, New
York, shall be considered to be in constructive
compliance with the requirements of subparagraph
(1) of this paragraph and no additional advance
notice of vessel’s arrival at the Snell Lock is
required. Likewise a master of such vessel who in-
dicates in this report the name of the first intended
United States port of call and estimated time of ar-
rival at that port shall be considered in constructive
compliance with subparagraph (2) of this paragraph
and no additional advance notice of arrival is
required.

(5) A master or agent of a vessel who files a copy
of the scheduled route with the Commander, Ninth
Coast Guard District, Cleveland, Ohio, at least 24
hours prior to arrival at Snell Lock, and who in-
cludes in the schedule the estimated time of arrival
at the Snell Lock, Massena, N.Y., shall be con-
sidered to be in constructive compliance with
requirements of subparagraph (1) of this paragraph
and no additional advance notice of the vessel’s ar-
nval at the Snell Lock is required. Likewise, a
master or agent of such vessel who indicates in this
schedule the name of the first intended United

~States port of call and estimated time of arrival at
that port shall be considered in constructive com-
pliance with subparagraph (2) of this paragraph and
no additional advance notice of arrival is required.

_(6) When the arrival is a direct result of the opera-
tion of ““force majeure,” and it is not possible to
give at least 24 hours advance notice of time of ar-
nval, then advance notice as early as practicable
shall be furnished.

§124.14 Advance notice of arrival of vessel
laden with explosives or certain specified dan-
gerous cargoes. (a) The master, agent, or person in
charge of any domestic or foreign vessel which is
bound for a port or place in the United States and

which is carrying as cargo any of the dangerous car-
goes described in this paragraph, whether for
discharge in the United States or not, shall at least
24 hours in advance of arrival at each port or place,
notify the Captain of the Port or the Commander of
the Coast Guard District in which such port or place
is located concerning the amount and location of
stowage on board the vessel of any of the following:

(1) Explosives, class A (commercial or military).

(2) Oxidizing materials for which a special permit
for 2vséater transportation is required by 46 CFR
146.22.

(3) Radioactive materials for which a special ap-
proval by the Commandant for water transportation
1s required by 46 CFR 146.25-30.

(4) Any dangerous cargo considered to involve a
particular hazard, when transported or handled in
bulk quantities, as further described in paragraph
(b) of this section.

(b) (1) A dangerous cargo considered to involve a
particular hazard, when transported in bulk quanti-
ties on board vessels, or when handled in bulk
qunatities on waterfront facilities, is any commodi-
ty which by virtue of its properties would create an
unusual hazard if released. The commodities sub-
ject to this section are:

Acetaldehyde. Hydrochloric acid.
Acetone cyanohy- Methane.

drin. Methyl acrylate.
Acetonitrile. Methyl bromide.
Acrylonitrile. Methyl chloride.
Allyl alcohol. Methyl methacrylate
Allyl chloride. (monomer).
Ammonia, anhy- Nonyl phenol.
drous. Oleum.

Aniline. Phenol.
Butadlene. Phosphorus,
Carbolic oil. elemental.
Carbon disulfide. Propane.
Chlorine. Propylene.
Chlorohydrins, Propylene oxide.
crude. Sulfuric acid.
Crotonaldehyde. Sulfuric acid,
1,2-Dichloropro- spent.

pane. Tetraethyl lead.
Dichloropropene. Tetraethyl lead
Epichlorohydrin. mixture.
Ethylene. Vinyl acetate.
Ethyi ether. Vinyl chlonde.

Ethylene oxide. Vinylidene chloride.

(2) Each commodity listed in subparagraph (1) of
this paragraph is considered to possess one or more
of the following properties:

(i) Is highly reactive or unstable; or

(ii) Has severe or unusual fire hazards; or

(iii) Has severe toxic properties; or

(iv) Requires refrigeration for its safe contain-
ment; or

(v) Can cause brittle fracture of normal ship struc-
tural materials or ashore containment materials by
reason of its being carried at low temperatures, or
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because of its low boiling point at atmospheric pres-
sure (unless uncontrolled release of the cargo is not
a major hazard to life).

(¢) For U.S. vessels, this section is applicable to
such vessels on international voyages, coastwise
voyages, or Great Lakes voyages. For foreign ves-
sels this section is applicable to such vessels when
bound to a port or place in the United States, or a
port or place under the jurisdiction of the United
States.

(d) When the arrival is a direct result of ‘‘force
majeure’’ and it is not possible to give at least 24
hours advance notice, then advance notice as early
as possible will be given.

§124.16 Advance notice of fire or other abnormal
condition on arriving vessel. (a) The master, agent,
or person in charge of any domestic or foreign ves-
sel which is bound for a port or place in the United
States shall give notice to the Captain of the Port or
the Commander of the Coast Guard District in
which such port or place is located as early as possi-
ble in advance of arrival of any fire or other abnor-
mal condition which may jeopardize the vessel’s
safety or that of other vessels or facilities in port.

§124.20 Penalties for violations. Failure to give
advance notice will subject the master or agents of
a vessel to the penalties of fine and imprisonment,
as well as subject the vessel to seizure and forfei-
ture, as provided in section 2, Title II of the Act of
June 135, 1917, as amended, 50 U.S.C. 192. In addi-
tion, such failure may result in delay in the move-
ment of the vessel from the harbor entrance to her
facility destination within the particular port.

Part 204 —DANGER ZONE REGULATIONS:

§204.51a Atlantic Ocean south of entrance to
Chesapeake Bay off Dam Neck, Virginia Beach, Vir-
ginia, naval firing range. (a) The danger zone. All of
the water area within a sector extending seaward a
distance of 5,000 yards between radial lines bearing
35° true and 92° true, respectively, from a point on
the shore at latitude 36°47'33", longitude 75°58'23".

(b) The regulations. (1) During the period from
sunrise to sunset vessels shall proceed through the
area with caution and shall remain therein no longer
than necessary for purposes of transit.

(2) When firing is in progress, red flags will be dis-
played at conspicuous locations on the beach.

(3) Firing on the ranges will be suspended as long
as any vessel is within the danger zone.

(4) Lookout posts will be maintained by the Fleet
Anti-Air Warfare Training Center, Dam Neck, Vir-
ginia Beach, Virginia.

(5) There shall be no firing on any of the ranges
between sunset and sunrise, nor during other
periods of low visiblity.

(6) The regulations in this section shall be en-
forced by the Commanding Officer of the Fleet
Anti-Air Warfare Training Center, Dam Neck, Vir-

ginia Beach, Virginia, and such agencies as he may
designate. .

§204.52 Atlantic Ocean south of entrance to Ches-
apeake Bay; firing range. (a) The danger zone. A
sector extending seaward for a distance of 12,000
yards between two radial lines bearing 30° true and
75° true, respectively, from a point on the shore at
latitude 36°46'48", longitude 75°57'24"; and an ad-
jacent sector extending seaward for a distance of
15 miles between two radial lines bearing 75° true
and 150° true, respectively, from the same shore
position.

(b) The regulations. (1) During the period from
sunrise to sunset vessels shall proceed through the
area with caution and shall remain therein no longer
than necessary for purposes of transit.

(2) When firing is in progress, red flags will be dis-
played at conspicuous locations on the beach.

(3) Firing on the ranges will be suspended as long
as any vessel is within the danger zone.

(4) Lookout posts will be maintained by the Fleet
Anti-Air Warfare Training Center, Dam Neck, Vir-
ginia Beach, Virginia.

(5) There shall be no firing on any of the ranges
between sunset and sunrise, nor during other
periods of low visibility.

(6) The regulations in this section shall be en-
forced by the Commanding Officer of the Fleet
Anti-Air Warfare Training Center, Dam Neck, Vir-
ginia Beach, Virginia, and such agencies as he may
designate.

§204.53 Atlantic Ocean south of entrance to Ches-
apeake Bay off Camp Pendleton, Virginia; naval
prohibited area. (a) The area. Beginning at a point
on the shore at Camp Pendleton at latitude
36°48'19" N, longitude 75°57'49"” W; thence easterly
200 yards to latitude 36°48'20” N, longitude
75°57'42" W; thence northerly 400 yards to latitude
36°48'32" N, longitude 75°57'45" W: thence
westerly 200 yards to latitude 36°48'31" N, lon-
gitude 75°57'53"” W; and thence southerly 400 yards
along the shore to the point of beginning.

(b) The regulations. (1) Vessels other than those
owned and operated by the United States shall not
enter the area except by permission of the Com-
manding Officer, U.S. Naval Amphibious Base,
Little Creek, Norfolk, Virginia.

(2) This section shall be enforced by the Com-
manding Officer, U.S. Naval Amphibious Base,
Little Creek, Norfolk, Virginia, and such agencies
as he may designate.

§204.54 Albermarle Sound, Pamlico Sound, and
adjacent waters, N.C.; danger zones for naval air
craft operations. (a) Target areas—(1) North Land-
ing River (Currituck Sound). The waters of North
Landing River within a radius of 1,000 yards from 2
target located at latitude 36°31'00”, longitude
76°01°40" . ]

(2) Northern part of Currituck Sound. Beginning
at a point bearing 65°30’, 1,025 yards, from Cur-
rituck Sound Light 69; thence 86°, 6,000 yards:
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thence 193°, 4,425 yards; thence 267°30', 2,775
yards; and thence to the point of beginning. The tar-
get is located at latitude 36°27'16”, longitude
75°56'30".

(3) North of Currituck Beach Light. The waters of
Currituck Sound and the Atlantic Ocean within a
radius of 1,000 yards from a target located at
latitude 36°25'24", longitude 75°50'09".

(4) South of Caffey Inlet Coast Guard Station.
The waters of Currituck Sound and the Atlantic
Ocean within a radius of 1,000 yards from a target
located at latitude 36°12'15”, longitude 75°45'57".

(5) Southeast of Caffey Inlet Coast Guard Station.
The waters of Currituck Sound and the Atlantic
Ocean within an area described as follows:
Beginning at a point bearing 170°, 5,900 yards, from
Caffey Inlet Coast Guard Station; thence 55°30’,
7,650 yards; thence 177°, 8,700 yards; and thence to
the point of beginning. The target is located at
latitude 36°10'28", longitude 75°45'04" .

Note: All bearings in this section are referred to
true meridian.

(b) Target and bombing areas—(1) Along north
shore of Albemarle Sound—(i) The area. Beginning
on the north shore of Albemarle Sound at the east-
ernmost tip of Harvey Point; thence southeasterly
to Day Beacon Number 3; thence southeasterly to
latitude 36°03'06", longitude 76°16'43"; thence
southwesterly to latitude 36°02'18”, longitude
76°19'30"; thence northwesterly to latitude
36°04'18", longitude 76°20'20"; thence 23°15’ true to
the shore; and thence northeasterly along the shore
to the point of beginning.

(2) Along south shore of Albemarle Sound—(i)

The area. Beginning at latitude 36°00'43", longitude
76°19'20"; thence to latitude 36°02'40”, longitude
76°04'26", thence to latitude 36°00’'12", longitude
76°04'26"; thence to latitude 35°59'35”, longitude
76°19'20", and thence to the point of beginning.
This area is divided into three subareas A, B, and C
as fqllows: Area A, beginning at latitude 36°00'43",
longitude 76°19'20"; thence to latitude 36°01'20",
long}tude 76°14'30"; thence to latitude 35°59'45"”,
longitude 76°14'30"; thence to latitude 35°59'35",
longitude 76°19'20", and thence to the point of
begl{mmg. Area B, beginning at latitude 36°01'20",
longgtude 76°14' 30"; thence to latitude 36°02'18",
longitude 76°07'15"; thence to latitude 36°00'05",
long;tude 76°07'15"; thence to latitude 35°59'45",
lOﬂgltu.de 76°14'30"; and thence to the point of
i)egu_\mng, Area C, beginning at latitude 36° 02'18";
.IOHg!tude 76°07'15"; thence to latitude 36°02'40";
=0nggtude 76°04'26"; thence to latitude 36°00'12",
,longgtude 76°04'26"; thence to latitude 36°00'05",
Ongitude 76°07'15"; and thence to the point of
veginning,
S(SC) Naval Aviation Ordnance test area in Pamlico
.w.“ﬂd 1n vicinity of Long Shoal. A circular area
¥ith radius of one and one-half miles having its
enter at latitude 35°32'18", longitude 75°40°39".

(d) The regulations—(1) Target areas. The area
described in subparagraph (1) of paragraph (a) of
this section will be used as a dive bombing target by
naval aircraft. In peacetime, munitions will be
limited to miniature bombs which contain only
small explosive charges for producing smoke puffs
to mark points of impact. All operations will be con-
ducted during daylight hours, and the area will be
open to navigation at night. No vessel shall enter
this area during the hours of daylight without spe-
cial permission from the enforcing agency. The area
will be patrolled and vessels will be warned not to
enter. ‘‘Buzzing’ by plane will warn vessels that
they are in a danger zone, and upon being so
warned they shall immediately leave the area. The
areas described in subparagraphs (2), (3), (4) and (5)
of paragraph (a) of this section will be used as target
areas by naval aircraft. The areas shall be closed to
navigation at all times, except for vessels engaged
in operational and maintenance work as directed by
the enforcing agency. Prior to the conduct of opera-
tions the areas will be patrolled by naval aircraft.
‘‘Buzzing’’ by plane will warn vessels that theyarein
a danger zone, and upon being so warned vessels
which have inadvertently entered one of the areas
shall immediately leave the area or areas.

(2) Target and bombing areas. The areas described
in paragraph (b) (1) and (2) of this section will be
used as a target and bombing area for both day and
night operations. No use will be made of the area
described in paragraph (b) (1) of this section for tar-
get and bombing operations during the period 30
days prior to and during the annual duck hunting
season as established by the State of North
Carolina. Dummy ammunition, waterfilled or
smoke bombs, and inert rockets will be used, ex-
cept during wartime when live ammunition, bombs,
and rockets may be used. The areas will be open to
navigation except for periods when ordnance exer-
cises are being conducted by naval aircraft. In area
B described in paragraph (b) (2) of this section the
placing of nets, traps, buoys, pots, fishponds,
stakes, or other equipment which may interfere
with target vessels operating in the area shall not be
permitted. The areas will be patrolled and vessels
shall clear the area under patrol upon being warned
by the surface patrol craft or when ““buzzed” by
patrolling aircraft. As a further means of warning
vessels of naval aircraft operations in the area
described in paragraph (b) (1) of this section, a
cluster of flashing red lights at night and a large red
flag by day will be displayed from the range obser-
vation tower located in the approximate center of
the shore side of this area.

(3) Naval Aviation Ordnance test area. The area
described in paragraph (c) of this section shall be
closed to navigation except for such military ves-
sels as may be directed by the enforcing agency to
enter on assigned duties.

(4) Enforcing agency. The regulations in this sec-
tion shall be enforced by the Commander Fleet Air
Norfolk, and such agencies as he may designate.
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§204.55 Pamlico Sound and adjacent waters,
N.C.; danger zones for Marine Corps operations. (a)
Bombing and rocket firing area in Pamilico Sound
in vicinity of Brant Island—(1) The area. The
waters within a circular area with a radius of 3.0
statute miles having its center on the southern side
of Brant Island at latitude 35°12'30”, longitude
76°26'30".

(2) The regulations. The area shall be closed to
navigation at all times except for vessels engaged in
operational and maintenance work as directed by
the enforcing agency. Prior to bombing or firing
operations the area will be ‘‘buzzed”’ by plane.
Upon being so warned vessels working in the area
shall leave the area immediately.

(b) Bombing, rocket firing, and strafing areas in
Pamlico Sound and Neuse River—(1) The areas. (i)
The waters within a circular area with a radius of
1.8 statute miles having its center at latitude
35°02'12", longitude 76°28°00".

(i) The waters within a circular area with a radius
of 0.5 statute mile having its center at latitude
35°00'30", longitude 76°29'50".

(iii) The waters within a circular area with a radius
of 0.5 statute mile having its center at latitude
35°04'12", longitude 76°28'24".

(iv) The waters within a circular area with a radius
of 0.5 statute mile having its center at latitude
35°01'42", longitude 76°25'48".

(v) The waters within a circular area with a radius
of 0.5 statute mile having its center at latitude
34°58'48", longitude 76°26'12".

(2) The regulations. (i) The areas described in sub-
paragraph (1) (i) and (ii) of this paragraph will be
used as bombing, rocket firing, and strafing areas.
Live and dummy ammunition will be used. The
areas shall be closed to navigation at all times ex-
cept for such vessels as may be directed by the en-
forcing agency to enter on assigned duties. The
areas will be patrolled and vessels ‘‘buzzed” by the
patrol plane prior to the conduct of operations in
the areas. Vessels which have been inadvertently
entered the danger zones upon being so warned
shall leave the area immediately.

(ii) The areas described in subparagraph (1) (iii),
(iv), and (v) of this paragraph will be used as bomb-
ing, rocket firing, and strafing areas. Practice and
dummy ammunition will be used. All operations will
be conducted during daylight hours, and the areas
will be open to navigation at night. No vessel shall
enter these areas during the hours of daylight
without special permission from the enforcing agen-
cy. The areas will be patrolled and vessels “‘buz-
zed’” by the patrol plane prior to the conduct of
operations in the areas. Vessels which have inad-
vertently entered the danger zones upon being so
warned shall leave the areas immediately.

(¢) Enforcing agency. The regulations of this sec-
tion shall be enforced by the Commander, Marine
Corps Air Bases, East, Cherry Point, North
Carolina, or his authorized representatives.

§204.56 New River, N.C., and vicinity; Marine
Corps Firing Ranges. (a) Atlantic Ocean east of
New River Inlet. The waters of the Atlantic Ocean
within a sector bounded on the north by a line bear-
ing 105° from latitude 34° 37'25", longitude
77°10'35"; on the east and south by the arc of a cir-
cle having a radius of 25,000 yards centered at
latitude 34°34'15"”, longitude 77°16"10"”; on the west
by a line bearing 205° from latitude 34°32'37", lon-
gitude 77°18'34"”, and on the northwest by the shore.

Note: All bearings in this section are referred to
true meridian.

(b) New River. The firing ranges include all
waters to the high waterline within eight sections
described as follows:

(1) Trap Bay Sector. Bounded on the south by a
line running from Cedar Point 280° to New River
Light 70, thence 254° to Hatch Point; and on the
northwest by a line running from Wilkins Bluff 232°
to Hall Point.

(2) Courthouse Bay Sector. Bounded on the
southeast by the northwest boundary of the Traps
Bay Sector and on the west by Sneads Ferry
Bridge.

(3) Stone Bay Sector. Bounded on the east by
Sneads Ferry Bridge and on the north by a line
running from a point on the east side of New River
opposite the head of Sneads Creek 291°30" to the
south side of the mouth of Stone Creek.

(4) Stone Creek Sector. The northwest portion of
Stone Bay, bounded on the south by the north
boundary of the Stone Bay Sector; and on the east
by longitude 77°26’.

(5) Grey Point Sector. Bounded on the south by
the north boundary of the Stone Bay Sector; on the
west by the east boundary of the Stone Creek Sec-
tor; and on the northeast by a line running from
Town Point 113° to the south side of the mouth of
French Creek. 3

(6) Farnell Bay Sector. Bounded on the south by.
the northeast boundary of the Grey Point Sector,
including French Creek up to longitude 77°20'; and
on the north by a line running from Hadnot Point
285°30' to Holmes Point.

(7) Morgan Bay Sector. Bounded on the south by
the north boundary of the Farnell Bay Sector, in-
cluding Wallace Creek up to longitude 77°22'; and
on the northwest by a line running from Paradis¢
Point 243°30’ to Ragged Point.

(8) Jacksonville Sector. Bounded on the southeas!
by the northwest boundary of the Morgan Bay Se¢
tor, including Southwest Creek up to the point
where it narrows to 200 feet in width, and Northeas!
Creek up to longitude 77°23'30"; and on the north
by an east-west line passing through New Rivef
Day Beacon 41.

(¢) The regulations. (1) Sailing vessels and an}
watercraft having a speed of less than 5 knots shall
keep clear of any closed sector at all times aftef
notice of firing therein has been given. Vessels
propelled by mechanical power at a speed greai¢!
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than 5 knots may enter the sectors without restric-

" tion except when the firing signals are being dis-
played. When these signals are displayed, vessels
shall clear the closed sectors immediately and no
vessels shall enter such sectors until the signals in-
dicate that firing has ceased.

(2) Firing will take place both day and night at ir-
regular periods throughout the year. Insofar as
training requirements will permit, underwater ex-
plosions will be restricted in the Atlantic Ocean sec-
tor (described in paragraph (a) of this section) dur-
ing the periods May 1 and June 5, inclusive, and
November 22 to December 15, inclusive.

(3) Two days in advance of the day when firing in
any sector except the Stone Creek sector is
scheduled to begin, the enforcing agency will warn
the public of the contemplated firing, stating the
sector or sectors to be closed, through the public
press and the United States Coast Guard and, in the
case of the Atlantic Ocean sector, the Cape Fear
Pilots Association at Southport, and the pilots As-
sociation at Morehead City, North Carolina. The
Stone Creek sector may be closed without advance
notice.

(4) Towers at least 50 feet in height will be erected
near the shore at the northeast and southwest limits
of the Atlantic Ocean sector, and towers at least 25
feet in height will be erected near the easterly shore
at the upper and lower limits of each New River

- sector. On days when firing is to take place a red

 flag will be displayed on each of the towers marking
the sector or sectors to be closed. These flags will
be displayed by 8:00 a.m., and will be removed
when firing ceases for the day. Suitable range mar-
kers will be erected indicating the bearings of the
north and west limits of the Atlantic Ocean sector.

(5) During the night firing, red lights will be dis-
played on the towers; and, in the case of the Atlan-
tic Ocean sector, searchlights will be employed as
barrier lights to enable safety observers to detect
\Zlessels which may attempt to enter the danger

one.

(d) Target and bombing area in Atlantic Ocean in
viciity of Bear Inlet— (1) The Area. The waters
Wwithin an area described as follows: Beginning at
latitude 34°37'32", longitude 77°12'03”; thence to
latitude 34°36'58", longitude 77°11'25”; thence to
latitude 34°37'44”, longitude 77°10'35"; thence to
latitude 34°32'27", longitude 77°06'30”; thence to
latitude 34°30'50”, longitude 77° 10'20"; thence to
latitude 34°36'00", longitude 77°14'00"; and thence
to the point of beginning.

The regulations. Vessels may proceed along
established waterways except during military train-
Ing periods. Warning of military training periods
W_111 bengiven through Notices to Mariners and by
displaying one hour prior to commencement a red
dan_gcr streamer during daylight hours or a red light
at night, from a flag pole 40 feet in height located at

‘ %he U.S. Coast Guard Life Boat Station, Bogue In-
let, SWansboro, North Carolina, and from observa-

tion tower 40 feet in height located at the northern
end of Onslow (Hurst) Beach. Prior to bombing and
firing operations, the area will be searched by
plane. Watercraft in the area will be warned by air-
craft ‘‘buzzing” of the impending target practice.
Upon being so warned, vessels shall leave the area
as quickly as possible by the most direct route.

(e) Inland waters in the Browns Inlet area
between Bear Creek and Onslow Beach Bridge over
the Atlantic Intracoastal Waterway—(1) The area.
Navigable waters between Bear Creek and Onslow
Beach Bridge to include all inlets, streams, bays,
and water therein contained, bounded on the north
by Bear Creek, on the east and south by the Atlan-
tic Ocean, to the meridian 77°16’ 20", thence by this
meridian to latitude 34°34'31"; and thence by a line
bearing 44° from this point until the line intersects
Bear Creek.

(2) The regulations. (i) Vessels may proceed
through the Atlantic Intracoastal Waterway in the
area without stopping except in cases of extreme
emergencies.

(ii) All navigable waters in the area between the
south bank of Bear Creek and the north bank of the
north connecting channel between the Atlantic In-
tracoastal Waterway and Browns Inlet shall be
closed to navigation at all times. There are highly
sensitive unexploded projectiles within the limits of
this area.

(i11) Vessels may proceed through the north con-
necting channel and the south connecting channel
(Banks Channel) in the area between the Alantic In-
tracoastal Waterway and Browns Inlet to the Atlan-
tic Ocean without stopping during periods of non-
military use. Caution should be used when
proceeding through these waters due to the
presence of unexploded projectiles lying in this
area.

(iv) Navigable waters in the area between the
south connecting channel (Banks Channel) leading
to Browns Inlet and Onslow Beach Bridge on both
sides of the Atlantic Intracoastal Waterway are
open to unrestricted navigation during periods of
nonmilitary use. An unknown element of risk exists
in this area due to the possible presence of unex-
ploded projectiles.

(v) Warning of impending military use of the area
will be contained in weekly Notice to Mariners.

(vi) Vessels having specific authority from the
Commanding General, Marine Corps Base, Camp
Lejeune, North Carolina, may enter the area.

(f) Enforcing agency. The regulations of this sec-
tion shall be enforced by the Commanding General,
Marine Corps Base, Camp Lejeune, North
Carolina, or his authorized representatives.

§204.80 Archers Creek, Ribbon Creek and Broad
River, S.C.; U.S. Marine Corps Recruit Depot Rifle
and Pistol Ranges, Parris Island. (a) During the
periods when the rifle and pistol ranges on Parris
Island are in use, the following areas will be
restricted to navigation:
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(1) At the rifle range— Archers Creek from a line
between points along the shore of Broad River at
latitude 32°21'19”, longitude 80°44'32", and at
latitude 32°21'05", longitude 80°44'09” to Beaufort
River, and Ribbon Creek from Broad River en-
trance.

(2) At the pistol range—an area in Broad River
beginning at a point on shore at latitude 32°20.15°,
longitude 80°42.95'; thence southeasterly along the
shore to latitude 32°19.45', longitude 80°42.45’;
thence to latitude 32°18.95', longitude 80°43.40';
thence to latitude 32°19.65', longitude 80°43.90';
thence to point of beginning. The area will be
adequately marked by red flags for the convenience
and protection of the general public.

(b) Firing over these ranges will take place
between the hours of 6:00 a.m. and 5:00 p.m. from
Monday through Friday of each week and from 6:00
a.m. to 12:00 Noon on Saturdays, National holidays
excepted.

(c) Vessels and other watercraft shall not enter
the restricted waters when firing is in progress. At
all other times these waters are open to navigation.
Safety regulations shall be enforced at all times
with the following specific precautions being pro-
vided by the Parris Island Marine Base:

(1) At the rifle range—Warning signs indicating
the periods when the rifle range is in use will be
posted at the entrances to Archers Creek and Rib-
bon Creek.

(2) At the pistol range—Warning flag shall be
flown from top of a lookout tower with a sentry
lookout during actual firing. Also a patrol boat shall
be accessible for clearing the area and warning all
approaching vessels of the danger zone area and the
schedule of firing. During storms or similar emer-
gencies this area shall be opened to vessels to reach
safety without undue delay for the preservation of
life and property.

(d) The regulations in this section shall be en-
forced by the Commanding General, Marine Corps
Recruit Depot, Parris Island, South Carolina, and
such agencies as he may designate.

§204.81 Atlantic Ocean off Georgia Coast; air-to-
air and air-to-water gunnery and bombing ranges for
fighter and bombardment aircraft, United States Air
Force. (a) The danger zones—(1) For fighter air-
craft. An area approximately 30 miles offshore
between Wassaw Sound and Brunswick, Georgia,
described as follows: Beginning at latitude
31°55’30", longitude 80°24'00"; thence 90° true to
longitude 80°16’00”; thence southwesterly to
latitude 31°10'00", longitude 80°43'00"; thence 270°
to longitude 80°51'00""; and then northeasterly to the
point of beginning.

(2) For bombardment aircraft. An area approxi-
mately 70 miles off shore between Savannah Beach
and Brunswick, Georgia, described as follows:
Beginning at latitude 32°00'00", longitude
79°43'00”; thence 90° true to longitude 79°07'00";
thence southwesterly to latitude 31°10°00”, lon-

gitude 79°24'00"; thence 270° true to longitude
80°00'00"; and thence northeasterly to the point of
beginning.

(b) The regulations. (1) The danger zones shall be
open to navigation except when aerial gunnery or
bombing practice is being conducted.

(2) Prior to conducting each practice the entire
area will be patrolled by aircraft to warn any water-
craft found in the vicinity that such practice is
about to take place. The warnings will be by
“buzzing”’, i.e., by flying low over thewatercraft.
Any watercraft shall, upon being so warned, im-
mediately leave the area designated and shall
remain outside the area until practice has ceased.

(3) The regulations in this section shall be en-
forced by the Commanding Officer, 2d Bombard-
ment Wing, Hunter Air Force Base, Savannah,
Georgia, and such agencies as he may designate.

§204.82 Lake George, Fla.; naval bombing area.
(a) The danger zone. An area in the eastern part of
Lake George described as follows: Beginning at
latitude 29°13°16", longitude 81°34'28"; thence
along a line parallel to the navigation channel to
latitude 29°20'05"”, longitude 81°36’15"; thence
along a line about three-fifths mile southerly from
the Putnam-Volusia County line to latitude
20°2019"”, longitude 81°35'12"; thence to latitude
29°18'36", longitude 81°33'53"; thence to latitude
29°13'22", longitude 81°32'38"; and thence to the
point of beginning. The area will be marked by ap-
propriate warnings signs at the five corners and at
the midpoint of the longer side.

(b) The regulations. (1) Bombing operations will
be confined, as nearly as practicable, to the north-
south center line of the danger zone, keeping well
clear of the navigation channel.

(2) Prior to each bombing operation the danger
zone will be patrolled by naval aircraft which will
warn vessels to leave the area by “‘zooming’’ a safe
distance to the side and at least 500 feet above the
surface. Upon being so warned such vessels shall
leave the danger zone immediately, and no vessel
shall enter the danger zone until bombing opera-
tions have ceased.

(3) At intervals of not more than three months,
public notices will be issued that bombing opera-
tions are continuing. Such notices will appear in the
local newspaper and in ‘‘Notice to Mariners”’.

(4) The regulations in this section shall not deny
passage through Lake George by regular cargo-car-
rying vessels proceeding along established lanes for
such vessels. When any such vessel is within the
danger zone the officer in charge of the bombing
operations will cause the cessation or postpone-
ment of such operations until the vessel has cleared
the area. The vessel shall proceed on its normal
course and shall not delay its progress.

(5) The regulations in this section shall be en-
forced by the Commander, Naval Air Bases, Sixth
Naval District, Naval Air Station, Jacksonville,
Florida, and such agencies as he may designate.
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~ §204.85 Atlantic Ocean off Cape Canaveral, Fla.;
Air Force Missle Testing Area, Patrick Air Force
Base, Fla. (a) The danger zone. An area in the Atlan-
tic Ocean immediately offshore from Cape
Canaveral defined by a line 3 nautical miles from
shore, said area terminating in the north at a line on
a bearing of 70° from a point on shore at approxi-
mate latitude 28°35' north and in the south at a line
on a bearing of 115° from a point on the shore at ap-
proximate latitude 28°25' north.

(b) The regulations. (1) All unauthorized vessels
are prohibited from operating within the danger
zone during firing periods to be specified by the
Commander, Air Force Missile Test Center, Patrick
Air Force Base.

(2) Warning signals will be used to warn vessels
that the danger zone is active. These signals will be
in the form of a large red ball and a red flashing high
intensity beacon. One signal will be located on a 90-
foot pole near the shoreline at the north end of the
danger zone, and one signal will be located on a 90-
foot pole near the shoreline about one-half mile
north of the south limit of the danger zone. An
amber rotating beacon and warning sign will be
erected on the north side of the Port Canaveral ship
channel to indicate to vessels about to leave the har-
bor that the danger zone is in use.

(3) When the signals in subparagraph (2) of this
paragraph are displayed, all wvessels, except
authorized patrol vessels, will immediately leave
the danger zone by the most direct route and stay
out until the signals are discontinued.

(4) The regulations in this paragraph shall be en-
forced by the Commander, Air Force Missile Test
Centey, Patrick Air Force Base, Fla., and such
agencies as he may designate.

§204.86 Florida Bay northeast of Pine Islands,
Fla., live firing area for strafing. (a) The danger
zone. (1) Bounded on the north by latitude
24°51'08” ; on the east by longitude 81°13'52"; on the
south by latitude 24°48'52"; and on the west by lon-
gitude 81°16'21".

(2) The hull of an ex-naval vessel (PE-19) is
locgted in the center of the area and is used by
United States Fleet Aircraft for live strafing.

(b) The regulations. (1) The area is closed to all
vessels at all times.

(2) This section shall be enforced by the Captain
of the Port, Key West, Florida.

8204.95 Straits of Florida and Florida Bay in
Vicinity of Key West, Fla.; operational training area,
aerial gunnery range, and bombing and strafing tar-
get areas, Naval Air Station, Key West, Fla. (a) The
danger Zones—(1) Operational training area. Waters
of the Straits of Florida and Gulf of Mexico
southwest, west and northwest of Key West
goounc}ed as follows: Beginning at latitude
15 45'00", longitude 82°07'00"; thence southeast to
autude 24°49°00", longitude 81°55'00”; thence
gg}}‘h}"e,st to latitude 24°37'30", longitude

0030"; thence westerly to latitude 24°37'30",

longitude 82°06'00"; thence southerly to latitude
24°28'30", longitude 82°06'00"”; thence southerly to
latitude 24°25'00", longitude 82°06'30"; thence east-
erly to latitude 24°25'00”, longitude 81°57'00";
thence southwesterly to latitude 23°30°00", lon-
gitude 82°19'00”; thence westerly to latitude
23°30'00", longitude 82°46'00"; thence
northwesterly to latitude 23°52'30", longitude
83°11'00"; thence northerly to latitude 24°25'00",
longitude 83°11'00”; thence easterly to latitude
24°25'00", longitude 83°08'00”; thence clockwise
along the arc of a circle with a radius of 92 miles
centered at latitude 24°35'00", longitude 81°41'15"
to latitude 25°45'05"”, longitude 82°23'30"; thence
east to point of beginning.

(2) Bombing and strafing target areas.

(i) A circular area immediately west of Marquesas
Keys with a radius of two nautical miles having its
center at latitude 24°33.4' and longitude 82°10.9',
not to include land area and area within Marquesas
Keys. The target located within this area, a
grounded LSIL will be used for bombing and air-
craft rocket exercises.

(i) A circular area located directly west of
Marquesas Keys with a radius of three statute miles
having its center at latitude 24°35.6' and longitude
82°11.6', not to include land area within Marquesas
Keys. The targets located within this area, pile-
mounted platforms, will be used as high altitude
horizontal bombing range utilizing live ordnance up
to and including 1,800 pounds of high explosives. In
general, these explosives will be of an air-burst
type, above 1,500 feet.

(iii) A circular area located west of Marquesas
Keys with a radius of two nautical miles having its
center at latitude 24°34'30" and longitude 82°14'00".

(b) The regulations. (1) In advance of scheduled
air or surface operations which, in the opinion of
the enforcing agency, may be dangerous to water-
craft, appropriate warnings will be issued to naviga-
tion interests through official government and
civilian channels or in such other manner as the Dis-
trict Engineer, Corps of Engineers, Jacksonville,
Florida, may direct. Such warnings will specify the
location, type, time, and duration of operations,
and give such other pertinent information as may be
required in the interests of safety.

(2) Watercraft shall not be prohibited from
passing through the operational training area except
when the operations being conducted are of such
nature that the exclusion of watercraft is required in
the interest of safety or for accomplishment of the
mission, or is considered important to the national
security.

(3) When the warning to navigation interests
states that bombing and strafing operations will
take place over the designated target areas or that
other operations hazardous to watercraft are
proposed to be conducted in a specifically
described portion of the overall area, all watercraft
will be excluded from the target area or otherwise
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described zone of operations and no vessel shall
enter or remain therein during the period operations
are in progress.

(4) Aircraft and naval vessels conducting opera-
tions in any part of the operational training area will
exercise caution in order not to endanger water-
craft. Operations which may be dangerous to water-
craft will not be conducted without first ascertain-
ing that the zone of operations is clear. Any vessel
in the zone of operations will be warned to leave
and upon being so warned the vessel shall leave im-
mediately.

(5) The regulations in this section shall be en-
forced by the Commandant, Sixth Naval District,
Charleston, S.C., and such agencies as he may
designate.

PART 205—DUMPING GROUNDS
REGULATIONS:

§205.30 Ashley River and Charleston Harbor,
S.C. (a) The dumping grounds. (1) Along the east
shore of Cooper River opposite Charleston, not
more than one-fourth mile from the shore line at
low water, north of an east and west line through a
point 200 feet south of the southerly end of Hog
Island, and south of a line paraliel to and 500 feet
south of the John P. Grace Memorial Bridge.

(2) Along the east shore of Cooper River, in water
not over 20 feet deep at mean low water, between
an east and west line through the stack at the port
terminal, and-another east and west line through the
mouth of Filbin Creek.

(3) Along the James Island shore of the Ashley
River in water not more than 12 feet deep at the
time of dumping, to the southeast of a line through
the most southerly point of the battery and the rear
south channel range light.

(b) The regulations. (1) The areas described in
paragraph (a) of this section may be used only for
dumping of suitable nonfloatable materials, not
easily transported by the currents, from dredging
and other operations in Charleston Harbor and
vicinity, such as submarine excavations, ballast and
other suitable materials from vessels, and waste
materials of suitable character from neighboring
land excavations.

(2) All dumping shall be done during the daytime,
unless otherwise specially permitted by the district
engineer, and such dumping shall be subject to su-
pervision by said district engineer, or his represen-
tatives, who may suspend the privilege at any time
if, in his opinion, the interests of navigation so
require.

(3) No dumping shall be commenced without at
least 24 hours prior notice thereof to the District
Engineer.

(4) Dumping of other than dredged material shall
be done only under the supervision of said district
engineer or his representatives, and the cost of in-

spection shall be borne by the party respon31ble for
the dumping. :

(5) Inspectors and others while engaged in this
service will be afforded satisfactory transportation
to and from the dumping grounds, and will be pro-
vided protection from the weather and, if necessa-
ry, with satisfactory board and sleeping accom-
modations by the responsible party.

(6) In all the above cases when, in the judgment of
the district engineer, it becomes necessary, he shall
provide buoys or other suitable markers showing
the limits of these dumping grounds, and the ex-
pense of providing these shall be borne by the
responsible parties.

(7) This section shall not be construed as authoriz-
ing, without the usual Department of the Army
written permit, any dredging in or connecting with
the navigable waters.

(8) Dredged material from a single job, in excess
of 10,000 cubic yards, shall not be dumped in said
areas without the usual Department of the Army
written permit.

(9) Dumping of waste materials from neighboring
lands areas will be limited to restricted quantities.
Such dumping will be done only under the usual De-
partment of the Army written permit.

(10) In case any deposits are left unnecessarily
high, or when in the opinion of the district engineer
such action is required in the interests of naviga-
tion, the responsible party shall, upon 10 days
notice by the district engineer, lower and level at his
own expense such deposits to the depth required
and within the time specified by said district en-
gineer and failure to do so shall be considered a
violation of these regulations and of section 4 of the
act of March 3, 1905 (33 Stat. 1147; 33 U.S.C. 419).

(11) The discharge into the Ashley River of
phosphate washings is prohibited, and the washing
water must be allowed to flow back to the river only
after the contained sediment has had time to
become reasonably well deposited.

(12) Map of the dumping grounds may be seen at
Lhe office of the district engineer, or obtained from

im.

(13) No dumping shall be done in Charleston Har-
bor or adjacent waters, outside the dumping
grounds prescribed in this section, unless specifi-
cally authorized by a Department of the Army per-
mit.

§205.80 Entrance to seaports. (a) The regula
tions. (1) The areas prescribed in _paragraph (b) of
this section, except as provided in subparagraphs
9, (10), and (12), may be used only for the dump-
ing of suitable nonfloatable matenals, not easily
transported by the currents. Dumping of objects
and materials of any type or class within the areas
described in paragraph (c) of this section is strictly
prohibited.

(2) No dumping shall be done in areas established
for this purpose until prior permission therefor has
been obtained from the District Engineer, in charge
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of the locality. The district engineer may suspend
the work or revoke the permission at any time. If in-
spections or any other operations by the United
States are necessary in the interests of navigation,
all expenses connected therewith shall be borne by
the party responsible for the dumping.

(3) Maps showing the location of the dumping
grounds may be seen at the office of the district en-
gineer, in charge of the locality, or upon request, he
will furnish a written description of the location of
the grounds.

(4) The regulations in this section shall be en-
forced by the Commanders, Eastern Sea Frontier,
Caribbean Sea Frontier and Western Sea Frontier,
and such agencies as they may designate.

(b) Dumping grounds.

(1) to (4) do not include areas covered by this
Coast Pilot.

(5) The waters of the Atlantic Ocean south of
Charleston Harbor, South Carolina, within a circle
having a radius of five miles with its center at
latitude 32°20'00", longitude 79°55'00".

(6) The waters of the Straits of Florida south of

Key West Harbor, Florida, within a circle having a -

radius of five miles with its center at latitude
23°54'00", longitude 81°37'00".

(7) to (13) do not include areas covered by this
Coast Pilot.

(¢) Prohibited dumping grounds. (1) The waters of
the Atlantic Ocean off Charleston Harbor, South
Carolina, within an area prescribed by a line bearing
159° true from latitude 32°41'42", longitude
79°53'00" (Charleston Light), and a line bearing 90°
true from latitude 32°45'54”, longitude 79°49'54"
(Coast Guard Station), and extending seaward to
the 40-fathom curve.

(2) The waters of the Straits of Florida south of
Key West Harbor, Florida, within the 30-foot main
ship channel and a triangular area including the ap-
proaches and entrance to the channel bounded as
follows: Beginning at latitude 24°28'10.2", longitude
81°48'06", thence to latitude 24°26'00”, longitude
81°46'00", thence to latitude 24°26'00”, longitude
81°50'00", thence to the point of beginning.

PART 207—NAVIGATION REGULATIONS:

§207.153 Elizabeth River, Southern Branch, Va.,
naval restricted areas. (a) The areas—(1) St. Helena
Annex Area. Beginning at a point at St. Helena
Annex of the Norfolk Naval Shipyard, on the east-
f"} shore of Southern Branch of Elizabeth River, at
alitude 36°49'43", longitude 76°17'26.5"; thence in
g Southwesterly direction to a point on the eastern
51°P“d3W of Norfolk Harbor 40-foot channel at
-alitude 36°49'42", longitude 76°17'33"; thence in a
Southerly direction along the eastern boundary of
3 62;fqlk _ Harbor 40-foot channel to latitude
h 9'28", longitude 76°17'27"; thence easterly to
: ¢ shore at latitude 36°49'28", longitude 76°17'22";

and thence, northerly along the shore to the point of
beginning.

(2) Norfolk Naval Shipyard Area. Beginning at a
point on the shore at the northeast corner of the
Norfolk Naval Shipyard, at latitude 36°49'43.5",
longitude 76°17'41.5"; thence due east approximate-
ly 100 feet to the western boundary of Elizabeth
River channel; thence in a southerly direction along
the western boundary of the channel to the point
where it passes through the draw of the Norfolk and
Portsmouth Belt Line Railroad bridge, thence in a
southwesterly direction along the northerly side of
the bridge to the western shore of Southern Branch
of Elizabeth River; and thence along the shore in a
northerly direction to the point of beginning.

(3) Southgate Terminal Area. Beginning at a point
at the northeast corner of Southgate Terminal
Annex of Norfolk Naval Shipyard, at latitude
36°48'23"”, longitude 76°17'39"; thence east to
latitude 36°48'23”, longitude 76°17'29"; thence
southerly along the western boundary of Norfolk
Harbor 35-foot channel to latitude 36°48'04", lon-
gitude 76°17'33"; thence west to latitude 36°48'04",
longitude 76°17'41"; and thence along the shore in a
northerly direction to the point of beginning.

(b) The regulations. (1) No vessels other than
Naval vessels and other vessels authorized to move
to and from piers at the Norfolk Naval Shipyard
and its two annexes described in paragraph (a) (1)
and (3) of this section, and no person other than
persons embarked in such vessels, shall enter the
restricted areas.

(2) This section shall be enforced by the Com-
mander, Norfolk Naval Shipyard, Portsmouth, Va.
and such agencies as he may designate.

§207.154 Southern Branch of Elizabeth River;
speed. In that part of the Southern Branch of
Elizabeth River between the junction of the
Southern and Eastern Branches of the Elizabeth
River and the Norfolk and Portsmouth Belt Line
Railroad Bridge, no vessel shall move at a speed ex-
ceeding six knots.

§207.158 Chesapeake Bay entrance; naval
restricted area. (a) The area. Beginning at a point on
the south shore of Chesapeake Bay at longitude
76°03'06"; thence to latitude 37°01'18", longitude
76°02'06"; thence to latitude 37°00'18", longitude
75°55'54"; thence to latitude 36°58'00”, longitude
75°48'24"; thence to latitude 36°51'48", longitude
75°51'00"; thence to the shore at longitude
75°58'48"”, and thence northwesterly and
southwesterly along the shore at Cape Henry to the
point of beginning.

(b) The regulations. (1) Anchoring, trawling,
crabbing, fishing, and dragging in the area are
prohibited, and no object attached to a vessel or
otherwise shall be placed on or near the bottom.

(2) This section shall be enforced by the Comman-
dant, Fifth Naval District, Norfolk, Va.

§207.160 All waterways tributary to the Atlantic
Ocean south of Chesapeake Bay and all waterways
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tributary to the Gulf of Mexico east and south of St.
Marks, Fla.; use, administration, and navigation. (a)
Description. This section applies to the following:

(1) Waterways. All navigable waters of the United
States, natural or artificial, including bays, lakes,
sounds, rivers, creeks, intracoastal waterways, as
well as canals and channels of all types, which are
tributary to or connected by other waterways with
the Atlantic Ocean south of Chesapeake Bay or
with the Gulf of Mexico east and south of St.
Marks, Florida.

(2) Locks. All Government owned or operated
locks and hurricane gate chambers and appurtenant
structures in any of the waterways described in sub-
paragraph (1) of this paragraph.

(3) United States property. All river and harbor
lands owned by the United States in or along the
waterways described in subparagraph (1) of this
paragaph, including lock sites and all structures
thereon, other sites for Government structures and
for the accommodation and use of employees of the
United States, and rights of way and spoil disposal
areas to the extent of Federal interest therein.

(4) Vessels and rafts. The term ‘‘vessels™ as used
in this section includes all floating things moved
over these waterways other than rafts.

(b) Authority of District Engineers. The use, ad-
ministration, and navigation of these waterways,
Federal locks and hurricane gate chambers shall be
under the direction of the officers of the Corps of
Engineers, United States Army, detailed in charge
of the respective sections, and their authorized
assistants. The cities in which the U.S. District En-
gineers are located are as follows:

U.S. District Engineer, Norfolk, Virginia.

U.S. District Engineer, Wilmington, North
Carolina.
U.S. District Engineer, Charleston, South
Carolina.

U.S. District Engineer, Savannah, Georgia.

U.S. District Engineer, Jacksonville, Florida.

(c) Commercial Statistics. (1) As required by sec-
tion 11 of the River and Harbor Act of September
22, 1922 (42 Stat. 1043; 33 U.S.C. 555), owners,
agents, masters and clerks of vessels plying upon
the waterways described in paragraph (2) (1) of this
section shall submit a report on such activities for
statistical purposes which most contain the follow-
ing information:

(1) Name of Vessel.

(ii) Name and address of owner or operator.

(iii) Type of vessel—steam, motor, sail, barge, or
other type.

(iv) Net registered tonnage—if not registered, ap-
proximate net tonnage.

(v) Maximum draft at time of passage.

(vi) Number of passengers.

(vii) Cargo—by commodities, expressed in short
tons, or other units by which such commodities are
customarily measured, giving origin and destina-
tion.

(2) All persons rafting and towing logs shall sub-
mit a report of their activities containing'such infor-
mation as may be called for by the District Engineer
concerned.

(3) The report should be presented to the
lockmaster of the federally operated locks for each
trip made. Where no federally operated lock is
passed, they shall be mailed promptly to the District
Engineer. On written request, persons or corpora-
tions making frequent use of these waterways may
be granted permission to submit monthly state-
ments in lieu of reports by trips. Reports may be
submitted on forms furnished free of charge by the
District Engineer.

(d) Bridges. (For regulations governing the opera-
tion of bridges, see §§117.1, 117.240 and 117.245 of
this title).

(e) Locks—(1) Authority of lockmasters. The
lockmaster shall be charged with the immediate
control and management of the lock, and of the area
set aside as the lock area, including the lock ap-
proach channels. He shall see that all laws, rules
and regulations for the use of the lock and lock area
are duly complied with, to which end he is
authorized to give all necessary orders and
directions in accordance therewith, both to em-
ployees of the Government and to any and every
person within the limits of the lock and lock area,
whether navigating the lock or not. No one shall
cause any movement of any vessel, boat, or other
floating thing in the lock or approaches except by or
under the direction of the lockmaster or his
assistants.

(2) Signals. Vessels desiring lockage in either
direction shall give notice to the lockmaster at not
more than three-quarters of a mile nor less than
one-quarter of a mile from the lock, by two long and
two short blasts of a whistle. When the lock is
available, a green light, semaphore or flag will be
displayed; when not available, a red light,
semaphore or flag will be displayed. No vessels or
rafts shall approach within 300 feet of any lock en-
trance unless signalled to do so by the lockmaster.

(3) Precedence at locks. (i) The vessel arriving
first at a lock shall be first to lock through; but
precedence shall be given to vessels belonging to
the United States and to commercial vessels in the
order named. Arrival posts or markers may be
established ashore above or below the locks. Ves-
sels arriving at or opposite such posts or markers
will be considered as having arrived at the locks
within the meaning of this subparagraph.

(ii) The lockage of pleasure boats, house boats of
like craft shall be expedited by locking them
through with commercial craft (other than barges
carrying petroleum products or highly hazardous
materials) in order to utilize the capacity of the lock
to its maximum. If, after the arrival of such craft,
no separate or combined lockage can be accom-
plished within a reasonable time not to exceed the
time re(}uired for three other lockages, then
separate lockage shall be made.
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-(4) Entrance to and exit from locks. No vessel or
raft shall enter or leave the locks before being
signalled to do so. While waiting their turns, vessels
or rafts must not obstruct traffic and must remain at
a safe distance from the lock. They shall take posi-
tion in rear of any vessels or rafts that may precede
them, and there arrange the tow for locking in sec-
tions if necessary. Masters and pilots of vessels or
in charge of rafts shall cause no undue delay in en-
tering or leaving the lock, and will be held to a strict
accountability that the approaches are not at any
time unnecessarily obstructed by parts of a tow
awaiting lockage or already passed through. They
shall provide sufficient men to move through the
lock promptly without damage to the structures.
Vessels or tows that fail to enter the locks with
reasonable promptness after being signalled to do
so will lose their turn.

(5) Lockage of vessels. (1) Vessels must enter and
leave the locks carefully at slow speed, must be
provided with suitable lines and fenders, must al-
ways use fenders to protect the walls and gates, and
when locking at night must be provided with suita-
ble lights and use them as directed.

(i1) Vessels which do not draw at least six inches

les§ than the depth on miter sills or breast walls, or
which have projections or sharp corners liable to
damage gates or walls, shall not enter a lock or ap-
proaches.
_ (i) No vessel having chains or lines either hang-
Ing over the sides or ends, or dragging on the bot-
tom, for steering or other purposes, will be per-
mitted to pass a lock or dam.

(iv) Power vessels must accompany tows through
the locks when so directed by the lockmaster.

(v) No vessel whose cargo projects beyond its
sides will be admitted to lockage.

(vi) Vessels in a sinking condition shall not enter a
loclg or approaches.

(vi)) The passing of coal from flats or barges to
Steamers while in locks is prohibited.

(vili) Where special regulations for safeguarding
h}lmap life and property are desirable for special
Situations, the same may be indicated by printed
Signs, and in such cases such signs will have the
same force as other regulations in this section.

(ix) The lockmaster may refuse to lock vessels
Which, in his judgment, fail to comply with this
paragraph.

. (6) Lockage of rafts. Rafts shall be locked through
In sections as directed by the lockmaster. No raft
Wwill be locked that is not constructed in accordance
With the requirements stated in paragraph (g) of this
lSectlon. The party in charge of a raft desiring

Ockage shall register with the lockmaster im-
Mediately upon artiving at the lock and receive in-
Structions for locking.
sem' Nllmb_er of lockages. Tows or rafts locking in
SCCUQRS will generally be allowed only two con-
wc,“,UVe lockages if one or more single vessels are
’ aiting for lockage, but may be allowed more in

pecial cases. If tows or rafts are waiting above and

below a lock for lockage, sections will be locked
both ways alternately whenever practicable. When
there are two or rore tows or rafts awaiting lockage
in the same direction, no part of one shall pass the
lock until the whole of the one preceding it shall
have passed.

(8) Mooring. (i) Vessels and rafts when in the lock
shall be moored where directed by the lockmaster
by bow, stern and spring lines to the snubbing posts
or hooks provided for that purpose, and lines shall
not be let go until signal is given for vessel or raft to
leave. Tying boats to the lock ladders is prohibited.

(i) The mooring of vessels or rafts near the ap-
proaches to locks except while waiting for lockage,
or at other places in the pools where such mooring
interferes with general navigation of the waterway
is prohibited.

(9) Maneuvering locks. The lock gates, valves,
and accessories will be moved only under the
direction of the lockmaster; but if required, all ves-
sels and rafts using the locks must furnish ample
help on the lock walls for handling lines and maneu-
vering the various parts of the lock under the
direction of the lockmaster.

(f) Waterways—(1) Fairway. A clear channel shall
at all times be left open to permit free and unob-
structed navigation by all types of vessels and rafts
that normally use the various waterways or sections
thereof. The District Engineer may specify the
width of the fairway required in the various water-
ways under his charge.

(2) Stoppage in waterway, anchorage or mooring.
(i) No vessels or rafts shall anchor or moor in any of
the land cuts or other narrow parts of the waterway,
except in case of an emergency. Whenever it
becomes necessary for a vessel or raft to stop in
any such portions of the waterway it shall be
securely fastened to one bank and as close to the
bank as possible. This shall be done only at such a
place and under such conditions as will not obstruct
or prevent the passage of other vessels or craft.
Stoppages shall be only for such periods as may be
necessary.

(ii) No vessel or raft will be allowed to use any
portion of the fairway as a mooring place except
temporarily as authorized above without the written
permission from the District Engineer.

(iii) When tied up, all vessels must be moored by
bow and stern lines. Rafts and tows shall be secured
at sufficiently close intervals to insure not being
drawn away from the bank by winds, currents or
the suction of passing vessels. Tow lines shall be
shortened so that the different parts of the tow shall
be as close together as possible. In narrow sections,
no vessel or raft shall be tied abreast of another.

(iv) Lights shall be displayed in accordance with
provisions of the Federal Pilot Rules.

(v) No vessel, even if fastened to the bank as
prescribed in subdivision (i) of this subparagraph,
shall be left without a sufficient crew to care for it
properly.
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(vi) Vessels will not be permitted to load or unload
in any of the land cuts except at a regular
established landing or wharf without written per-
mission secured in advance from the District En-
gineer.

(vii) No vessel, regardless of size, shall anchor in
a dredged channel or narrow portion of a waterway
for the purpose of fishing, if navigation is ob-
structed thereby.

(viii) Except in cases of emergency the dropping
of anchors, weights, or other ground tackle, within
areas occupied by submarine cable or pipe
crossings, is prohibited. Such crossings will or-
dinarily be marked by signboards on each bank of
the shore or indicated on coast charts.

(3) Speed. (i) Vessels shall proceed at a speed
which will not endanger other vessels or structures
and will not interfere with any work in progress in-
cident to maintaining, improving, surveying or
marking the channel.

(i) Official signs indicating limiting speeds
through critical portions of the waterways shall be
strictly obeyed.

(iii) Vessels approaching and passing through a
bridge shall so govern their speed as to insure
ga_ssage through the bridge without damage to the

ridge or its fenders.

(iv) A vessel being overtaken by another shall
slacken speed sufficiently to permit the passage to
be effected with safety to both vessels.

(4) Assembly and handling of tows.

(1) All vessels drawing tows not equipped with
rudders shall use two tow lines or a bridle and shor-
ten them to the greatest possible extent so as to
have full control at all times. The various parts of a
tow shall be securely assembled with the individual
units connected by lines as short as practicable. If
necessary, as in the case of lengthy or cumbersome
tows or tows in restricted channels, the District En-
gineer may require that tows be broken up and may
require the installation of a rudder, drag or other ap-
proved steering device on the tow in order to avoid
obstructing navigation or damaging the property of
others, including aids to navigation maintained by
the United States or under its authorization, by col-
lision or otherwise.

(ii) No tow shall be drawn by a vessel that has in-
sufficient power or crew to permit ready maneu-
verability and safe handling.

(iii) Tows desiring to pass a bridge shall approach
the opening along the axis of the channel so as to
pass through without danger of striking the bridge
or its fenders. No vessel or tow shall navigate
through a drawbridge until the movable span is fully
opened.

(iv) In the event that it is evident to the master of a
towing vessel that a tow cannot be safely handled
through a bridge, it will be brought to anchor and
the towed vessels will be taken through the bridge
in small units, or singly if necessary, or the tow will
wait until navigation conditions have improved to

such an extent that the tow can pass through the
bridge without damage. |

(5) Projections from vessels, No vessel carrying a
deck load which overhangs or projects over the side
of said vessel, or whose rigging projects over the
side of the vessel so as to endanger passing vessels,
wharves or other property, will enter or pass
through any of the narrow parts of the waterway.

(6) Meeting and passing. Vessels, on meeting or
overtaking, shall give the proper signals and pass in
accordance with Federal Pilot Rules. Rafts shall
give to vessels the side demanded by proper signal.
All vessels approaching dredges, or other plant en-
gaged on improvements to a waterway, shall give
the signal for passing and slow down sufficiently to
stop if so ordered or if no answering signal is
received. On receiving the answering signal, they
shall then proceed to pass at a speed sufficiently
slow to insure safe navigation.

(g) Rafts, logging. (1) Rafts will be permitted to
navigate a waterway only if properly and securely
assembled. The passage of ‘‘bag” or ‘‘sack’’ rafts,
‘‘dog”’ rafts, or of loose logs over any portion of a
waterway, is prohibited. Each section of a raft will
be secured within itself in such a manner as to
prevent the sinking of any log, and so fastened or
tied with chains or wire rope that it cannot be
separated or bag out so as to materially change its
shape. All dogs, chains and other means used in as-
sembling rafts shall be in good condition and of
ample size and strength to accomplish their pur-
poses.

(2) No section of a raft will be permitted to be
towed over any portion of a waterway unless the
logs float sufficiently high in the water to make it
evident that the section will not sink en route.

(3) Frequent inspections will be made by the per-
son in charge of each raft to insure that all
fastenings remain secure, and when any one is
found to have loosened, it shall be repaired at once.
Should any log or section be lost from a raft, the
fact must be promptly reported to the District En-
gineer, giving as definitely as possible the exact
point at which the loss occurred. In all cases the
owner of the lost log or section will take steps im-
mediately to remove the same from the waterway.

(4) The length and width of rafts shall not exceed
such maximum dimensions as may be prescribed by
the District Engineer.

(5) All rafts shall carry sufficient men to enable
them to be managed properly, and to keep them
from being an obstruction to other craft using the
waterway. To permit safe passage in a narrow chan-
nel rafts will, if necessary, stop and tie up alongside
the bank. Care must be exercised both in towing
and mooring rafts to avoid the possibility of damage
to aids to navigation maintained by the United
States or under its authorization.

(6) When rafts are left for any reason with no on¢
in attendance, they must be securely tied at each
end and at as many intermediate points as may be
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necessary to keep the timbers from bagging into the
stream, and must be moored so as to conform to the
shape of the bank. Rafts moored to the bank shall
have lights at 500-foot intervals along their entire
length. Rafts must not be moored at prominent pro-
jections of the bank, or at critical sections.

(7) Logs may be stored in certain tributary
streams provided a clear channel at least one-half
the width of the channel be left clear for navigation
along the tributary. Such storage spaces must be
protected by booms and, if necessary to maintain
an open channel, piling should also be used.
Authority for placing these booms and piling must
be obtained by written permit from the District En-
gineer.

(8) The building, assembling, or breaking up of a
raft in a waterway will be permitted only upon spe-
cial authority obtained from the District Engineer,
and under such conditions as he may prescribe.

_(h) Dumping of refuse or oil in waterway, obstruc-
tions. Attention is invited to the provisions of sec-
tions 13 and 20 of the River and Harbor Act of
March 3, 1899 (30 Stat. 1152, 1154; 33 U.S.C. 407,
415), and of sections 2, 3, and 4 of the Oil Pollution
Act of June 7, 1924 (43 Stat. 604, 605; 33 U.S.C. 432-
434), which prohibit the depositing of any refuse
matter in these waterways or along their banks
whege liable to be washed into the waters; authorize
the immediate removal or destruction of any sun-
ken vessel, craft, raft, or other similar obstruction,
which stops or endangers navigation; and prohibit
the discharge of oil from vessels into the coastal
navigable waters of the United States.

(1) Damage. Masters and owners of vessels using
the waterways are responsible for any damage
caused by their operations to canal revetments,
lock piers and walls, bridges, hurricane gate cham-
bers, spillways, or approaches thereto, or other
Government ~structures, and for displacing or
damaging of buoys, stakes, spars, range lights or
other aids to navigation. Should any part of a revet-
ment, lock, bridge, hurricane gate chamber, spill-
way or approach thereto, be damaged, they shall re-
port the fact, and furnish a clear statement of how
the damage occurred, to the nearest Government
lopkmas(er or bridge tender, and by mail to the Dis-
trict Engineer, U.S. Engineer Office in local charge
of the waterway in which the damage occurred.
Should any aid to navigation be damaged, they shall
Teport that fact immediately to the Superintendent
of Lighthouses at Norfolk, Virginia, if north of
New River Inlet, North Carolina; to the Superinten-
dent of Lighthouses at Charleston, South Carolina,
if between New River Inlet, North Carolina, and St.
%pcne Inlet, Florida; to the Superintendent of
nglgthouses at Key West, Florida, if between St.

ucie Inlet and Suwanee River, Florida; and to the

Uperintendent of Lighthouses, New Orleans,

Ouisiana, if between Suwanee River and St.
arks, Florida.

(j) Trespass on property of the United States.
Trespass on waterway property or injury to the
banks, locks, bridges, piers, fences, trees, houses,
shops or any other property of the United States
pertaining to the waterway, is strictly prohibited.
No business, trading or landing of freight or
baggage will be allowed on or over Government
piers, bridges, or lock walls.

(k) Copies of regulations. Copies of the regula-
tions in this section will be furnished free of charge
upon application to the nearest District Engineer.

§207.162 Pasquotank River, N.C.; seaplane
restricted area. (a) The restricted area. That part of
the Pasquotank River bounded on the east by a line
from Pasquotank River Obstruction Light B (ap-
proximately latitude 36°16'18", longitude 76°07'16")
to Pasquotank River Light 5 (approximately
latitude 36°15'14.5", longitude 76°07'44.5"); on the
west by a line bearing due north from Pasquotank
River Light 7 (approximately latitude 36°17'19",
longitude 76°11'20.5"); and on the north and south
by the lines of seven-foot depth.

(b) The regulations. (1) Vessels without proper
lights shall not operate within the area.

(2) Vessels shall not anchor or moor within the
area.

(3) Fishing, oystering, clamming, crabbing, and
similar activities are prohibited within the area.

(4) All vessels traversing the area shall navigate as
near the northeast shore of the river as practicable,
and shall remain in the area a minimum length of
time.

(5) The regulations in this section shall be en-
forced by the Commanding Officer, Coast Guard
Air Station, Elizabeth City, North Carolina, and
such agencies as he may designate.

§207.164 Neuse River and tributaries at Marine
Corps Air Station, Cherry Point, N.C.; restricted
area. (a) The area. That portion of Neuse River
within 500 feet of the shore along the reservation of
the Marine Corps Air Station, Cherry Point, North
Carolina, extending from the mouth of Hancock
Creek to a point approximately 6,800 feet west of
the mouth of Slocum Creek, and all waters of Han-
cock and Slocum Creeks and their tributaries within
the boundaries of the reservation.

(b) The regulations. (1) Except in cases of extreme
emergency, all vessels other than those operated by
the United States Navy or Coast Guard are
prohibited from entering this area without prior per-
mission of the enforcing agency.

(2) The regulations in this section shall be en-
forced by the Commanding General, United States
Marine Corps Air Station, Cherry Point, North
Carolina, and such agencies as he may designate.

§207.164a Cape Fear River and tributaries at
Sunny Point Army Terminal, Brunswick County,
North Carolina; restricted area. (a) The area. That
portion of Cape Fear River due west of the main
ship channel extending from U.S. Coast Guard
buoy No. 31A at the north approach channel to
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Sunny Point Army Terminal to U.S. Coast Guard
buoy No. 23A at the south approach channel to
Sunny Point Army Terminal and all waters of its
tributaries therein.

(b) Except in cases of extreme emergency, ves-
sels of any size or rafts other than those authorized
by the Commander, Sunny Point Army Terminal,
are prohibited from entering this area without prior
permission of the enforcing agency.

(c) The regulations in this section shall be en-
forced by the Commander, Sunny Point Army Ter-
minal, Southport, North Carolina, and such agen-
cies as he may designate.

§207.164b Cooper River and tributaries at Char-
leston, S.C.; restricted areas. (a) The area. (1) That
portion of Cooper River beginning on the westerly
shore at latitude 32°49°50"”, longitude 79°56'10";
thence to latitude 32°49'54", longitude 79°55'55";
thence to latitude 32°50'32", longitude 79°55'55";
thence to latitude 32°51°01”, longitude 79°56'07";
thence to latitude 32°51'19”, longitude 79°57'05";
thence to latitude 32°51'33”, longitude 79°57'27";
thence to latitude 32°51'48.5", longitude
79°57'41.5"; thence to latitude 32°52'06", longitude
79°57'54"; thence to latitude 32°52'27", longitude
79°58'01"; thence to latitude 32°52'37", longitude
79°58'03"; and thence to the westerly shore at
latitude 32°52'37", longitude 79°58'06".

(2) The reach of Shipyard Creek upstream from a
line 300 feet from and parallel to the upstream limit
of the improved Federal turning basin.

(3) That portion of Cooper River extending from
the mouth of Goose Creek to Red Bank Landing, a
distance of approximately 4.8 miles, and the tributa-
ries to Cooper River within 1% mile radii of the am-
munition piers.

(b) The regulations. (1) Unauthorized vessels and
other watercraft shall not enter at any time the
restricted areas described in paragraph (a) (1) and
(2) of this section.

(2) Vessels other than those authorized by the
Commanding Officer, Naval Ammunition Depot,
entering the restricted area described in paragraph
(a) (3) of this section shall proceed at normal speed
and under no circumstances anchor, fish, or loiter
in any way until clear of the restricted area. The
area will be marked with suitable warning signs.

(3) The regulation in subparagraph (1) of this para-
graph shall be enforced by the Commanding Of-
ficer, Southeastern Division, Naval Facilities En-
gineering Command, U.S. Naval Base, Charleston,

.C., and such agencies as he may designate.

(4) The regulation in subparagraph (2) of this para-
graph shall be enforced by the Commanding Of-
ficer, Naval Ammunition Depot, Charleston, S.C,,
and such agencies as he may designate.

§207.165 St. Johns River Fla., Ribault Bay;
prohibited area. (a) The Area. All waters constitut-
ing the Turning Basin within the Naval Air Base
Reservation, Mayport, Florida, and enclosed by a
line bearing approximately 180° true from Ribault

Channel Light 4 to the shore at a pojnt connecting
with the Naval Base boundary line fence.

(b) The regulations. (1) All vessels and craft ex-
cept those operated by the United States Navy or
Coast Guard are prohibited from entering this area
except in cases of extreme emergency.

(2) This section shall be enforced by the Com-
mander, United States Naval Air Station, Jackson-
ville, Florida, and such agencies as he may
designate.

§207.167 Tolomato River (Intracoastal Water-
way), St. Augustine, Fla.; seaplane restricted and
operating area. (a) The area. (1) The waters of Tolo-
mato River extending from Beacon No. 45 to
?eacon No. 57 divided into three sea lanes as fol-
ows:

(i) Sea Lane No. 1 extends from Beacon No. 45 to
Beacon No. 48.

(ii) Sea Lane No. 2 extends from Beacon No. 48 to
Beacon No. 51.

(iii) Sea Lane No. 3 extends from Beacon No. 51
to a point abeam to the west of Beacon No 57.

(b) The regulations. (1} Watercraft may operate
normally within the area when it is not being used
by seaplanes.

(2) The area will not be used continuously but
only during daylight hours and at well separated in-
tervals. Navigation on the Intracoastal Waterway
may be delayed for periods not exceeding 20
minutes.

(3) The operating agency will send two patrol
boats to screen the applicable sea lane immediately
prior to takeoff or landing. Surface craft will be
alerted by a siren on the patrol boats followed by
verbal contact as required to insure safety of all
persons in the area. Seaplane operations will not be
conducted until the area is reported clear by the
patrol boats. One boat shall station itself im-
mediately north and one immediately south of the
applicable sea lane for the duration of each utiliza-
tion by seaplanes and shall not leave its station ex-
cept for emergency measures until the utilization by
seaplanes has been completed.

(4) Watercraft shall promptly clear the ap-
propriate sea lane when seaplanes are observed ap-
proaching the area or when requested to do so, and
shall remain clear of the sea lane while a seaplane 1s
operating therein, except that Coast Guard vessels
proceeding on a search and rescue mission will have
priority over seaplanes to proceed through the
restricted area.

§207.170 Federal Dam, Oklawaha River, Moss
Bluff, Fla.; pool level. (a) The level of the pool shall
normally be maintained at elevation 56.5 feet above
sea level: Provided, That the level of the pool may
be raised to not exceeding 58.5 feet above sea leve
at such times as may be authorized in writing by the
District Engineer, Jacksonville, Fla., and subject 10
such conditions as he may specify.

(b) When in the opinion of the District Engineer,
an emergency exists requiring the lowering of the
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pool level to an elevation less than 56.5 above sea
level either to safeguard the dikes or to increase the
discharge from Lake Griffin in times of high water,
the discharge past the dam shall be regulated in
such manner as he may direct until he shall declare
the emergency passed.

§207.170a Eugene J. Burrell Navigation Lock in
Haines Creek near Lisbon, Florida; use, administra-
tion and navigation, (a) The owner of or agency con-
trolling the lock shall not be required to operate the
navigation lock except from 7 a.m. to 12 noon, and
from 1 p.m. to 7 p.m., during the period of February
15 through October 15 each year; and from 8 a.m. to
12 noon, and from 1 p.m. to 6 p.m., during the
remaining months of each year. During the above
hours and periods the lock shall be opened upon de-
-mand for the passage of vessels.

(b) The owner of the lock shall place signs, of
such size and description as may be designated by
:the District Engineer, U.S. Army Engineer District,
Jacksonville, Florida, at each side of this lock in-
-dicating the nature of the regulations of this section.

§207.170b Apopka-Beauclair Navigation Lock in
- Apopka-Beauclair Canal in Lake County, Florida;
use, administration and navigation. (a) The owner of
‘or agency controlling the lock shall not be required
to operate the navigation lock except from 7:00 a.m.
10 12:00 noon, and from 1:00 p.m. to 7:00 p.m., dur-
‘Ing the period of February 15 through October 15
~each year; and from 8:00 a.m. to 12 noon, and from

1:00 p.m. to 6:00 p.m., during the remaining months
of each year. During the above hours and periods
the lock shall be opened upon demand for the
passage of vessels.

(b) The owner of the lock shall place signs, of
such size and descriptions as may be designated by
the District Engineer, U.S. Army Engineer District,
Jacksonville, Florida, at each side of this lock in-
dicating the nature of the regulations.

§207.170c Kissimmee River, navigation locks
between Lake Tohopekaliga and Lake Okeechobee,
Fla.; use, administration and navigation. (a) The
owner of or agency controlling the locks shall be
Tequired to open the navigation locks upon demand

or pasgmge of vessels during the following hours
and periods:

Locks S-61, S-65, and S-65E

M‘{“f‘ay through Allyear................ 7:00 a.m. to
Friday, 6:00 p.m.
Saturday and Mar. | through 5:30a.m. to
Sunday. Oct. 31. 7:30 p.m.
Do.............. Nov. 1 through 5:30 a.m. to
Feb. 28. 6:30 p.m.
Se Lock S-65A

ven days u Allyear........o....... 8:00 a.m. to
week. 5:00 p.m.

Mond Locks S-65B, $-65C, and $-65D
F"fl"y through Allyear................ 8:00 a.m. to
Samﬂdfny. 5:00 p.m.
urd“y and Mar. 1 through 5:30a.m.t0
nday, Oct. 31. 7:30 p.m.
............... Nov. | through 5:30 a.m. 1o
Feb. 28. 6:30 p.m.

(b) The owner of or agency controlling the locks
shall place signs, of such size and description as
may be designated by the District Engineer, U.S.
Army Engineer District, Jacksonville, Flonda, at
each side of the locks indicating the nature of the
regulations of this section.

§207.171 Canaveral Harbor adjacent to the Navy
pier at Port Canaveral, Fla.; restricted area. (a) The
area. The waters of Canaveral Harbor within a line
circumscribing the water approaches to the Navy
pier along the northeasterly edge of the Canaveral
Harbor turning basin at a distance of 200 feet from
all portions of the pier including the dolphins 200
feet off the northwest end and 75 feet off the
southeast end of the pier.

(b) The regulations. (1) All unauthorized vessels
and personnel are prohibited from the area during
specified periods.

(2) The area will be closed when a red ball is
shown by day or red flashing lights are displayed by
night from the southwest side of the Port Canaveral
water tower. The red lights will be shielded to
seaward.

(3) Lighted signs indicating the restricted area will
be placed on the pier and adjacent thereto.

(4) The regulations in this section shall be en-
forced by the Commanding Officer, U.S. Naval
Ordnance Test Unit, AFMTC, Patrick Air Force
Base, Florida.

§207.171a Banana River at Cape Canaveral Mis-
sile Test Annex, Fla.; prohibited area. (a) The area.
The waters within a semicircle with a radius of
10,000 feet centered on the easterly shore of
Banana River at Cape Canaveral at latitude
28°27'23", longitude 80°35'48".

(b) The regulations. (1) All unauthorized craft
shall stay clear of the area at all times.

(2) The regulations in this section shall be en-
forced by the Commander, Air Force Missile Test
Center, Patrick Air Force Base, Florida, and such
agencies as he may designate.

§207.171b (Reserved)

§207.171c Banana River at Patrick Air Force
Base, Fla.; seaplane restricted area. (a) The area.
Beginning at a point approximately 4 miles south of
Casino at Cocoa Beach, Florida, latitude 28°15'38",
longitude 80°36'40”; thence northwesterly a
distance of 2,050 yards to a point latitude 28°16'12",
longitude 80°37’38"; thence northeasterly a distance
of 990 yards to a point latitude 28°16'41", longitude
80°37'33"; thence westerly a distance of 1,900 yards
to a point latitude 28°16'41”, longitude 80°38'38";
thence south a distance of 3,975 yards to a point
latitude 28°14'43", Jongitude 80°38'38"; thence east-
erly a distance of 1,450 yards to a point latitude
28°14'43", longitude 80°37'49”; thence northeast-
erly a distance of 2,400 yards to a point latitude
28°15'53", longitude 80°37'40"; thence southeast-
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erly a distance of 1,900 yards to a point latitude
28°15'21", longitude 80°36'49"”; thence northeast-
erly a distance of 600 yards along the westerly edge
of a prohibited area to the point of beginning.

(b) The regulations. (1) Watercraft may navigate,
anchor or moor within the operating area when area
is not in use by seaplanes.

(2) The area may be utilized by seaplanes at any
hour between 8:00 a.m. and 4:00 p.m. during Mon-
day through Friday. Training will be limited to two
hours during any one training period.

(3) The enforcing agency will send a patrol boat to
warn watercraft in or near the area if impending
operations. The patrol boat will utilize a power am-
plifier to orally request all watercraft to vacate the
area.

(4) Watercraft shall promptly clear the area when
seaplanes are observed approaching the area, or
when requested to do so, and shall remain clear of
the area while seaplanes are operating therein.

(5) The regulations shall be enforced by the Com-
mander, Air Force Missile Test Center, Patrick Air
Force Base, Florida, and such agencies as he may
designate.

§207.171d Banana River at Patrick Air Force
Base, Fla.; prohibited area. (a) The area. The water
area within a semicircle with a radius of 600 feet
having its center at latitude 28°14'14.1", longitude
80°36'54.7" near the casterly shore of Banana River.
The offshore boundary will be marked with ap-
propriate warning signs.

(b) The regulations. (1) All unauthorized water-
craft shall stay clear of the area at all times.

(2) The regulations in this section shall be en-
forced by the Commander, Air Force Missile Test
Center, Patrick Air Force Base, Florida, and such
agencies as he may designate.

§207.171¢ Banana River near Orsino, Fla.;
restricted area. (a) The area. That part of Banana
River N of the NASA Banana River Causeway near
Orsino and extending above the head of said river
to the N and westerly to Kennedy Parkway North.

(b) The regulations. (1) All unauthorized craft and
personnel shall stay clear of the area at all times.

(2) The regulations in this section shall be en-
forced by the Director, John F. Kennedy Space
Center, NASA, Cocoa Beach, Fla.

§207.171f Atlantic Ocean near Port Everglades,
Fla.; Naval restricted area. (a) The area. An area
bounded on the east by longitude 80°03'30", on the
south by latitude 26°03'00", on the west by the
beach south of Port Everglades Entrance Channel
and a line extended northeasterly on the alinement
of the beach to a point on the southerly limit of the
entrance channel, and on the north by the southerly
limit of said entrance channel and its easterly pro-
longation to longitude 80°03'30".

(b) The regulations. (1) Anchoring of ocean-going
vessels or any vessel with draft in excess of 12 feet
shall be prohibited in the area.

(2) The regulations of this section shall be en-
forced by the Officer-in-Charge, U.S. Naval
Ordance Laboratory Testing Facility, Ft. Lau-
derdale, Fla., and such agencies as he may
designate.

§207.172 Biscayne Bay, Fla.; Seaplane Operat-
ing Area, Coast Guard, Miami, Fla. (a) (Reserved)

(b) The seaplane operating area—(1) The area.
Beginning at Dinner Key Seaplane Channel Ap-
proach Light 2; thence 54° for approximately 9,900
feet to Biscayne Bay Range Three Front Light C;
thence 178° for approximately 4,350 feet to
Biscayne Bay Range Three Rear Light; thence 182°
for approximately 12,750 feet to Southwest Point
Daybeacon 26; thence 270° for approximately
13,500 feet to a position in Biscayne Bay at latitude
25°41'24", longitude 80°13'30"; thence 30° for ap-
proximately 9,900 feet to Dinner Key Channel
Light 1; and thence 21° for approximately 3,050 feet
to the point of beginning.

Note: All bearings are referred to true meridian.

(2) The regulations. (i) Watercraft may navigate,
anchor, or moor within the operating area. Fishing
will be permitted.

(ii) Watercraft utilizing the area during hours from
sunset to sunrise, or during periods of low visibility,
shall comply strictly with existing regulations of the
Rules of the Road applicable to Inland Waters and
Motorboat regulations pertaining to required
lighting while underway or at anchor.

(111) Watercraft within the operating area must
recognize the fact that the maneuverability of air-
craft on the surface is relatively limited as com-
pared to that of vessels or vehicles specifically
designed for surface operations. Therefore, it is es-
sential that occupants of all watercraft shall, when
in the seaplane operating area, exercise due
vigilance and be alert for the presence of aircraft
either taxiing on the surface, or approaching for
landings and takeoffs within the area.

(iv) Secaplane landings and takeoffs will be
covered by the presence of a station crash boat
whenever possible. Under unusual and infrequent
circumstances seaplanes may be limited to a par-
ticular heading or portion of the operating area, and
watercraft in that vicinity may be requested by the
crash boat to yield right-of-way to the aircraft for
the particular maneuver involved. Under such
unusual conditions watercraft shall comply with the
request made by the crash boat for the mutual
safety of boats and aircraft. )

(c) Notices. Notices covering the regulations 1n
this section will be posted at the nearby marina and
wharves and at boat basins in Miami and adjoining
towns. ]

(d) Enforcement. The regulations in this section
shall be enforced by the Commanding Officer, U.S.
Coast Guard Base, Miami Beach, Fla., and such
agencies as he may designate.

§207.173 Key West Harbor at U.S. Naval Base,
Key West, Fla.; dummy minefield and swimming an
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diving training area. (a) The area. An irregular area
south of Key West Island the coordinates of which
are as follows: A point on the shoreline of Key
West Island at latitude 24°32'44”, longitude
81°48'01"; latitude 24°32'02", longitude 81°47'43";
latitude 24°31'56”, longitude 81°47'58"; latitude
24°32'15", longitude 81°48'14"; a point on the
shoreline of Key West Island at latitude 24°32'42",
longitude 81°48’10"”. Within this area are five spheri-
cal yellow buoys 34 inches in diameter each with a
2-foot by 2-foot plywood square painted with day
glow and mounted on a 6-foot staff. Buoys num-
bered 1 through 4 are located on a bearing 164° T
from a point on the shoreline of Key West Island
due south of Key West Light at the following inter-
vals from shore respectively: 500 yards; 750 yards;
1,000 yards; and 1,500 yards. Buoy number 5 is
located 300 yards 245° T from buoy number 2. All
dummy mines are laid on the bottom.

(b) The regulations. (1) All craft shall reduce
speed and proceed with caution when underway in
this restricted area.

(2) All craft shall stay well clear of naval craft dis-
playing the Four flag (a red flag with a diagonal
white cross) and be particularly alert to observe and
obey signals from such craft.

(3) Laying lobster pots in this area is prohibited.

(4) The regulations in this section shall be en-
forced by the Commander, U.S. Naval Base, Key
West, Florida, and such agencies as he may
designate.

§207.173a Key West Harbor, at U.S. Naval Base,
Key West, Fla; naval restricted area. (a) The areas.
(1) All waters within 100 yards of the U.S. Naval
Station beginning at a point 100 yards due south of
the south end of Whitehead Street at latitude
24°32'42.3” N, longitude 81°47°51” W., and extend-
Ing westerly and northerly around the U.S. Naval
Slgtlon to latitude 24°33'33” N., longitude
81048’32.7" W.; and thence to the shore at latitude
24°33'32" N., longitude 81°48'29.5" W., the north
end of the U.S. Coast Guard Base.

(2) All watets within 100 yards of the U.S. Naval
Station Annex and the U.S. Naval Air Station
Annex beginning at the shore at latitude 24°33'47.6"
N, longitude 81°47'55.6” W.; thence westerly to

latitude 24°33'48” N., longitude 81°48'00.9" W.,;
thence southerly to latitude 24°33'45.8” N., lon-
gitude 81°48'01” W.; thence westerly to latitude
24°33'47" N., longitude 81°48'12" W.; thence
northerly to latitude 24°34'06.3” N., longitude
81°48'10” W.; and thence to latitude 24°33'57.6" N.,
longitude 81°47'20" W., 100 yards offshore of
beacon No. 18.

(3) All waters within 100 yards of Fleming Key
and within 100 yards of the fence across Fleming
Key Cove.

(b) The regulations. (1) Entering or crossing any
of the restricted areas described in paragraph (a) of
this section is prohibited except as follows: Private-
ly owned vessels properly registered and bearing
identification in accordance with Federal and/or
State laws and regulations, and at night showing
lights required by Federal laws and U.S. Coast
Guard regulations or, if no constant lights are
required, then a bright white light showing around
the horizon, may transit the following portion of the
restricted areas:

(i) The channel about 75 yards in width extending
from the northwest corner of the U.S. Naval Sta-
tion Annex eastward beneath the Fleming Key
bridge along the north shore of the U.S. Naval Sta-
tion Annex and the U.S. Naval Air Station Annex.

(ii) A channel 150 feet in width which will extend
easterly from the main ship channel into Key West
Bight, the northerly edge of which channel passes
25 feet south of the Navy Annex piers on the north
side of the Bight. While legitimate access of private-
ly owned vessels to facilities of Key West Bight is
unimpeded, it is prohibited from mooring, anchor-
ing, or fishing within 50 feet of any U.S. Navy
owned pier or craft.

(2) Stopping or landing by other than government
owned vessels and certain specifically authorized
private craft in any of the restricted areas described
in paragraph (a) of this section is prohibited.

(3) Vessels using the restricted channel areas
described in subparagraph (1) (i) and (i) of this
paragraph shall proceed at speeds commensurate
with minimum wake.

(4) The regulations in this section shall be en-
forced by the Commander, U.S. Naval Base, Key
West, Fla., and such agencies as he may designate.
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The Atlantic Coast of the United States from
Cape Henry to Cape Florida is low and sandy,
backed by woods. From Cape Florida to Key West
the coast is formed by a long chain of small islands
known as the Florida Keys. The Florida Reefs ex-
tend seaward of the keys and are nearly parallel to
them.

The coastline of Virginia from Cape Henry
southward to the boundary of North Carolina is
firm land for 13 miles; then it becomes a barrier
beach, covered with sand dunes for 11 miles. The
boundary between Virginia and North Carolina is
the only marked boundary on this section of the
coast. The easternmost boundary monument is a
granite shaft 6 feet high about 0.5 mile west of the
beach.

The coastline of North Carolina is a long barrier
beach. The islands are known as the Outer Banks.
The banks are constantly shifting sand dunes vary-
ing in height. Three capes, with their offshore
shoals, project from the islands, namely: Hatteras,
Lookout, and Fear. Behind the barrier beach a
chain of sounds, including Currituck, Roanoke, Al-
bemarle, Pamlico, Core, and Bogue, stretch along
the entire 300 miles of coastline of the State.

Bordering the sounds on the mainland is a belt
from 30 to 80 miles wide, where the land is level and
sometimes swampy. On the north a portion of the
Great Dismal Swamp spreads across the border of
Virginia into North Carolina. Between Albemarle
Sound and Pamlico River the swamplands are lo-
cally known as dismals and pocosins. They occur on
the divides or watersheds between the rivers and
sounds. In the southeast section of North Carolina
are the savannas, treeless prairie land with a thick

rowth of grass and wild flowers; they have been

og'lrned by a lack of drainage and a close impervious
soil,

The coastline of South Carolina from Little River
Inlet to Winyah Bay is practically an unbroken
beach. Cape Romain, just south of Winyah Bay,
and the shoal extending seaward from it, form the
southern point of indentations which has its
northern point at Cape Fear. From Winyah Bay to
Savannah River, the boundary between South
Carolina and Georgia, the coastline is a border of
sandy barrier islands. The large sounds so charac-
teristic of the North Carolina coast are missing.

The coastline of Georgia between Savannah River
on the north and St. Iv%:\a s River on the south is
partly submerged at flood tide, and is broken by
tidal rivers and marshes covered with dense
grasses. The most important sandy islands off the
coast are Tybee, Wassaw, Ossabaw, St.
Catherines, Sapelo, St. Simons, Jekyll, and Cum-
berland.

The coastline of Florida is a long, low, barrier
beach from the border of Georpia south to Cape
Florida. Many of the leading tourist resorts have
been built on this beach, while the business districts
are often on the mainland.

Under the sand and the lagoons is a limestone
called coquina, which is soft while in its native
state, but becomes a hard building stone when ex-
posed to the air.

Below Cape Florida the Florida Keys and Florida
Reefs extend for about 134 miles in a southwesterly
curve to Sand Key Light, and about 58 miles in a
westerly direction to Loggerhead Key. These keys
and reefs are of sand, shell, and coral formation.
The keys are generally low and covered with man-
grove.

Aids to navigation.—Lights are on or near the dan-
gerous capes, at the entrance to the harbors, and
along the Florida Reefs. The critical dangers are
buoyed. The coast is well-covered by loran.
Radiobeacons are at most of the principal light sta-
tions. Radar, though always a valuable navigational
aid, is generally of less assistance in navigation
along this coast due to the relatively low relief; the
accuracy of radar ranges to the beach cannot be re-
lied upon. Coastal buoys equipped with radar
reflectors are of help in this regard. It is sometimes
possible to obtain a useable radar return from the
larger lighthouses, but positive target identification
is usually difficult. There are numerous aero lights
along the coast that are useful for navigation, but
they should not be confused with the marine lights.

Boundary lines of inland waters.—At all buoyed
entrances from seaward to bays, sounds, rivers, of |
other estuaries for which specific lines are nof
described, Inland Rules and Pilot Rules apply shore-
ward of the outermost buoy or other aid to naviga-
tion of any system of aids; International Rules apply
outside the aids. Specific lines are described in Part
82, Chapter 2.

Control over movement of vessels.—See Part 124,
Chapter 2, for regulations requiring advance notict
of vessel’s time of arrival to Captain of the Port.

Harbor entrances.—The entrance to every harbof
on this stretch of the coast is more or less ot
structed by a shifting sand bar over which the chan:
nel depth is changeable. The entrance channels 0
the larger and more important harbors have bet?
improved by dredging; in some cases jetties hav®
been built from bot%: sides of the entrance.

The buoys on many of the bars are not charted
because they are moved from time to time to I
dicate the changing channel. They are liable to b
dragged out of position and cannot always b
replaced immediately, so a stranger must use the
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greatest caution. If possible, a stranger should enter
a harbor or inlet on a rising tide.

The tidal currents have considerable velocity in
all of the entrances and their direction is affected by
the force and direction of the wind; sailing vessels
entering the harbors and sounds require a fair work-
ing breeze during the ebb.

Strangers should not attempt to enter the harbors
without the assistance of a pilot during easterly
gales when the sea breaks on most of the bars.

Depths.—Between Cape Henry and Jupiter Inlet
frequent soundings will give the mariner timely
warning of his approach to the land from seaward.

Northward of Cape Hatteras the 20-fathom curve
is from 13 to 45 miles offshore, but inside of 15
fathoms the depths are irregular and many holes of
limited extent lie inside the general limits of cor-
responding depths; 10 to 14 fathoms are found in
places only 1.5 miles offshore. This irregularity of
depth is apt to confuse the mariner and lead him
into danger in thick weather; the greatest caution
should therefore be used inside of a depth of 20
fathoms. By keeping over 6 miles from the beach all
dangers will be avoided, but the strong currents
which sometimes set along the shore must be con-
sidered, especially after a gale.

Southeastward of Cape Hatteras, and off the end
of the shoals which extend seaward about 8 miles,
the 20-fathom curve is from 12 to 15 miles offshore,
and the 30-fathom curve is only a short distance
farther. In thick weather, soundings of 20 fathoms
or less should warn the mariner to keep offshore.

From Cape Hatteras to Jupiter Inlet, the 20-
fathom curve is fairly regular and for a greater part
of the distance is from 40 to 55 miles offshore.
Northward of St. Johns River, the water shoals
uniformly to the 10-fathom curve, which, excepting
1n the two great bights between Cape Hatteras and
Cape Fear, is from 10 to 30 miles offshore. Vessels
bound for any of the harbors between Cape Fear
and St. Johns River should approach the land with
Caution when in 10 fathoms of waters; inside the 10-
fathom curve depths are irregular and spots of §
fathoms or less will be found from 6 to 12 miles
offshore. In thick weather vessels standing along
the coast should keep a general depth of 10 fathoms
between Cape Fear and gt. Johns River.

In a heavy sea, depths of less than 6 fathoms
show discolored water; deep-draft vessels should

€ Cautious about passing over such spots.

Southward of St. Johns River, the 20-fathom
Curve draws inshore gradually and at Juptier Inlet is
only 4 miles from the beach, and the 100-fathom
furve a little over 8 miles. Southward of Jupiter In-

et, both curves draw closer inshore, and along the
lorida Reefs the 20-fathom curve is close in to the
fieiefs’ while the 100-fathom curve is at an average

Stance of about 7 miles outside the reefs. The 10-

athom curve between St. Johns River and Jupiter
d €t is regular and of no use in determining
tance from shore. Approaching Florida Reefs

southward of Jupiter Inlet, soundings are of little
use unless taken frequently as the water shoals
rapidly from seaward.

When approaching the Bahama Banks along the
Straits of Florida, the discolored water is the best
indication the mariner has to warn him of shoal
water; the 100-fathom curve at some points is only 1
or 2 miles from the shoal water of the banks.

Tropical waters.—The most remarkable feature is
the exceeding clearness of the sea water, enabling
the bottom to be seen from aloft at considerable
depths and at some distance. The navigation of the
banks is consequently conducted almost entirely by
the eye, but care must be taken not to run with the
sun ahead of the vessel as that prevents the banks
from being seen.

The charts indicate clearly the positions of the
many shoal heads, but considerable experience is
required in identifying the patches by the color of
the water. Small clouds, moving slowly and known
to the pilots as flyers, are apt to deceive the inex-
perienced, their reflection on the surface of the sea
over the clear white sandy bottom having every ap-
pearance of rocky shoals. It is prudent to avoid a
dark spot.

Bank Blink is a phenomenon in tropical waters
described as a bright reflected light hanging over
the clear white sandbanks, serving to point them
out from a considerable distance. From experience,
it has been found to be untrustworthy, however,
and should not be depended on in place of a lookout
aloft. Soundings, dead reckoning, and fixes should
be carefully checked and evaluated.

Anchorages.—Vessels may find refuge at a
number of places along the coast according to draft.
The more important places are Lookout Bight,
Beaufort Inlet, Cape Fear River, Winyah Bay,
Charleston Harbor, Port Royal Sound, Savannah
River, Sapelo Sound, St. Simons Sound, Cumber-
land Sound, St. Johns River, Fort Pierce Inlet, Lake
Worth Inlet, Port Everglades, Miami, and Key
West. A number of anchorage areas have been
established by federal regulations within the area of
this Coast Pilot; limits and regulations are given in
Part 110, Chapter 2.

Dangers.—A number of wrecks are located along
the coast which are obstructions to navigation.
Most of the dangerous wrecks are marked with
lighted buoys. A careful check should be made of
the chart to insure that dangerous wrecks are not
along the routes selected.

Trawlers or other vessels should exercise caution
while dragging the ocean floor within a 25-mile
radius of Cape Kennedy, Florida, since it is known
that missile debris exist in the area, some of which
may contain unexploded ordnance.

Mariners are also cautioned against possible
hazards of a weather rocket impact area that ex-
tends more than 50 miles offshore at Cape Ken-
nedy, Florida. Falling rocket casings may be hazar-
dus during the hours of 1930-2100 est, Monday
through Friday.
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Danger zones have been established within the
area of this Coast Pilot; see Part 204, Chapter 2, for
limits and regulations. Submarine operating areas
and transit lanes are off the North and South
Carolina coasts, and off Key West, Florida; the
areas are shown on the charts.

Drawbridges.— Within the area of this Coast Pilot,
the general federal regulations and the opening
signals for all drawbridges are given in 117.240,
Chapter 2. In addition, special regulations, which
have been prescribed for a number of specific
bridges, are found in 117.245 to 117.462, Chapter 2.
These special regulations allow certain drawbridges
to be unattended during specified times and dates.
Such bridges may not be required to open at all or
may open only during specified periods, and nor-
mally a specified minimum advance notice must be
given to the authorized representative of the
bridgeowner to have the bridge opened; the exact
procedure for contacting this representative must
generally be posted on signs at the bridge. Addi-
tional information of a very general nature and
which applies to all drawbridges is given in 117.1
and 117.1a, Chapter 2.

ROUTES—East coast of the United States to Key
West.-—Proceed as direct as safe navigation permits
to 35°08" N., 75°15' W., off Diamond Shoal Light,
thence on rhumb lines through the following posi-
tions:

Outer route to Jupiter Inlet Light

33°00’' N., 75°35' W.

28°00' N., 79°00' W.

26°57' N., 80°00' W., off Jupiter Inlet Light

Inner route to Jupiter Inlet Light

33°27' N., 77°32' W., off Frying Pan Shoals

32°00' N., 80°00' W.

31°00’ N., 80°30' W.

29°30' N., 80°30' W.

28°39' N., 80°17' W., off Hetzel Shoal lighted
whistle buoy 8

27°224’ N., 80°02' W, off wreck lighted buoy
12A

26°57' N., 80°00' W, off Jupiter Inlet Light

Thence follow the coast of Florida and the Florida
Keys as close as safe navigation permits to Key West.

Key West to east coast of the United States via Gulf
Stream. Follow the Gulf Stream in the Straits of
Florida about 8 miles off the Florida Reefs, passing
Fowey Rocks Light at a distance of 10 to 12 miles
and Jupiter Inlet Light 15 miles, thence follow the
main axis of the Gulf Stream in the Atlantic Ocean
through the following positions:

30°25' N., 79°40' \\;

31°11' N, 79°15' W.

34°00' N., 75°49' W.

35°08' N., 75°15’ W., off Diamond Shoal Light;

Thence as direct as safe navigation permits to
destination.

Southbound vessels from Diamond Shoal Light to
Jupiter Inlet Light use either the outer,route or the
inner route to avoid the full northerly set of the Gulf
Stream. Most of the regular lines bound for the
Straits of Florida use the route outside the Gulf
Stream. All vessels bound to any port as far south
as the St. Johns River follow the coast inside the
Gulf Stream. Currents up to 4.5 knots have been ob-
served at 35°05.3' N., 75°19.7' W. (former position
of Diamond Shoal Lightship). High current veloci-
ties usually occur during heavy or long continued
gales. Currents produced by onshore winds are like-
ly to set toward the shore. Details of the wind-
glriven currents are given in the Tidal Current Ta-

es.

The course from Diamond Shoal Light to 33°00'
N., 75°35" W., along the outer route crosses the
Gulf Stream. Under ordinary conditions an average
allowance should be made for a 1-knot current
setting northeastward for the entire run; with
northeasterly winds there may be practically no
current, while southerly, and especially
southwesterly winds, may increase it considerably.
Frequent fixes should be obtained.

There is uncertainty as to the currents that may be
expected on the course from 33°00' N., 75°35' W,
to 28°00' N., 79°00' W., along the outer route.
Frequent fixes should be obtained to guard against
being set off course by the variable currents and
also to insure clearing Matanilla Shoal.

When crossing the Gulf Stream for Jupiter Inlet
Light, Matanilla Shoal should be given a wide
berth. The northwestern end of the shoal is marked
by a lighted whistle buoy, but it is often difficult to
find owing to atmospheric conditions. The bank in
the vicinty of the shoal is extremely dangerous, as
the bottom is rocky and covered with dark
seaweed, the water is not discolored, and the sea
does not break. The current for some distance
northward of the shoal is very uncertain and near
the edge of the bank sets strongly toward it.

Caution.—The charted position, size, shape, and
orientation of the islands, banks, and shoals in the
Bahama Islands are unreliable. Extraordinary cau-
tion should be exercised in the navigation of this
area.

When on the course northwestward of Matanilla
Shoal an allowance should be made for a northerly
current, averaging about 2.5 knots for the éntire rup
of about 80 miles. It will, therefore, be necessary 10
shape the course sufficiently southward of Jupitef
Inlet Light to allow for the northerly set. When fix-
ing the position by bearings on the light, keep 11
mind that while outside the 100-fathom curve the
vessel is probably in the full strength of the
Stream, where the northerly current may average
velocity of 4 knots. If the light is on the s )
bow, the vessel will be much closer to it than
dicated by the distance run between the successiv
bearings on it.
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The courses southward of Diamond Shoal Light
‘on the inner route to Hetzel Shoal lighted whistle
buoy 8 have depths of 17 to 20 fathoms. In ap-
proaching and passing the shoals off Cape Ken-
nedy, care must be exercised. The current of the
Guif Stream may be expected under ordinary condi-
tions to set against the vessel for the entire run with
a velocity of about 0.5 to 1 knot, the direction of the
current following the curve of the coast. It must be
remembered, however, that the effect of winds is
almost immediately felt on the currents and that
with northerly and especially northeasterly winds, a
current of possibly 1 knot will set southward along
the coast. Southerly, and especially southwesterly
winds, increase the velocity of the Gulf Stream.

On the inner route from Hetzel Shoal to Juptier
Inlet Light, the 15-fathom curve is a good guide.
The current of the Gulf Stream may be expected
under ordinary conditions to have a velocity of
about 1 knot off Cape Kennedy increasing to 1.5 or
2knots off Jupiter Inlet Light.

Southbound vessels from Jupiter Inlet Light to
Fowey Rocks Light usually follow the coast at a
distance offshore of 1 to 1.5 miles to Hillsboro Inlet
Light, thence 1.5 to 2 miles offshore, passing 1 mile
castward of Miami lighted whistle buoy 2 and
Fowey Rocks Light. A northward current can be
expected near the coast from northward of Jupiter
Inlet to Fowey Rocks. The velocity of the current
gradually increases as the axis of the Gulf Stream is
approached.

Southbound vessels from Fowey Rocks Light to
Key West usually follow a course 1 to 2 miles off
the Florida Reefs in the daytime and 2 to 4 miles off
at night. The position should be checked on the aids
as passed and on the lights and sectors at night.
Care must be taken not to get inside of the line of
reefs, daybeacons, buoys or lights, especially when
Passing parts of the reef that lie well back of the
¢dge and do not break or show near the surface.
The color of the water does not always mark the
edge of the reefs.

Except in.he vicinity of Fowey Rocks, where the

fathom curve is only about 2 miles outside the
reef, the 50-fathom curve lies from 2 to 4 miles from
Florida Reefs, and this is about the least depth that
can be depended upon to insure safety in skirting
them. To be useful, soundings must be taken very
f“’Quently when navigating this region; a recording
e€cho-sounder should ge of great vafllle.

The reefs are fringed in places with broken
ground, which, as a measure of safety, should be
?deed by deep-draft vessels where the depths are
ess than 10 or 12 fathoms.
beA number of vessels have been lost on the reefs

tween The Elbow and Molasses Reef, and extra
€aution should be observed in this locality. The ex-
tremely variable current against the vessel should
0;"fﬁafefully considered in determining the position
o Carysfort Reef Light from which to shape the

urse to lead well clear of The Elbow.

Vessels bound for Habana generally shape the
iqulrlse for that port when abreast of Alligator Reef

1ght.

Any crossing of the Gulf Stream should be re-
garded as difficult on account of the strong current
of varniable velocity, for which it may not be possi-
ble to make a proper allowance, and the abrupt
shoaling inside the 100-fathom curve. The axis of
the Gulf Stream is nearest the reefs from about 10
miles northward of Carysfort Reef Light to
Molasses Reef Light.

Northbound vesels from Key West to Cape Hat-
teras follow the Gulf Stream. The velocity of the
current varies greatly in different localities and is
also subject to sudden changes, due to wind, dif-
ferences in barometric pressure, and the like, so
that no fixed hourly rate can be given. Often high
velocities will be carried between certain points and
will suddenly drop off between others. Frequent
fixes should be obtained to determine accurately
the speed of advance. The greatest velocity is
between Carysfort Reef and Jupiter Inlet, ranging
from 2 to 4.5 knots.

The course between Jupiter Inlet Light and 30°25’
N., 79°40' W., should lead from 6 to 30 mtles out-
side the 100-fathom curve. Northward currents of
1.5 to 3.5 knots may be expected. It is reported that
between latitude 30°30’ and 32°30° N. heavy tide
rips will be experienced, indicating a change in the
direction of the stream and not an increase in the
velocity, and creating in stormy weather a very un-
comfortable sea.

When approaching Diamond Shoal great care
must be taken to determine accurately the position
of the vessel. The currents are subject to wide
variations as indicated by observations taken from
the former Diamond Shoal Lightship. At times dur-
ing both summer and winter the Gulf Stream has
great velocity; at other times none will be found, or
a southerly set may be experienced with northerly
winds. The general direction of the stream is
northeast with a velocity of 1 to 2 knots, but on
nearing 35°05.3’ N., 75°19.7" W. (former position of
Diamond Shoal Lightship), the current is reported
to set well to the east-northeast and at other times
nearly north. In northerly and northeasterly
weather a dangerous heavy cross and confused sea
usually is encountered in the stream between Ju-
piter Inlet and Cape Hatteras.

INSIDE NAVIGATION.—Navigation on the
waterways covered by this volume requires a
knowledge of the channel conditions and other fac-
tors restricting navigation. General items of interest
to the vessel operator are indicated in the para-
graphs that follow; details are given in the text.

Speed—Regulations are given in 207.160, Chapter
2. Bends or curves.—In the Intracoastal and adjoin-
ing waterways there are many sharp bends which
are dangerous to vessels meeting or passing. On ap-
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proaching a bend, a vessel should reduce speed suf-
ficiently to be able to stop within half the distance
to a ship coming from the opposite direction. Under
no circumstances should a vessel attempt to over-
take and pass another at a bend. Even with suffi-
cient view of the channel ahead and after proper
exchange and understanding of signals, the over-
taken vessel may suddenly sheer from current ac-
tion. This is even more pronounced with larger ves-
sels and tows.

Cross currents.—Where two streams cross, the
current will have a greater velocity in the deeper
channel. This is noticeable along the Intracoastal
Waterway where it follows a dredged canal cutting
across a winding stream. Cross currents will also be
noticed where either an inlet from the ocean or a
drainage canal enter the waterway.

Cross Currents are especially strong at New River
Inlet and Bogue Inlet, North Carolina. Failure to
allow for cross currents when passing these and
other inlets is the cause of many rescue calls to the
Coast Guard.

Spoil banks.—Nature quickly covers her scars.
This is true of the spoil banks made by dredging. In
the northern areas when awash these banks are
often covered by grass, while in the southern areas
they are covered by bushes and sometimes fairly
large trees.

Water hyacinth is a floating fresh-water plant
which infests numerous streams tributary to the
South Atlantic and Gulf coasts. It has bright green
leaves and a purple flower. It propagates from
seeds and suckers, spreads quickly in most locali-
ties, and may cause complete suspension of naviga-
tion if not removed. The hyacinths form in mats or
jams and float around driven by the wind or cur-
rent. In open water these mats often resemble small
islands. At times some of the bays and tributaries
may be changed in appearance due to hyacinth
jams. Where the water 1s apt to be brackish, an at-
tempt can be made to force a boat through the mat.
In doing so, however, care should be taken that any
logs that might be floating in the weeds are not
struck with force enough to damage the hull.
Snakes may also be found on the hyacinth mats.
The work of removing this growth is undertaken by
the various Corps of Engineers districts and the
state of Florida by the processes of spraying,
cutting, and the use of booms.

Mangrove.—Three distinct types of mangrove are
found in the southern section of this area. Yellow
mangrove grows to a height of about 4 feet and is
found principally on the sand flats in front of the
fast land. Red mangrove grows to a height of 10 to
15 feet and is rooted in water most of the time.
Black mangrove grows on sand ridges and higher
ground which cover only at very high water or
storm tides. The black mangrove sometimes grows
to a height of 50 to 60 feet.

Stumps and sunken logs.—Reports are frequently
made that vessels have struck shoals or rocks in

rivers which have later proved to be stumps or sun-
ken logs. Mariners are warned against navigating
too close to the banks of streams where submerged
stumps are known or may be expected to exist.

Hurricane moorings.—On receiving advisory
notice of a tropical disturbance small boats should
seek shelter in a small winding stream whose banks
are lined with trees, preferably cedar or mangrove.
Moor with bow and stern lines fastened to the lower
branches; if possible snug up with good chafing
gear. The knees of the trees will act as fenders and
the branches, having more give than the trunks, will
ease the shocks of the heavy gusts. If the banks are
lined only with small trees or large shrubs, use
clumps of them within each hawser loop. Keep
clear of any tall pines as they generally have shal-
low roots and are more apt to be blown down.

Tides.—On the outer coast the mean range of tide
increases from 2.8 feet at Cape Henry to 5.9 feet at
Edisto Beach. In the sounds and rivers south t0
Florida the range is generally greater, reaching 8.0
feet or more at some locations. Along the east coast
of Florida the average tide range is about 2.5 feet
and in the Florida Keys the ranges vary from 0.2
feet to 2.4 feet. More detailed information is in-
cluded in the Tide Tables.

Currents.—It appears that, except during
northerly and northeasterly winds, a current of
about 0.5 knot average velocity, setting northeast-
ward with the trend of the coast, may be expected
outside the 10-fathom curve between Cape Ken-
nedy and Cape Hatteras. Farther offshore the
velocity of the northeastward flow increases as the
axis of the Gulf Stream is approached.

Strong currents are produced by the wind along
the coast during northeasterly and southerly gales,
reversing or greatly increasing the normal current.
Their velocity and direction depend upon th
direction, strength, and duration of the wind
Details of the velocities and directions of current!
caused by winds for a number of locations along the¢
Atlantic coast are given in the Tidal Current Tables.

The Gulf Stream is the most famous of the pnn
cipal ocean currents. The name was first used b}
Benjamin Franklin in 1769. In general, as the swill
current of the Gulf Stream issues into the sé
through Straits of Florida, its waters are chara¢
terized by a deep blue color, high salinity, high tem
perature in the upper stratum, and absence of
phosphorescence. Except near shoals where waves
may stir up bottom sediments, Gulf Stream water 1
very clear, enabling visual penetration to unusually
great depths. At its junction with coastal sea watel,
the edges may frequently be recognized If
moderate weather by ripples, as well as by the dif-
ference in color. Northward, in the cooler regions:
the evaporation from its surface, when the temper?
ture of the air is lower than that of the water, 1s 87"
parent as ‘‘sea smoke’’. In addition, the stream may
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carry with it some gulf weed (Sargassum), which is
olive brown, branched seaweed with berrylike air
vessels. Surface debris, such as logs and other
material, tends to drift toward the castern edge of
the stream but not toward the western edge.

The upstream extent of the Gulf Stream can be
traced to the Yucatan Strait where a well-
established current enters the Gulf of Mexico. The
position of the strong current between Yucatan
Strait and the Straits of Florida is quite variable,
ranging from close inshore off northwestern Cuba
to a loop penetrating over 300 miles northward into
the Gulf. The flow in this region is sometimes
referred to as the Loop Current, and occasionally
may take the form of one or more large eddies
detached from the direct flow.

After entering the Straits of Florida between
Cuba and the Florida Keys, the current becomes
much more stable. The major variations of the cur-
rent from off Key West to off Little Bahama Bank
appears to be a meandering of the axis of the cur-
rent within the narrow confines of the Straits. The
current within the Straits and slightly to the north is
frequently referred to as the Florida Current.

Shortly after emerging from the Straits of Florida,
the stream is joined by the Antilles Current, which
flows northwesterly along the open ocean side of
the West Indies. The Antilles Current, like the Gulf
Stream, carries warm, highly saline waters of clear
Indigo blue. The union of the two currents gives rise
1o a broad and deep current possessing about the
same characteristics as the Florida Current except
that the velocity is somewhat reduced and
somewhat greater lateral meandering occurs. As it
flows northward, then northeastward, paralleling
the general trend of the 100 fathom contour as far as
Cape Hatteras, the lateral meandering does not
rgrilﬁlerally exceed one stream width, or about 50

es,

Beyond Cape Hatteras the current is forced east-
ward into much deeper water under the combined
effects of the deflecting force of the earth’s rotation
and convergence of the bottom contours at Cape
Hatteras. As it moves into progressively deeper
Water, the stream is subject to increased meander-
Ing, following a wavelike course, the limits of which
have a northsouth extent on the order of 300 miles
between 60° W and 55° W. The wavelike features of
the stream paths propagate to the east at speeds on

€ order of five miles per day, and occasionally
throw off detached current rings or eddies which
May give the impression of alternating bands of
.sérong Currents and ultimately leads to loss of
iCentity of the Gulf Stream as a coherent flow.

CSe current bands are frequently accompanied by

ands of high and low temperature, but it is not
fonerally possible to judge the direction of flow

%m the temperature of the surface water. '
{ eaSt!\lVard of the Grand Banks of Newfoundland,
10 tl‘xv ole surface is slowly driven eastward and

Theastward by the prevailing westerly winds to

the coastal waters of northwestern Europe. For
distinction, this broad and variable wind-driven sur-
face movement is sometimes referred to as the
North Atlantic Drift or Gulf Stream Drift.

On its western or inner side, the Gulf Stream is
separated from the coastal waters by a zone of
rapidly falling temperature, to which the term ‘‘cold
wall”” has been applied. The abrupt change in the
temperature of the waters separated by the cold
wall is frequently very striking and is a definite indi-
cation of the edge of the stream. It is most clearly
marked north of Cape Hatteras but extends, more
or less well defined, from the Straits of Florida to
the Grand Banks of Newfoundland. In the vicinity
of the Grand Banks, the cold wall represents the
dividing line between the warm current of the Gulf
Stream and the cold waters of the Labrador Cur-
rent, which according to observations, turns
sharply, between parallels 42 and 43 and meridians
51 and 52, and flows easterly, parallel to the Gulf
Stream.

Throughout the whole stretch from the Florida
Keys to past Cape Hatteras the stream flows with
considerable velocity. Characteristic average sur-
face speed is on the order of 2.5 knots, increasing to
about 4 knots off Cape Florida where the cross sec-
tional area of the channel is least. These values are
for the axis of the stream where the current is a
maximum, the speed of the stream decreasing
gradually from the axis as the edges of the stream
are approached. The speed of the current varies
with an annual cycle, tending to be greatest in July,
and least in November throughout this region. Both
the speed and position of the axis of the stream
fluctuate also from day to day, hence description of
both position and speed are averages.

Crossing the stream at Jupiter or Fowey Rocks,
an average allowance of 2.5 knots in a northerly
direction should be made for the current.

Crossing the stream from Habana, a fair al-
lowance for the average current between 100-
fathom curves is one knot in an east-northeasterly
direction.

A vessel bound from Cape Hatteras to Habana, or
the Gulf ports, crosses the stream off Cape Hat-
teras. A fair allowance to make in crossing the
stream is 1 to 1.5 knots in a northeasterly direction
for a distance of 40 miles from the 100-fathom
curve.

Earlier systematic observations on the Gulf
Stream dealt with the temperature of the water
rather than its motion and the axis was taken to be
along the line of highest temperature obtained.
Later the axis was taken to mark the line of greatest
velocity. Ordinarily it is assumed that the two axis
coincide but this is by no means certain. The ther-
mometer, although it indicates the limits of the
stream in a general way, is therefore only an ap-
proximate guide to the velocity of the currents, nor
1s it to be assumed that the northerly set will be lost
when the thermometer shows a region of cold sea
water.
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The lateral boundaries of the current within the
Straits are fairly well fixed, but as the stream leaves
the Straits its eastern boundry becomes somewhat
vague. On the western side the limits can be defined
approximately since the waters of the stream differ
in color, temperature, salinity, and flow from the
inshore coastal waters. On the east, however, the
Antilles Current combines with the Gulif Stream so
that its waters here merge gradually with the waters
of the open Atlantic. Observations of the Coast and
Geodetic Survey indicate that, in general, the
average position of the inner edge of the Gulf
Stream as far as Cape Hatteras lies inside the 50-
fathom curve.

At the western end of the Straits of Florida the
limits of the Gulf Stream are not well defined.
Between Fowey Rocks and Jupiter Inlet the inner
edge lies very close to the shoreline.

Along the Florida Reefs between Alligator Reef
and Dry Tortugas the distance of the northerly edge
of the Gulf Stream from the edge of the reefs
gradually increases toward the westward. Off Al-
ligator Reef it is quite close inshore, while off Re-
becca Shoal and Dry Tortugas it is possibly 15 to 20
miles south of the 100-fathom curve. Between the
reefs and the northern edge of the Gulf Stream the
currents are ordinarily tidal and are subject at all
times to considerable modification by local winds
and barometric conditions. This neutral zone varies
in both length and breadth; it may extend along the
reefs a greater or less distance than stated, and its
width varies as the northern edge of the Gulf
Stream approaches or recedes from the reefs.

The approximate position of the axis of the Gulf
Stream for various regions is shown on the follow-
ing Coast and Geodetic Survey charts: 1002, Straits
of Florida; 1007, South Carolina to Cuba; 1112,
Cape Kennedy to Key West, 1113, Alligator Reef to
Habana. Chart 1001 shows the axis and the position
of the inner edge of the Gulf Stream from Cape
Hatteras to Straits of Florida.

Winds currents are very complicated. Their
velocities and directions depend upon a number of
factors such as the velocity, direction, and duration
of the wind, the proximity of the coast and the
direction of the coastline. Generally in the Northern
Hemisphere the wind-driven current sets somewhat
to the right of the wind but in coastal waters there
are many exceptions to this general rule, the current
often setting to the left of the wind, due to the ten-
dency of the current to follow the direction of the
coastline or to other local conditions.

The velocity of the wind current relative to that of
the wind also varies with the locality. Wind-current
information is given in the Tidal Current Tables.

WEATHER.—The Appendix includes climatolog-
ical tables for twelve Atlantic coast localities and a
table of fog-signal operation. Also listed are
Weather Bureau offices and radio stations which
transmit weather information.

General.—The coastal area from Cape Henry to
Key West is low and flat. The entire, shoreline is
marked by inumerable indentations and irregular:
ties, many of which cause important local climatic
variations. In the area north of the Florida Peninsu-
la there is an abrupt rise from the coastal plain
which continues in an irregular terraced pattem
westward, and culminates in the Blue Ridge Moun-
tains, the Great Smokies, and other ranges of the
Appalachian chain. The mountainous area, though
at a considerable distance from the ocean, forms a
partial barrier to the cold waves that move
southeastward from the interior.

The climate of the region varies from temperate
and semimarine in southern Virginia to humid and
subtropical in southern Florida.

Pressure.—Over the ocean east of the southeast-
ern seaboard there is a region of high pressure. This
Azores or Atlantic HIGH is the center of the sur
face circulation system in this area. During the year
it migrates a limited distance to the north or south
and to the east or west, but is persistent throughout
the year. The circulation over the eastern seaboard
is controlled largely by the proximity of the Azores
HIGH.

During the winter the mean position of the Azores
HIGH 1s far out to sea. Major frontal systems
developing over the continent and the Gulf of Mex-
ico sweep over the Middle Atlantic States until the
mountain ranges to the westward partly obstruct
their progress and cause considerable modification.
Usually only the strongest polar outbreaks
penetrate to the southernmost points in the area
The rapidly changing air masses in the northern part
of the area may be observed in variable tempera
tures from day to day and in the alternation
between brief stormy periods followed by crisp,
clear days. The contact between polar air masses of
continental and maritime origin and topicd
maritime air is greatest at this time. Consequently
winter storms are generally severe and are acconr
panied by strong, gusty winds. Northers, when they
do occur, cause rough seas in the Straits of Florida.

During the spring the Azores HIGH begins 10
move westward and northward. It affects the:
southern Atlantic coast where frequency of passin
cyclonic storms decreases and the weathe!
becomes more uniformly warm and humid. The
northern part of the area, still at the outer edge ¢
the HIGH, is subject to frontal activity and chan
ing air masses. Warm spring rains usually alternat¢
with mild weather. It is not uncommon, howevel:
for the Azores HIGH to dominate the entire areall
this season, bringing summer heat and enervati
humidities.

In summer the center of the Azores HIGH b#
moved to its northern limit and extends over the ¢*
tire eastern seaboard. The intensity is moderate 0
persistent, blocking the eastward movement of %
continental pressure systems. For weeks at a time
the weather on the coast may not change signif”
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cantly. This season is characterized by frequent in-
stability, showers and thunderstorms, high tem-
peratures and humidities, and relatively low winds
velocities. The summer months also mark the
beginning of the hurricane season, which reaches
its peak in late summer and early fall. All of the
coastal states have felt the effect of tropical
cyclones.

During the fall the Azores HIGH retreats
southward and eastward, leaving the Atlantic coast
under the influence of a weak continental high-pres-
sure zone. The weakening of the pressure system
indicates the gradual transition to the winter pattern
accompanied by increased frontal activity, particu-
larly in the northern part. The weather is usually
cool and fine, interrupted by brief rainy periods as-
sociated with the passage of fronts.

The pressure pattern changes considerably over
the area from winter to summer. At individual sta-
tions, however, the seasonal variation in mean pres-
sure is only 0.12 inch to 0.17 inch throughout the
vear. Extremes vary considerably more than this.
During the summer the mean pressure remains low
and steady, but begins to rise again in September
and continues to rise through the remainder of the
year.

The extreme lowest pressure from a hurricane
was 26.35 inches at Long Key during the *‘Labor
Day hurricane” of 1935. The lowest pressure from
an extratropical cyclone (28.32 inches) occured at
Cape Henry in March. The seasonal range from ex-
treme highest to extreme lowest is greater during
winter and smaller during summer, an indication of
the numerous LOWS and HIGHS that traverse the
area during the winter.

Winds.—In winter over the northern part of the
S€a area (north of latitude 30°) predominant winds
are from the north through west. Southwest winds
are also frequent. Along the coast north of latitude

5° wind directions are variable, though predomi-
nantly from the westerly quadrant. Along the mid-

le coast, directions are mostly northerly to
Wwesterly. Off and along the Florida coast, south of
latitude’ 3¢, easterly winds are prominent
throughout the year.

Winter stroms over the entire area are modified

Y the Appalachian Mountain ranges. However,
€ven the extreme southern portion occasionally ex-
Periences northwesterly winds when the severest of

¢ winter storms penetrate this far south.

In spring, over the northern part of the sea area
g“‘mh of latitude 30°), winds from the southwest,
t°‘1‘h, and northeast are equal in frequency. Along

€ coast (north of latitude 35°) southwest winds
Prredommate. North and south winds are also
S()'Equem. Along the middle coast south and

uthwest winds predominate. ‘
Z‘(’)rsummer the persistence and dominance of the
of § Ois :HGH is shown in the increasing frequency

. thwesterly winds over the northern part of

S€a area. Along the coast (north of latitude 35°)

southerly winds predominate. Along the middle
coast southwest winds predominate.

In autumn the recession of the Azores HIGH, ac-
companied by changing pressure systems along the
coast, results in a sharp increase in the frequency of
northerly winds, which are recorded about 50 per-
cent of the time over the northern part of the sea
area. Along the coast (north of latitude 35°) and the
middle coast (between 30° and 35° latitude) northern
winds prevail.

Along the coast a daily shift in wind direction is
observed. During the warmest part of the day winds
blow from the ocean toward shore (known as sea
breeze ), and during the coolest, from the land
toward the sea (land breeze). Offshore winds, un-
less they are exceptionally strong, are generally
considered most favorable for coastal navigation.
Onshore winds have a more pronounced effect
upon the surface, particularly when they have been
blowing from the same direction for a long period of
time. A strong sea breeze can cause heavy or chop-
py seas and swell, and frequently makes navigation
dafficult for small vessels.

Wind velocities along the southeastern coast are
generally moderately light, averaging 8 to 12 knots
over the year. Monthly averages vary in summer
from 6 to 10 knots, and 8 to 15 knots in winter. Wide
departures from these averages should be expected
in all seasons. In the immediate coastal area the
windward side of the promontories may be lashed
by gales and heavy seas, while the lee side is rela-
tively protected. Averages do not show these varia-
tions. The area from Cape Hatteras to Cape Henry,
exposed as it is to the ocean, is subject to severe
northeasterly storms as well as moving continental
pressure systems. Cape Hatteras is particularly ex-
posed to the winds, with open sea from north
through east to southwest. South of Cape Hatteras
gale winds are much less frequent, occuring
generally on less than 15 days a year. The frequency
of calms is less than 1 percent in the north and from
15 to 20 percent during the year at most places in
the middle and south.

Extreme wind velocities are a hazard in any
month. Though winds greater than 34 knots are
comparatively infrequent, they have been recorded
at all stations in this stretch of coast at almost any
time of the year. Gale winds usually accompany
sharply defined fronmtal systems, severe cyclone
storms, hurricanes, or occasionally severe local
thunderstorms.

The seasonal variation in wind velocity is slightly
greater in the north than in the south. An idea of the
magnitude of the difference is given by the monthly
averages as indicated in the tables in the Appendix.
Highest mean velocities occur during the month of
March in the north and in October and November in
the extreme south; lowest velocities occur during
July and August over the entire area. Over the
ocean, winds are slightly stronger than at most land
stations during the winter months and about the
same during the summer.
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Temperature.—The temperature regime of the
southern Atlantic coast varies from temperature in
the northern part of the area to subtropical in the
southern part. The gradation from north to south is
regular, decreasing with increasing latitude.
Another interesting variation is the general modifi-
cation process of the ocean and coastal tempera-
tures by each other. Along the coast the sheltered
land stations have warmer summers and cooler win-
ters than do exposed points.

Temperatures along the southeastern seaboard re-
gion are conducive to a long period of small-craft
operation. The southern Atlantic coast annual mean
air temperatures range from 59.7° F. at Norfolk,
Va., to 76.8° F. at Key West, Fla. January is the col-
dest month at most stations; July the warmest. The
range in mean monthly air temperature over the
area is from 41.2° F. at Norfolk in January to 83.6°
F. at Key West in August.

Over the water area the coldest month is Februa-
ry and the warmest is August. Exposed coastal sta-
tions experience mean air temperatures more like
those over the water than those over land, and have
annual extremes in February and August.

The daily range in temperature averages from 10°
to 17° F. at coastal stations throughout the year, and
is likely to be less over the water. The greatest daily
variation occurs at most stations during the winter
and early spring months and the lowest during late
summer and fal%.

Very little data on extreme temperatures for the
ocean areas are available. At coastal stations tem-
peratures above 100° F., while not common, have
been recorded. The highest during the period of
record considered was 105° F. at Jacksonville, Fla.,
in July. The lowest recorded temperature was 8° F.
at Norfolk Va., in February.

Humidity.—Mean relative humidity is highest
from July through September and lowest in April
and May. Data are not summarized for water areas,
but the relative humidities are known to be
uniformly high. The presence of minute particles of
salt in the air over the ocean together with the high
moisture content in the air results in a very corro-
sive effect upon equipment and supplies, both on
the water and at nearby shore points.

Cloudiness.—Mean cloudiness over the area is
moderate to moderately high throughout the year,
averaging from 35 to 65 percent sky cover. In
general, however, the cloudiest month s January in
the northern sections and over most of the water
areas, and may be any month from June through
September in the southern section. At most of the
individual stations in the northern part of the area
the least average cloudiness occurs in October, and
in the extreme southern part least cloudiness occurs
in February or March.

Since the air is usually moist, only a small
decrease in temperature may cause condensation
and cloud formation. At the edge of the warm
northward-moving Gulf Stream and the cool
southward moving countercurrent which skirts the

shore from Cape Hatteras, N.C., to Jacksonville,
Fla., sharp contrasts in temperature result in the
formation of heavy stratus clouds which may ap-
pear very much as a cold front. These clouds may
persists for days at a time if the wind is light and
may be carried inland by northeasterly winds. Such
cloudiness is common during the spring when the
gradient between shore water and Gulf Stream tem-
peratures 1s steepest.

The fact that maximum cloudiness for the yea
occurs during the winter at northern coastal stations
may be explained by the maximum frequency of
cyclonic storms passing norhtward or northeast-
ward from the central or south-central section dur-
ing that season. These rarely affect the extreme
southern part of the area.

Much of the cloudiness over the entire area is of
the cumulus type, resulting from either the unstable
conditions that accompany cyclonic activity in all
seasons, or the general air mass instability during
the summer months. Such clouds frequently form
over land during the day and drift seaward at night.

Sunshine.—The area as a whole experiences
monthly averages of from 52 to 80 percent of possi-
ble hours of sunshine during the year. In the north
the largest percentage of possible sunshine occurs
in spring and fall and the smallest percentage in
winter. In the overall picture, the extreme south and
narrow belt in the north-central part of the area
show a greater percentage of possible sunshine than
the northern and south-central sections.

Precipitation.—Over the southeastern seaboard
region precipitation is moderately heavy, averaging
about 45 to 60 inches a year. Monthly departures
may be large in any individual year, but over a long
period of record, 50 to 75 years, a fairly uniform
pattern prevails. Since the area lies within both tem-
perate and subtropical regions, the precipitation
pattern shows differences in both type and amount
from north to south. Irregularities from station 10
station in the idealized pattern are due to dif-
ferences of exposure at the observing stations.
Year-to-year variation is caused by overall depar-
tures from the average general circulation.

In the northern part of the area, maximum rainfal
occurs normally during July and Aguust, _and
minimum in November. In the southern section
however, maximum rainfall falls in September of
October, and the least in February. Averagt
monthly totals at most stations range from 2 to 6
inches throughout the year. During the months of
greatest hurricane frequency, excessive rains of
to 15 inches in a 24-hour period have been recorded:
These may occur at any point along the coast byt
are most common in the southern part of the area.

The monthly mean number of days with 0.01 o
more of precipitation in the northern part of th
area ranges from about 8 to 10 days a month in th“’i
fall to 10 to 12 days a month in the summer an
winter. In the central part of the area the most raift}
days are in summer, 11 to 16 days a month, and th¢
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least in spring and fall, 6 to S days a month. The
most rainy days along the Florida coast, 14 to 18
days a month, generally occur in late summer and
early fall, and the minimum number, 5 to 8 days a
month, from February through April.

Much of the precipitation, like cloudiness, is as-
sociated with cyclonic activity throughout the year.
During the winter, precipitation is usually general
but may come with occasional thunderstorms along
fronts. Frontal systems originating or developing in
the Gulf region result from the interaction of a
moist tropical air mass with colder continental
masses. These move eastward or northeastward
and bring extensive precipition to the seaboard re-
gion. During the summer, when the area is
dominated by the Azores HIGH and cumulus
clouds predominate, precipitation is localized and is
showery in nature.

The intensity of ordinary cyclonic storms and
showers is usually greater over land than over
water. Heaviest precipitation occurs over land and
near coastal waters in the afternoon; over open
water during the night.

Thunderstorms along the coast occur on an
average of from 40 days a year in the north to 80
days a year in the south. Maximum occurrence is
from June through August, and an average of 7 to
18 thunderstorms a month occur during this season.
In summer, cumulus clouds frequently develop into
thunderstorms over the land and drift seaward late
1n the afternoon.

Snow falls from December through March in the
northern part of the area on 1 or 2 days a month. So
far as coastal operations are concerned, snow con-
ditions are not significant since most of the area is
entirely free from snow the year round.

Visibility.— Visibility is generally good throughout
the year over the entire area. Fog is the principal
Testriction to visibility. Fog reducing visibility to
0.25 mile or less is very irregular, ranging from
Practically no days a year at some stations to 37
days a year at Savannah, Ga. Differences in expo-
Sure account for the considerable variation between
locations. In general, however, fog decreases from
north to south, and the worst fog conditions occur
during the winter months when air masses change
frequently. Visibility is usually poorest during the
night and early morning hours.

Along the coast radiation fog is frequent, forming
shortly after sunset. These fogs generally do not ex-
tend any great distance seaward, but may seriously
restnict harbor activities. Sea fogs sometimes drift
onshore on hot summer days, persisting for many
lours In a shallow layer along the coast. Over the
t‘l*l“d, dispersal usually begins at the surface giving

¢ effect of lifting. Over the water, fog generally
f:rslxsts at the surface and restricts visibility until

Ie ast vestige of the formation disappears.

e d“ addition to fog, precipitation occasionally
azllces visibility over both land and water, and
o g and smoke sometimes restrict visibility over

Tropical cyclones.—A tropical cyclone is a warm
core, low pressure system that develops over the
warm waters of the tropical oceans, and exhibits a
rotary, counterclockwise circulation in the northern
hemisphere (clockwise in the southern hemisphere).
Although relatively small in area coverage, this
storm can attain awesome strength, with winds near
its center reaching 175 knots or more. Tropical
cyclones occur almost entirely in six rather distinct
regions of the world; one of these, the North Atlan-
tic Region (West Indies, Caribbean Sea, Gulf of
Mexico, and waters off the east coast of the U.S.),
includes the area covered by this Coast Pilot. In this
region, tropical cyclones with winds of 34-—63
knots are called tropical storms, while tropical
cyclones with winds greater than 63 knots are called
hurricanes. Hurricanes are infrequent in com-
parison with middle-and high-latitude storms, but
they have a record of destruction far exceeding that
of any other type of storm. Because of their fury,
and the fact that they are predominately oceanic,
they merit the special attention of all mariners,
whether professional or amateur.

Rarely does the mariner who has experienced a
fully developed tropical cyclone (hurricane) at sea
wish to encounter a second one. He has learned the
wisdom of avoiding them if possible. The
uninitiated may be misled by the deceptively small
size of a tropical cyclone as it appears on a weather
map, and by the fine weather experienced only a
few hundred miles from the reported center of such
a storm. The rapidity with which the weather can
deteriorate with approach of the storm, and the
violence of the hurricane, are difficult to visualize if
they have not been expenenced.

As a tropical cyclone moves out of the tropics to
higher latitudes, it normally loses energy slowly,
expanding in area until it gradually dissipates or
acquires the characteristics of extratropical
cyclones. At any stage, a tropical cyclone normally
loses energy at a much faster rate if it moves over
land. As a general rule, tropical cylones of the
North Atlantic Region move with the prevailing
winds of the area. In small hurricanes the diameter
of the area of destructive winds may not exceed 25
miles while in some of the greatest storms the
diameter may be as much as 400 to 500 miles.

At the center is a comparative calm known as the
‘“‘eye of the storm”’. The diameter of this ‘‘eye’’ va-
ries with individual storms and may be as little as 7
miles but is rarely more than 30 miles. The average
is 15 to 20 miles. This center is the region of low at-
mospheric pressure around which winds blow in a
more or less circular course, spiraling inward in a
counterclockwise direction. Winds at the outer edge
of the storm area are light to moderate and gusty,
and often increase toward the center to speeds too
high for instrument recording. Although the air
movement near the center of the hurricane is
usually light and fitful, the seas in this area are in
most cases very heavy and confused, rendered so
by the violent shifting winds which surround it.
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Furthermore, after the center has passed a vessel,
she may expect a sharp renewal of the gales, with
winds from a more or less opposite direction. The
hurricane may effect an area covering tens of
thousands of square miles.

In the North Atlantic, tropical cyclones form over
a wide range of ocean between the Cape Verde
Islands and the Windward Island, over the western
part of the Caribbean Sea, and the Gulf of Mexico.
While some may initially move northward, espe-
cially those that form southeast of Bermuda, the
majority take a westerly to northwesterly course.
Of these, some curve gradually northward, either
east of or above the larger islands of the West In-
dies, then turn northeastward or eastward for vary-
ing distances from the Atlantic Coast of the United
States. Others pass over or to the south of the larger
islands and enter the Gulf of Mexico, then curve
northward or northeastward and strike some part of
the east Guif Coast. Others may continue westward
and strike the west Gulf Coast.

The most common path is curved, the storms
moving generally in a westward direction at first,
turning later to the northwestward and finally to the
northeastward. A considerable number, however,
remain in low latitudes and do not turn appreciably
to the northward. Freak movements are not uncom-
mon, and there have been storms that described
loops, hairpin-curved paths, and other irregular pat-
terns. Movement toward the southeast is rare, and
in any case of short duration. The entire Caribbean
area, the Gulf of Mexico, the coastal regions bor-
dering these bodies of water, and the Atlantic Coast
are subject to these storms during the hurricane
season.

Hurricanes develop over the southern portions of
the North Atlantic, mncluding the Gulf of Mexico,
and Caribbean Sea, mostly from June through Oc-
tober, infrequently in May and November, and rare-
ly in other months; the hurricane season reaches its
peak in September. An average of nine tropical
cyclones form each year (reaching at least tropical
storm intensity) and five of these reach hurricane
strength. June and July storms tend to develop in
the northwestern Caribbean or Gulf of Mexico
while during August there is an increase in number
and intensity, and the area of formation extends
east of the Lesser Antilles. September storms
develop between 50° W and the Lesser Antilles; in
the southern Gulf of Mexico, the western Carib-
bean, near the Bahamas, and around the Cape
Verde Islands. Formation in October shifts primari-
ly to the western Caribbean and off-season storms
are widespread with a slight concentration in the
southwestern Caribbean.

The average speed of movement of tropical
cyclones in the tropics is about 10 to 15 knots. This
speed, however, varies considerably according to
the location of the storm, its development, and at-
tendant meteorological conditions. The highest
rates of progression usually occur when the storm is

moving northward or northeastward in the middle
or higher latitudes. E

Locating and tracking tropical cyclones.—By
means of radio, the Weather Bureau collects
weather observations daily from land stations,
ships at sea, and aircraft. When a tropical cyclone is
located, usually in its early formative stage, it is fol-
lowed closely. In the North Atlantic, U.S. Navy,
Air Force, and ESSA aircraft make frequent flights
to the vicinity of such storms to provide informa-
tion needed for tracking the tropical cyclone and
determining its intensity. Long-range shore radar
stations follow the movement of the storm’s
precipitation area when it is in range. Bulletins are
broadcast to ships several times daily, giving infor-
mation on each storm’s location, intensity, and
movement. As a further aid, the mariner may obtain
weather reports by radio directly from other ships
in the vicinity of a tropical cyclone.

Signs of approach.—Although radio reports nor-
mally prove adequate for locating and avoiding a
tropical cyclone, knowledge of the appearance of
the sea and sky in the vicinity of such a storm is
useful to the mariner. The passage of a hurricane at
sea is an experience not soon to be forgotten.

An early indication of the approach of such a
storm is the presence of a long swell. In the absence
of a tropical cyclone, the crests of swell in the deep
waters of ths Atlantic pass at the rate of perhaps
eight per minute. Swell generated by a tropical
cyclone is about twice as long, the crests passing at
the rate of perhaps four per minute. Swell may be
observed several days before arrival of the storm.

When the storm center is 500 to 1,00 miles away,
the barometer usually rises a little, and the skies are
relatively clear. Cumulus clouds, if present at all,
are few in number and their vertical development
appears suppressed. The barometer usually appears
restless, pumping up and down a few hundredths of
aninch.

As the tropical cyclone comes nearer, a cloud
sequence begins which resembles that associated
with the approach of a warm front in middle
latitudes. Snow-white, fibrous ‘‘mare’s tails’’ (cir-
rus) appear when the storm is about 300 to 600 miles
away. Usually these seem to converge, more of
less, in the direction from which the storm is ap-
proaching. This convergence is particularly ap-
parent at about the time of sunrise and sunset.

Shortly after the cirrus appears, but sometimes
before, the barometer starts a long, slow fall. At
first the fall is so gradual that it only appears to alter
somewhat the normal daily cycle (two maxima and
two minima in the tropics). As the rate of fall in-
creases, the daily pattern is completely lost in the
more or less steady fall.

The cirrus becomes more confused and tangled,
and then gradually gives way to a continuous veil of
cirrostratus. Below this veil, altostratus forms, and
then stratocumulus. These clouds gradually become
more dense, and as they do so, the weather
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becomes unsettled. A fine, mist-like rain begins to
fall, interrupted from time to time by showers. The
barometer has fallen perhaps a tenth of an inch.

As the fall becomes more rapid, the wind in-
creases in gustiness, and its speed becomes greater,
reaching a value of perhaps 22 to 40 knots (Beaufort
6-8). On the horizon appears a dark wall of heavy
cumulonimbus, the bar of the storm. Portions of
this heavy cloud become detached from time to
time and drift across the sky, accompanied by rain
squalls and wind of increasing speed. Between
squalls, the cirrostratus can be seen through breaks
in the stratocumulus.

As the bar approaches, the barometer falls more
rapidly and wind speed increases. The seas, which
have been gradually mounting, become tem-
pestuous squall lines, one after the other, sweep
past in ever increasing number and intensity.

With the arrival of the bar, the day becomes very
dark, squalls become virtually continuous, and the
barometer falls precipitously, with a rapid increase
in the wind speed. The center may still be 100 to 200
miles away in a hurricane. As the center of the
storm comes closer, the ever-stronger wind shrieks
through the rigging and about the superstructure of
the vessel. As the center approaches, rain falls in
torrents. The wind fury increases. The seas become
mountainous. The tops of huge waves are blown off
to mingle with the rain and fill the air with water.
Objects at a short distance are not visible. Even the
largest and most seaworthy vessels become vir-
tually unmanageable, and may sustain heavy
damage. Less sturdy vessels do not survive.
Navigation virtually stops as safety of the vessel
becomes the prime consideration. The awesome
fury of this condition can only be experienced.
Words are inadequate to describe it.

If the eye of the storm passes over the vessel, the
winds suddenly drop to a breeze as the wall of the
eye passes. The rain stops, and skies clear suffi-
Ciently to permit the sun to shine through holes in
the comparatively thin cloud cover. Visibility im-
Proves. Mountainous seas approach from all sides,
apparently in complete confusion. The barometer
reaches its lowest point, which may be an inch and
a half or two inches below normal in hurricanes. As
the wall on the opposite side of the eye arrives, the
full fury of the wind strikes- as suddenly as it
Ceased, but from the opposite direction. The
sequence of conditions that occurred during ap-
proach of the storm is reversed, and pass more
quickly, as the various parts of the storm are not as
Wwide in the rear of a storm as on its forward side.
_Locating the center of a tropical cyclone.—If intel-
ligent action is to be taken to avoid the full fury of a
tropical cyclone, early determination of its location
and direction of travel relative to the vessel is es-
Sential, The bulletins and forecasts are an excellent
8eneral guide, but they are not infallible and may be
sufficiently in error to induce a mariner in a critical
Position to alter course so as to unwittingly increase

the danger of the vessel. Often it is possible, using
only those observations made aboard ship, to ob-
tain a sufficiently close approximation to enable the
vessel to maneuver to the best advantage.

As previously stated, the presence of an excep-
tionally long swell is usuaily the first visible indica-
tion of the existence of a tropical cyclone. In deep
water it approaches from the general direction of
origin (the position of the storm center when the
swell was generated). However, in shoaling water
this is a less reliable indication because the
direction is changed by refraction, the crests being
more nearly parallel to the bottom contours.

When the cirrus clouds appear, their point of con-
vergence provides an indication of the direction of
the storm center. I the storm is to pass well to one
side of the observer, the point of convergence shifts
slowly in the direction of storm movement. If the
storm center will pass near the observer, this point
remains steady. When the bar becomes visible, it
appears to rest upon the horizon for several hours.
The darkest part of this cloud is in the direction of
the storm center. If the storm is to pass to one side,
the bar appears to drift slowly along the horizon. If
the storm is heading directly toward the observer,
the position of the bar remains fixed. Once within
the area of the dense, low clouds, one should ob-
serve their direction of movement, which is almost
exactly along the isobars, with the center of the
storm being 90° from the direction of cloud move-
ment (left of direction of movement in the northern
hemisphere).

The winds are probably the best guide to the
direction of the center of a tropical cyclone. The
circulation is cyclonic, but because of the steep
pressure gradient near the center, the winds there
blow with greater violence and are more nearly cir-
cular than in extratropical cyclones.

According to Buys Ballot’s law, an observer who
faces into the wind has the center of the low pres-
sure on his right (northern hemisphere) and
somewhat behind him. If the wind followed circular
isobars exactly, the center would be exactly eight
points, or 90°, from dead ahead when facing into the
wind. However, the track of the wind is usually
inclined somewhat toward the center, so that the
angle dead ahead varies between perhaps 8 and 12
points (90° to 135°). The inclination varies in dif-
ferent parts of the same storm. It is least in front of
the storm, and greatest in the rear, since the actual
wind is the vector sum of that due to the pressure
gradient and the motion of the storm along the
track. A good average is perhaps ten points in front,
and 11 or 12 points in the rear. These values apply
when the storm center is still several hundred miles
away. Closer to the center, the wind blows more
nearly along the isobars, the inclination being
reduced by one or two points at the wall of the eye.
Since wind direction usually shifts temporarily dur-
ing a squall, its direction at this time should not be
used for determining the position of the center.
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When the center is within radar range, it might be
located by this equipment. However, since the
radar return is predominately from the rain, results
can be deceptive, and other indications should not
be neglected.

Distance from the storm center is more difficult to
determine than direction. Radar is perhaps the best
guide. The rate of fall of the barometer is of some
help; this is only a rough indication, however, for
the rate of fall may be quite erratic and will vary
somewhat with the depth of the low at the center,
the speed of the storm center along its track, and
the stage in the life cycle of the storm.

Maneuvering to avoid the storm center.—The
safest procedure with respect to tropical cyclones is
to avoid them. If action is taken sufficiently early,
this is simply a matter of setting a course that will
take the vessel well to one side of the probable
track of the storm, and then continuing to plot the
position of the storm center, as given in the weather
bulletins, revising the course as needed.

However, such action is not always possible. If
one finds himself within the storm area, the proper
action to take depends in part upon his position
relative to the storm center and its direction of
travel. It is customary to divide the circular area of
the storm into two parts. In the northern hemi-
sphere, that part to the right of the storm track (fac-
ing in the direction toward which the storm is mov-
ing) is called the dangerous semicircle. It is con-
sidered dangerous because (1) the actual wind speed
is greater than that due to the pressure gradient
alone, since it is augmented by the forward motion
of the storm, and (2) the direction of the wind and
sea is such as to carry a vessel into the path of the
storm (in the forward part of the semicircle). The
part to the left of the storm track is called the
navigable semicircle. In this part, the wind is
decreased by the forward motion of the storm, and
the wind blows vessels away from the storm track
(in the forward part). Because of the greater wind
speed in the dangerous semicircle, the seas are
higher here than in the navigable semicircle.

A plot of successive positions of the storm center
should indicate the semicircle in which a vessel is
located. However, if this is based upon weather bul-
letins, it is not a reliable guide because of the lag
between the observations upon which the bulletin is
based and the time of reception of the bulletin, with
the ever present possibility of a change in the
direction of motion of the storm. The use of radar
eliminates this lag, but the return is not always a
true indication of the center. Perhaps the most relia-
ble guide is the wind. Within the cyclonic circula-
tion, a veering wind (one changing direction to the
right in the northern hemisphere and to the left in
the southern hemisphere) indicates a position in the
dangerous semicircle, and a backing wind (one
changing in a direction opposite to a veering wind)
indicates a position in the navigable semicircle.
However, if a vessel is underway, its motion should

be considered. If it is outrunning the storm or
pulling rapidly toward one side (which is not dif-
ficult during the early stages of a storm, when its
speed is low), the opposite effect occurs. This
should usually be accompanied by a rise in at-
mospheric pressure, but if motion of the vessel is
nearly along an isobar, this may not be a reliable in-
dication. If in doubt, the safest action is usually to
stop long enough to determine definitely the
semicircle. The loss in valuable time may be more
than offset by the minimizing of the possibility of
taking the wrong action and increasing the danger to
the vessel. If the wind direction remains steady (for
a vessel which has stopped), with increasing speed
and falling barometer, the vessel is in or near the
path of the storm. If it remains steady with decreas-
ing speed and rising barometer, the vessel is on the
storm track, behind the center.

The first action to take if one finds himself within
the cyclonic circulation, is to determine the position
of his vessel with respect to the storm center. While
the vessel can still make considerable way through
the water, a course should be selected to take it as far
as possible from the center. If the vessel can move
faster than the storm, it is a relatively simple matter
to outrun the storm if sea room permits. But when
the storm is faster, the solution is not as simple. In
this case, the vessel, if ahead of the storm, will ap-
proach nearer to the center. The problem is to select
a course that will produce the greatest possible
minimum distance. This is best determined by
means of a relative movement plot.

As a very general rule, for a vessel in the northem
hemisphere, safety lies in placing the wind on the
starboard bow in the dangerous semicircle and on
the starboard quarter in the navigable semicircle. If
on the storm track ahead of the storm, the wind
should be put about two points on the starboard
quarter until the vessel is well within the navigable
semicircle, and the rule for that semicircle then fol-
lowed. With a faster than average vessel, the wind
can be brought a little farther aft in each case. How-
ever, as the speed of the storm increases along its
track, the wind should be brought farther forward.
If land interferes with what would otherwise be the
best maneuver, the solution should be altered to fit
the circumstances. If the speed of the vessel 15
greater than that of the storm, it is possible for the
vessel, if behind the storm, to overtake it. In this
case, the only action usually needed is to slov
enough to let the storm pull ahead.

In all cases, one should be alert to changes in the
direction of movement of the storm center, partici-
larly in the area where the track normally curves
toward the pole. If the storm maintains its directio?
and speed, the ship’s course should be maintained
as the wind shifts.

If it becomes necessary for a vessel to heave 10,
the characteristics of the vessel should be cot
sidered. A power vessel is concerned primarily wit
damage by direct action of the sea. A good gt:nel'al
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rule is to heave to with head to the sea in the dan-
gerous semicircle or stern to the sea in the navigable
semicircle. This will result in greatest amount of
headway away from the storm center, and least
amount of leeway toward it. If a vessel handles
better with the sea astern or on the quarter, it may
be placed in this position in the navigable semicircle
or in the rear half of the dangerous semicircle, but
never in the forward half of the dangerous semicir-
cle. It has been reported that when the wind reaches
hurricane speed and the seas become confused,
some ships ride out the storm best if the engines are
stopped, and the vessel is permitted to seek its own
position. In this way, it is said, the ship rides with
the storm instead of fighting against it.

In a sailing vessel, while attempting to avoid a
storm center, one should steer courses as near as
possible to those prescribed above for power ves-
sels. However, if it becomes necessary for such a
vessel to heave to, the wind is of greater concern
than the sea. A good general rule always is to heave
to on whichever tack permits the shifting wind to
draw aft. In the northern hemisphere this is the star-
board tack in the dangerous semicircle and the port
tack in the navigable semicircle.

Practical rules.—When there are indications of a
hurricane, vessels should remain in port or seek one
if possible. Changes in barometer and wind should
be carefully observed and recorded, and every
precaution should be taken to avert damage by
striking light spars, strengthening moorings, and if a
steamer, preparing steam to assist the moorings. In
the ports of the southern states hurricanes are
generally accompanied by very high tides, and ves-
sels may be endangered by overriding the wharf
where moored if the position is at all exposed.

Vessels in the Straits of Florida may not have sea
room to maneuver so as to avoid the storm track,
and should try to make a harbor, or to stand out of
the straits to obtain sea room. Vessels unable to
reach a port and having sea room to maneuver
usually observe the previously discussed general
rules for avoiding the storm center, which, for
power-driven vessels, are summarized as follows:

Right or dangerous semicircle. —Bring the wind on
the starboard bow (045° relative), hold course and
make as much way as possible. If obliged to heave
to, do so with head to the sea.

Left or navigable semicircle.—Bring the wind on
the starboard quarter (135° relative), hold course
and make as much way as possible. If obliged to
heave to, do so with stern to the sea.

On storm track, ahead of center.—Bring the wind
tWo points on the starboard quarter (157%° rela-
tive), hold course and make as much way as possi-

le. When well within the navigable semicircle,
Maneuver as indicated above. :

On storm track, behind center.—Avoid the center
by the best practicable course, keeping in mind the

tendency of tropical cyclones to curve northward
and eastward.

Coastal effects.—The high winds of a hurricane in-
flict widespread damage when such a storm leaves
the ocean and crosses land. Aids to navigation may
be blown out of position or destroyed. Craft in har-
bors, unless they are properly secured, drag anchor
or are blown against obstructions. Ashore, trees are
blown over, houses are damaged, power lines are
blown down, etc. The greatest damage usually oc-
curs in the dangerous semicircle a short distance
from the center, where the strongest winds occur.
As the storm continues on across land, its fury sub-
sides faster than it would if it had remained over
water.

Along the coast, particularly, greater damage may
be inflicted by water than by the wind. There are at
least four sources of water damage. First, the
unusually high seas generated by the storm winds
pound against shore installations and craft in their
way. Second, the continued blowing of the wind
toward land causes the water level to increase per-
haps three to ten feet above its normal level. This
storm tide, which may begin when the storm center
is 500 miles or even farther from the shore,
gradually increases until the storm passes. The
highest storm tides are caused by a slow-moving
hurricane of large diameter, because both of these
effects result in greater duration of wind in the
same direction. The effect is greatest in a partly en-
closed body of water, such as the Gulf of Mexico,
where the concave coastline does not readily permit
the escape of water. It is least on small islands,
which presents little obstruction to the flow of
water. Third, the furious winds which blow around
the wall of the eye often create a ridge of water
called a storm surge, which strikes the coast and
often inflicts heavy damage. The effect is similar to
that of a Tsunami (seismic sea wave ) caused by an
earthquake in the ocean floor. Both of these waves
are popularly called tidal waves. Storm surges of 20
feet or more have occurred. About three or four
feet of this is due to the decrease of atmosphere
pressure, and the rest to winds. Like the damage
caused by wind, that due to high seas, the storm
tide, and the storm surge is greatest in the dan-
gerous semicircle, near the center. The fourth
source of water damage is the heavy rain that ac-
companies a tropical cyclone. This causes floods
that add to the damage caused in other ways.

When proceeding along a shore recently visited
by a hurricane, a navigator should remember that
time is required to restore aids to navigation which
have been blown out of position or destroyed. In
some instances the aid may remain but its light,
sound apparatus, or radiobeacon may be inopera-
tive. Landmarks may have been damaged or
destroyed.

Principal ports.—The ports within the area of this
Coast Pilot which have deep-draft commercial traf-
fic are Morehead City, N.C.; Wilmington, N.C.;
Georgetown, S.C.; Charleston, S.C.; Port Royal,
S.C.; Savannah, Ga.; Brunswick, Ga.; Fernandina
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Beach, Fla.; Jacksonville, Fla.; Port Canaveral,
Fla.; Fort Pierce, Fla.; Port of Palm Beach (near
West Palm Beach), Fla.; Port Everglades (Fort Lau-
derdale), Fla; Miami, Fla.; and Key West, Fla. The
larger ports of the group are Wilmington, Char-
leston, Savannah, Jacksonville, Port Everglades,
and Miami. Jacksonville is the largest port on the
east coast south of Hampton Roads and is a major
ship repair center.

Pilotage.—Pilotage is compulsory for all foreign
vessels and U.S. vessels under register in the
foreign trade at the ports where state pilots are
available. Pilotage is o ptional for coastwise vessels
who have on board a pilot properly licensed by the
Federal Government. Only at Wilmington, Char-
leston, and Jacksonville 1s there a pilot station
which is manned 24 hours daily; at the other ports,
arrangements for pilots must be made well in ad-
vance. Detailed information on pilotage procedures
is given in the text for the ports concerned.

Local boatmen or fishermen competent to act as
pilots for parts of the Intracoastal Waterway and in-
terior waters can ususlly be found at the larger ci-
ties and towns along the route or near the entrances
to the various tributaries.

Towage.—Tugs are available at the major ports;
they can usually be obtained for the smaller ports
on advance notice if none are available locally. Ar-
rangements for tugs should be made in advance
through the ships’ agents or the pilots. See the text
for the ports concerned as to the availability of tugs.

Harbormasters are appointed for most of the prin-
cipal ports. They have charge of the anchorage and
berthing of vessels.

Supplies.—Fuel oil, diesel oil, and all other sup-
plies and services for large vessels are available at
Morehead City, Wilmington, Charleston, Savan-
nah, Jacksonville, Port Everglades, and Miami.
Fuel oil and diesel oil are available locally, or can be
barged or trucked in from another port, at Geor-
getown, Port Royal, Brunswick, Fernandina Beach,
Fort Pierce, Port of Palm Beach, and Key West;
other supplies and services for ships are limited at
these ports.

Repairs.—Large oceangoing vessels can be
drydocked and have major repair work done at
Charleston, Savannah, Jacksonville, and Port Ever-
glades; the drydock capacities range from 4,200
tons (Port Everglades) to 18,000 tons (Jacksonville).

Smaller vessels of from 800 to 1,000 tons may also
be drydocked at Wilmington and Miami. See text
for details.

Small-craft facilities. —Supplies, services, and
repair facilities for small craft are at all the ports
and at numerous places along the Intracoastal
Waterway and on the tributaries branching from it.
Many facilities are described in the text; a more
complete listing is shown on the small-craft charts.

See Appendix for tabulation of some of the prin-
cipal small-craft facilities along the Intracoastal
Waterway from Norfolk, Va. to Key West, Fla.,
and the controlling clearances of bridges, overhead
cables, and locks.

Sailing vessels and power-driven vessels of less than
65 feet in length navigating narrow channels shall not
hamper the safe passage of larger steam vessels which
can navigate only inside that channel.

Standard time.—The coastal areas covered by this
Coast Pilot use eastern standard time (75°W.),
which is 5 hours slow of Greenwich mean time. Ex-
ample: When it is 1000 at Greenwich, it is 0500
along this coast.

Daylight saving time.— Throughout the area of this
Coast Pilot, clocks are advanced one hour on the
last Sunday in April and are set back to standard
time on the last Sunday in October. '

Legal holidays.—In the areas covered by this
Coast Pilot, the following holidays are observed
thourghout:

January 1, New Year’s Day; January 19, Robert
E. Lee’s Birthday; February 22, Washington’s
Birthday; July 4, Independence Day; Labor Day;
November 11, Veterans Day; Thanksgiving Day;
December 25, Christmas Day. .

In addition, these holidays are observed as in-
dicated: Arbor Day, third Friday in January,
Florida; Easter Monday, North Carolina; April 2,
Pascua Florida Day, Florida; April 12, Halifax Day,
North Carolina; April 13, Thomas Jefferson’s
Birthday, Virginia, April 14, Pan American Day,
Florida; April 26, Confederate Memorial Day,
Georgia and Florida; May 10, Confederate Memor-
al Day, North Carolina and South Carolina; May
20, Mecklenburg Day, North Carolina; May 30,
Memorial Day, Virginia, North Carolina and
Florida; June 3, Jefferson Davis’ Birthday, South
Carolina, Georgia, and Florida; October 12, Colunr
bus Day, Georgia and Florida.
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Charts 1109, 1110.—This chapter describes a 190-
mile section of the Virginia and North Carolina
coastline between Cape Henry and Cape Lookout,
known as The Outer Banks, and the senies of
sounds and tributary waters behind the banks
through which the Intracoastal Waterway passes
from Chesapeake Bay southward. The Outer
Banks, a line of long, low, and narrow islands, in-
clude the Portsmouth Isiands, the uninhabited Core
Banks, and Bodie, Hatteras, and Ocracoke Islands,
parts of which comprise the Cape Hatteras National
Seashore Recreational Area. The Intracoastal
Waterway is described in Chapter 12.

There are no deepwater ports along this stretch of
the coast. Oregon, Hatteras, and Ocracoke Inlets
provide the main entrances to the shallow, sandy-
bottom waters behind The Outer Banks. These in-
lets are used principally by fishing vessels.

Discussed in this chapter are the waters of Al-
bemarle Sound and its tributaries Little,
Perquimans, Chowan, and Roanoke Rivers, and the
towns of Hertford, Edenton, and Plymouth;
Croatan and Roanoke Sounds, Roanoke Island, and
the towns of Kitty Hawk, Nags Head, Manteo, and
Wanchese; Pamlico Sound and the towns of
Roc_ianthe, Avon, Buxton, Hatteras, and Ocracoke
Wwhich are on the western side of The Outer Banks;
Pamlico River and the towns of Swanquarter, Bath,
and Washington; Neuse River and the town of New
Bern; and Core Sound, Cedar Island, and the towns
of Atlantic, Sealevel, Davis, and Marshallberg.
These ports and waters support considerable traffic
In barges and pleasure craft, and a large fishing and
boatbuilding industry.

There are many off-lying shoals and other hazards
along this coast including Diamond Shoals and
Cape Lookout Shoals. Deep-draft vessels should
give these dangers a wide berth.

Many restricted and danger areas are located
offshore and in the inland waters; see Chapter 2 for
rules and regulations.

The low sandy beaches of the coastline do not
present any good radar targets.

The Traffic Separation Scheme at the entrance to
Chesapeake Bay is described in United States Coast
Pilot 3, Atlantic Coast—Sandy Hook to Cape Henry.

Charts 1227, 120—SC.—The summer resort of
glrgmia Beach is about 5 miles southward of Cape
énry Light. Many high-rise buildings and two
pater tanks are prominent. Some of these are
3lghte_d at night. The cupola of the Cavalier Hotel,
4 miles south of Cape Henry Light, is distinctive.

Rudee Inlet, at the southern end of Virginia Beach
and about 6 miles south of Cape Henry Light, is
protected by two jetties at the entrance. The inlet is
privately maintained, and is reported subject to
seasonal shoaling; local knowledge is advised.
Private lights mark the ends of the jetties; a fog
signal is at the south jetty light.

The inlet leads northward to Lake Rudee, and
southward to Lake Wesley. A fixed highway bridge
with a clearance of 28 feet crosses the arm of the
inlet leading to Lake Rudee. Several overhead
power cables with a least known clearance of 54
feet cross eastward of the bridge. A small, tempora-
ry municipal marina for charter fishing boats is on
the north shore of Lake Rudee close westward of
the bridge. In April 1969, a marina was under con-
struction on the south shore of Lake Rudee directly
opposite the temporary marina. The new marina
will replace the temporary one when completed.

Local magnetic disturbance.—Differences of as
much as 6° from the normal variation have been ob-
served 3 to 17 miles offshore from Cape Henry to
Currituck Beach Light.

A naval restricted area extends northward, east-
ward, and southeastward from Cape Henry; see
207.158, Chapter 2, for limits and regulations.

A naval prohibited area is off Camp Pendleton, 7.4
miles southward of Cape Henry; limits and regula-
tions are given in 204.53, Chapter 2.

Danger zones of naval firing ranges are about 8 and
9 miles southward of Cape Henry; limits and regula-
tions are given in 204.51a and 204.52, Chapter 2.

Radar domes and a red and white checkered water
tank, 158 feet above the water, are prominent at the
Dam Neck Naval Station about 9 miles southward
of Cape Henry Light.

At Sand Bridge, about 11 miles south of Cape
Henry Light, a tower is prominent and there are
about 3 miles of beach residences south of Sand
Bridge.

In 1969, the former Coast Guard Station at Little
Island, 14.5 miles south of Cape Henry Light, was
beinghdeveloped into a park by the City of Virginia
Beach.

Part of Back Bay National Wildlife Refuge ex-
tends from 15 to 18.5 miles south of Cape Henry
Light along The Outer Banks.

False Cape, so called because of its resemblance
to Cape Henry when approaching from southward,
is about 22 miles southward of Cape Henry Light.
Several spots with depths of 10 to 17 feet are 0.8 to
1.5 miles offshore from False Cape.

Sand dunes in this area have a tendency to al-
ternately erode and then build up again as the
seasons change, generally working to the
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southward; they should not be depended upon as
navigational marks.

Charts 1229, 129—SC.—Currituck Beach Light
(36°22.6' N., 75°49.8' W.), 158 feet above the water,
is shown from a red conical tower on the beach near
the settlement of Corolla. The buildings of the
former Caffey Inlet Coast Guard station is 9.8 miles
southward of the light. Caffey Inlet is closed.

Danger zones are between Currituck Beach Light
and Oregon Inlet; limits and regulations are given in
204.54 (a) (3), (4), and (5), and (d) (1), and (4),
Chapter 2.

Local magnetic disturbance.—Differences of as
much as 11° from the normal variation have been
observed 5 to 7 nautical miles offshore from Cur-
rituck Beach Light to Wimble Shoals (36°22.6' N,
t0 35°35.0' N.).

A conspicuous steel tower is just eastward of
Kitty Hawk, 20 miles southward of Currituck
Beach Light. Wright Monument, a high stone
memorial on the highest of the Kill Devil Hills, 3.5
miles southward of Kitty Hawk, is very prominent
and is a good landmark on this low sandy coast
where there are very few conspicuous objects.

Bodie Island Light (35°49.2' N., 75°33.8' W.), 156
feet above the water, is shown from a conical
tower, with alternate white and black horizontal
bands above the granite base, about 2 miles
northward of the southern end of Bodie Island, and
36 miles southward of Currituck Beach Light.

Oregon Inlet, 2 miles southward of Bodie Island
Light, is entered over a shifting bar. A lighted whis-
tle buoy marks the approach; other buoys, not
charted, are frequently shifted in position to mark
the best water. The iniet, used by local fishing ves-
sels, but not recommended to strangers, requires
continuous dredging; it deepens with northwest
winds and fills in with northeast winds. Tidal cur-
rents in the inlet are reported to be as much as §
kgots. Storm warning signals are displayed; see
chart.

A highway bridge crosses the inlet; the fixed
channel span has a clearance of 65 feet over the
main channel. A Coast Guard station is on the south
side of the iniet. Oregon Inlet Light (35°46.1' N.,
75°31.4' W.) , 54 feet above the water, is shown
from the Coast Guard station lookout tower. A
radiobeacon is near the light.

Three marked dredged channels with a federal
project depth of 12 feet lead from Oregon Inlet into
Pamlico Sound. Oregon Inlet Channel leads west-
ward from the inlet to a junction with Ol House
Channel, which then leads southwestward into
Pamlico Sound. From the junction, the inlet chan-
nel continues northward to a junction with Roanoke
Sound Channel, which continues northward to a
turning basin at Manteo. A side channel of the same
project depth leads westward to a turning basin at

Wanchese at the south end of Roanoke Island. A
connecting channel with a project depth of 6 feet
continues northward into Albemarle Sound from
the north end of the Roanoke Sound Channel. See
Notice to Mariners and latest editions of charts for
controlling depths.

On the southern end of Bodie Island, just west of
the bridge, there is a small-boat basin operated by
the National Park Service from April through Sep-
tember. In 1969, depths of 4 to 12 feet were re-
ported in the basin. An unlighted buoyed channel
leads from the west-southwestward through Walter
Slough to the basin. The aids, not charted, are
frequently shifted in position to mark the best
water. Gasoline, diesel fuel, water, ice, and a boat-
launching ramp are available. The service station
and store are prominent. Charter boats depart from
here for deep-sea fishing.

Pea Island, on the south side of the entrance to
Oregon Inlet, and the waters to the westward of the
island, have been designated as a National Wildlife
Refuge. Pea Island is the northern extension of Hat-
teras Island.

Roanoke Island, close westward of Bodie Island,
separates Roanoke Sound on the east from Croatan
Sound on the west.

Wanchese is a small town near the south end of
Roanoke Island west of the entrance to Mill Creek.
Gasoline, diesel fuel, water, groceries, and small
charter boats can be obtained at the fishhouses and
small docks. The largest of three marine railways in
Mill Creek can haul out craft up to 60 feet in length
for hull and engine repairs; there is a machine shop
at the larger railway. There is a small-boat
launching ramp. A large fleet of trawlers up to 110
feet in length take shelter and unload here.

Just south of Mill Creek there is a marine railway
that can haul out craft up to 50 feet in length; there
is a small-boat launching ramp.

A marine railway that can handle craft up to 60
feet in length is on the unnamed creek on the
western side of Roanoke Island opposite Mil
Creek, about 500 yards southward of Baum Creek.
Berthage, electricity, gasoline, and water are
available.

The causeway over Roanoke Sound connects
Roanoke Island with Bodie Island and U.S. Rout¢
64-264 highway to Norfolk. It has a swing span with
a clearance of 11 feet; see 117.240, Chapter 2, for
drawbridge regulations and opening signals.

Manteo, the principal town on Roanoke Island
and the seat of Dare County, is at the head of Shal
lowbag Bay, which indents the island near 1S
northeast end. A large elevated tank in the town 18
conspicuous. Gasoline, diesel fuel, water, somé
supplies, and berthing facilities are available. Oil 1§
barged into an oil terminal at Manteo.

Storm warning signals are displayed; see chart.

Historic Fort Raleigh, site of the Lost Colony, is 2!
the northern end of Roanoke Island. A nation?!
park is at Fort Raleigh.
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Nags Head is a summer resort on the east side of
"Roanoke Sound, 3.5 miles northeastward of Man-
teo. Other inland waters are described in another
section.

Platt Shoals, consisting of several spots covered
27 to 34 feet, are east-southeastward of Oregon
Inlet and 2.5 to 4 miles offshore. Between the shoals
and the shoal water off the shore the depths are 39
to 85 feet. In casterly gales the shoaler spots are
marked by breakers.

Wimble Shoals, 15 miles southward of Oregon In-
let, are a number of ridges extending offshore about
4 miles, with depths ranging from 21 to 36 feet. In
easterly gales the shoaler parts are marked by
breakers. A lighted whistle buoy is outside the
shoals.

Local magnetic disturbance.—Differences of as
much as 8° from the normal variation have been ob-
served in 35°32.0" N., 75°21.2' W, (chart 1232). Dif-
ferences of as much as 3° from the normal variation
have been observed 6 to 12 miles offshore from
Wimble Shoals to Cape Hatteras.

A telephone tower at Waves about 12.8 miles

southward of Oregon Inlet Light is a prominent ob-
ject.

Chart 1232.—Cape Hatteras, where the coast
makes a sharp turn westward, is low and sandy.
Cape Hatteras Light (35°15.3' N., 75°31.2' W.), 191
feet above the water, is shown from a black and
white spirally banded tower on red brick base.
About one mile northwest of Cape Hatteras Light, a
telephone tower, a green water tower, and a radar
sphere, in close proximity to each other, are
prominent. A loran tower is about one mile
southward of Cape Hatteras Light. A Coast Guard
station is 0.8 mile southwest of the light.

Weather.—Tropical cyclones in the summer and
€Xtratropical storms in the winter plague the
Mariner in this region. Winter storms often form in
the waters off the Cape and move northward before
reaching full force. However, hurricanes are often
at full intensity when they pass Cape Hatteras and
the many hulls of shipwrecked vessels attest to the
ury of their winds and waves.

atteras, with its maritime climate experiences
few days when summer temperatures go above 90°
F, and during the winter freezing temperatures are
gglgs about one-half as common as at inland sta-

al;r;,le wind at Cape Hatteras, averages 8-11 knots
¢ar round, See Appendix for Cape Hatteras chi-
mﬂtt:hgical table. o e
rm warning display locations are listed on the
(S:&CYS charts and shown on the Marine Weather
lerrgac‘fs Charts published annually by the Weather
Sobhlmnd Shoals extend off Cape Hatteras in a
utheasterly direction for about 9 miles. Depths of

3 feet have been found on the shoaler parts.
Diamond Shoals include Hatteras Shoals, Inner
Diamond Sheal, and Outer Diamond Shoal. Hatteras
Shoals, with little water over them, are usually
marked by breakers. Outer Diamond Shoal consists
of irregular patches, with depths of 3 to 18 feet,
which are usually marked by breakers.

Caution.——Hydrography is not charted on
Diamond Shoals due to the changeable nature of the
area. Navigation in the area is extremely hazardous
for all types of craft. During strong winds the cur-
rents set across the shoals with great velocity.

The difficulty of making proper allowance for the
Gulf Stream, and the strong currents near the
shoals, may cause considerable error in the reckon-
ing. When approaching in thick weather, and uncer-
tain of the position, care should be taken to stay in
at least 20 fathoms, or preferably 30 fathoms.
Diamond Shoal Light is the guide for clearing the
shoals.

Diamond Shoal Light (35°09.2' N., 75°17.8' W.),
120 feet above the water, is shown from an orange
tower on white deckhouse constructed on a four
legged metal structure, in 54 feet of water about
12.5 miles southeast of Cape Hatteras Light. The
name DIAMOND is displayed in white letters on all
four sides of the structure and the tower legs are
floodlighted. A fog signal and radiobeacon are at
the light. Storm warning signals are displayed
daytime only.

From Cape Hatteras to Cape Lookout the coast
trends generally southwestward for 64 miles and is
broken by several inlets. For 6 miles from Cape
Hatteras it is thickly wooded near the beach, and
between the woods and the beach is a range of sand
dunes 10 to 40 feet high. For the remainder of the
distance the coast is a narrow barrier beach with nu-
merous sand dunes. The coast is fairly bold, and
depths of 4 to 7 fathoms will be found within 0.5
mile offshore, except off Hatteras Inlet, where
shoals extend out 1.2 miles, and off Ocracoke Inlet,
where they make out 1.6 miles.

Hatteras Inlet, 11 miles westward of Cape Hat-
teras Light, is entered over a shifting bar which is
subject to continual change; local knowledge is
recommended. The approach is marked by a lighted
bell buoy; buoys marking the channel over the bar
are not charted because they are frequently shifted
in position. An 80-foot lookout tower on the east
side of the inlet is a conspicuous mark; a marker
radiobeacon is at the tower. A green water tower
about 2.6 miles east-northeastward of the tower is
prominent.

Hatteras, a town 3 miles northeast of Hatteras In-
let, has several stores, a hotel, several motels, and
restaurants. A Coast Guard station is on Austin
Creek, 0.8 mile southwest of the town. Storm warn-
ing signals are displayed; see chart. There is a con-
tract physician’s office of the U.S. Public Health
Service in the town; see Appendix for address.
There are several small wharves in the basin at Hat-
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teras where gasoline, diesel fuel, water, and limited
small-craft repairs can be obtained. Extensive
repairs can be made at Wanchese.

A dredged channel in Long Slue leads from Hat-
teras Inlet gorge to Rollinson Channel in the vicinity
of the basin entrance at Hatteras. In July 1969, the
midchannel controlling depth was 10 feet. The
channel is marked by lights and buoys. A privately
maintained side channel leading into Austin Creek,
in 1963, had a depth of 3% feet at the entrance
thence 5% feet in the channel to the Coast Guard
pier and the ferry landing. The creek channel is
marked by two lights.

A small ferry carries vehicles and passengers
across Hatteras Inlet from Austin Creek to
Ocracoke Island.

Tides.—The mean range of tide is 2 feet on the
bar. In the channels the height of the water depends
upon the direction and force of the wind. Daily pre-
dictions are given in the Tide Tables.

Currents.—The tidal currents in the channel
through the inlet are influenced by winds, and attain
velocities of 2 knots. For predicted times and
velocities see the Tidal Current Tables.

Other channels in Pamlico Sound are described in
another part of this chapter.

Chart 419.—-Ocracoke Inlet, 27 miles west-
southwest of Cape Hatteras Light (chart 1232), is
entered over a shifting bar between the southern
end of Ocracoke Island and the northern end of
Portsmouth Island; the bar is subject to frequent
changes. A lighted bell buoy marks the approach.
Other buoys marking the inlet are not charted
because they are frequently shifted in position;
local knowledge is advised.

Ocracoke Light (35°06.5' N., 75°59.2' W.), 75 feet
above the water, is shown from a white tower near
a clump of woods on the western part of Ocracoke
Island and about 3 miles northeastward of
Ocracoke Inlet. A Coast Guard station is 0.4 mile
north of the light. Storm warning signals are dis-
played; see chart.

Several channels or sloughs lead from Ocracoke
Inlet through the shoals to deep water in Pamlico
Sound. Teaches Hole Channel follows the western
side of Ocracoke Island and connects with Silver
Lake through a dredged channel at Ocracoke. It
also joins Big Foot Slough Channel northwest of
Ocracoke which leads to Pamlico Sound. In April
1969, the midchannel controlling depth in the en-
trance channel to Silver Lake was 9% feet. Teaches
Hole Channel is subject to frequent changes; buoys
are frequently shifted in position. In April 1969, the
controlling depth in Big Foot Slough Channel was 9
feet. Strong currents have been experienced in
these channels; the buoys, lights, and daybeacons
must be followed closely.

A swash channel marked by buoys connects Big
Foot Slough Channel with Nine Foot Shoal Channel,
which leads off in a northwesterly direction. The

controlling depth is about 5 feet through the swas}
channel to Pamlico Sound. Some local vessels use
this channel as a short cut, but Big Foot Slough
Channel is the recommended channel.

There are other unmarked shallow channels lead-
ing from Ocracoke Inlet to Pamlico Sound, but they
should not be used without local knowledge
because of the shifting shoals.

The town of Ocracoke, 3.5 miles inside the inlet, i
frequented by numerous fishing vessels. Supplies ir
limited quantities are available. Gasoline, diesel
fuel, water, electricity, and ice may be obtained al
the piers.

A toll ferry transports passengers and autos daily
from Ocracoke to a ferry landing on the north side
of Cedar Island, about 12 miles by road north of At-
lantic on the mainland, and a mail boat runs to Port-
smouth three days a week. There are several motels
and restaurants in the village. There are numerous
points of interest on the island and the National
Park Service has a museum at the village and also
maintains camp sites for tourists. Facilities for
repairing boats are limited.

Silver Lake, a circular basin at Ocracoke, affords
good anchorage in depths of 12 feet, and has severa
wharves extending from the shore to depths of 10 or
more feet. A small marine railway on the west short
of Silver Lake can haul boats up to 50 feet in length
for hull repairs only.

Portsmouth is a small town on the west shore of
Ocracoke Inlet. A spire and a cupola here ar
;Sarominent landmarks. The inactive Coast Guard

tation, the largest building, is near the inlet.

Tides.—The mean range of tide is 1.9 feet over the
bar at Ocracoke Inlet and one foot in Silver Lake.
In the channels, the height of the water depends
upon the direction and force of the wind. Daily pre-
dictions are given in the Tide Tables.

Currents.—The currents in the inlet and connect:
ing channels are influenced by the winds. The ebb
current usually has a greater velocity than the flood
Velocities up to 4 knots have been observed. Cur
rent predictions for several locations in the chan
gfls may be obtained from the Tidal Current T#

es.

Drum Inlet, 17 miles southwestward of Ocracok
Inlet, is an opening in the barrier beach leading !
deep water in Core Sound. The unmarked chann¢
is constantly shifting and should be used only wit
local knowledge.

Chart 1233.—Cape Lookout is the extremity of
long and very narrow sand beach projecting into t»
sea where the coast angles sharply westward. Cap
Lookout Light (34°37.3' N., 76°31.5' W.), 156 fe¢
above the water, is shown from a black-and-whi
diagonally checkered tower on the north point ¢
the cape. A radiobeacon is about 1.5 miles sout?
southwestward of the light, and a Coast Guard s
tion is 0.2 mile north of the radiobeacon.
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. Cape Lookout Shoals extend about 9 miles south-
southeastward from the cape where they are
marked by a lighted buoy. Their greatest width is
about 2 miles, and depths over the shoals range
from 2 to 18 feet. Lookout Breakers is the local
name for the ridge, covered 2 feet, about 4 miles out
on the shoals south of the cape. Between Lookout
Breakers and the cape are several other spots which
break heavily.

Outside the shoals proper are two irregular shoals
with depths of 28 feet over them. These can be
avoided by passing south of the lighted whistle
buoy about 18 miles south-southeastward of the
cape. In thick weather a vessel should stay in 14
fathoms or more if uncertain of its position. A
number of wrecks with varying depths over them
are in the vicinity of the shoals; some are marked.

Chart 420.—Lookout Bight, on the west side of
Cape Lookout, affords good anchorage for large
vessels, except with winds from south through west
to northwest. This harbor of refuge is protected by
a rubblestone breakwater awash at low water and
hardly visible when a heavy sea is running; its outer
end is marked by a lighted bell buoy. Mariners
should give it a wide berth in bad weather.

Good anchorage, with ample swinging room, may
be had northeast of the breakwater in 30 to 35 feet,
soft mud bottom. This anchorage is not free from
swell, however, and small vessels at anchor may be
uneasy if the seas are high. Large oceangoing ves-
‘sels usually anchor north or northwest of the break-
Water in 39 to 45 feet, soft sand and mud bottom.

Good anchorage for small vessels can be had in
the inner bight south of Wreck Point in 14 feet, good
holding ground of soft mud. Prevailing swell from
the southwest is effectively excluded, but the sur-
Tounding terrain is too low to greatly restrain the
force of wind. A severe blow from the northerly
direction may cause a vessel to drag, but most boats
drop an extra anchor if the wind reaches gale force

fom any direction.

There is a marina on the southeast shore of the

ight where gasoline, water, ice, and some provi-
Sions may be obtained. There are restrooms and a
Snack bar at the head of the pier which has 2 feet of
Water alongside.

A federal project provides for a channel 7 feet
Beep from deep water in Lookout Bight through

arden Inlet and Lighthouse Bay to deep water in
N ack Sound. The channel is very unstable and has a

endency to fill. In February-June 1969, the
rnilldCham}el controlling depth was 4% feet. The
‘Channe] is wel] marked, however, the uncharted
'rUOYS and daybeacons through Barden Inlet are
zw;luently shifted in position to mark the best
cor. Local knowledge or radio check with the
223t Guard station at Cape Lookout is advised.
de ¢ channels in Back Sound and Core Sound are
‘escribed in another section.

INLAND WATERS

Boundary lines of inland waters.—There are no
specific lines established for the inland waters
covered in the remainder of this chapter. The
general rules for inland waters apply; see 82.2,
Chapter 2.

Charts 1227, 1229, 129—SC.—Currituck Sound is
a narrow and shoal body of water which extends for
25 miles in a north-south direction behind the barri-
er beach near Currituck Beach Light. The southern
part of the sound is navigable for craft drawing 4 or
5 feet to the junction with Albemarle Sound, but
navigation among the extensive shoals depends on
local knowledge of the channels and on the level of
the water. The northern part of the sound is practi-
cally unnavigable due to dense grass. There are no
peniodic tides in Currituck Sound, the water level
dqunding upon the force and direction of the
winds.

Charts 1227, 129—SC.—Back Bay and its connec-
tions with Currituck Sound extends a little over 10
miles northward from the northeastern end of the
sound. This shoal bay is navigable only for small
boats. Northward of Back Bay are shallow Shipps
Bay and North Bay. Facilities with small-boat
launching ramps, and some with gasoline, water,
ice, and bait and tackle, are along the western
shores of Back, Shipps, and North Bays.

North Landing River extends mn a north-
northwesterly direction from the north end of Cur-
rituck Sound. The river is a part of the Intracoastal
Waterway and is described in Chapter 12.

Naval aircraft bombardment target areas are in
North Landing River off Troublesome Point, in
Currituck Sound east of Bell Point, and north of
Currituck Beach Light; limits and regulations are
given in 204.54 (a) (1), (2) and (3), and (d) (1) and (4),
Chapter 2.

Chart 1229.—Several landings are on the east
shore of Whale Head Bay, just southward of Cur-
rituck Beach Light (36°22.6' N., 75°49.8' W.).

The landing at Poplar Branch, on the western
shore of Currituck Bay, about 6 miles south-
southwestward of Currituck Beach Light, is
frequented by local fishermen and duck hunters. In
1968, depths of 2 feet were reported in the approach
to the pier and one foot alongside. In 1963, craft
drawing 2 feet could pass through the channel to
Gaffey Landing, about 2 miles south of Poplar
Branch.

Piper Hill, on the outer beach, about 4 miles east
of Poplar Branch, is approached through Lone Oak
Channel and Beasley Bay. Lights mark the channel.
In 1963, a draft of 2 feet could be carried through
the channel but local knowledge is required to make
the crossing of Poyner Bar. Dense grass covers the
whole area.
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Wright Memorial (U.S. Route 158) Highway Bridge
over the south end of Currituck Sound between
Sampson Point and the outer beach, has a 40-foot
fixed span over the navigation channel with a
clearance of 35 feet. An overhead power cable, with
a clearance of 55 feet at the center of the channel, is
about 100 yards northward of and parallel to the
bridge.

Charts 129—SC, 829—SC, 831—SC, 1229—Al-
bemarle Sound is about 45 miles long in an east-west
direction, and in width ranges from 11 miles near its
eastern end to 3 miles about 10 miles from the
western end. The sound has good navigable depths
for any vessel able to pass through the canals and,
with its numerous tributaries, forms the approach
to many towns and landings.

There are depths of 10 to 18 feet along the routes
from North River and Pasquotank River to Croatan
Sound and Alligator River, and less water farther
eastward. Fish stakes and nets, extending long
distances from shore are often found on the shoals,
especially at the northern entrance to Croatan
Sound. The shores of Albemarle Sound are low and

enerally wooded; there are no prominent natural

eatures.

Naval aircraft bombardment target areas are on
both sides of Albemarle Sound between Alligator
River and the first bridge to the westward; see
204.54 (b), (d) (2) and (4), Chapter 2, for limits and
regulations.

The eastern end of Albemarle Sound, which is
separated from the Atlantic Ocean by the barrier
beach about 15 miles north of Bodie Island Light, is
connected northward with Currituck Sound and
southward with Croatan and Roanoke Sounds, and
by the latter sounds with Pamlico Sound.

Westward of Laurel Point, about 33 miles from
the east end of Albemarle Sound, the water is
usually fresh or slightly brackish. The rise and fall
of tge water level depends on the direction of the
winds.

Charts 1229, 129—SC.—Kitty Hawk Bay, with
depths of about 3 to 8 feet, is at the east end of Al-
bemarle Sound. Daybeacons mark the best water
into the bay. Kitty Hawk is a small town on the
north side of the bay. There are several private
landings along its shores. A public marina is at
Avalon Beach at the southeastern end of the bay;
berths, electricity, water, ice, and a launching ramp
are available.

North River, on the north side of Albemarle
Sound near the eastern end, is a part of the In-
tracoastal Waterway and is described in Chapter 12.

Chart 829—SC.—Pasquotank River Entrance
Light (36°09.4' N., 75°58.7’ W.), 23 feet above the
water and shown from a small white house on piles

with a black and white checkered diamond
daymark, marks the entrance to Pasquotank River,
A light is about 2.2 miles westward of the entrance
light. The river, entered between Wade Point on the
west and Camden Point on the east, and Elizabeth
City are described in connection with the Dismal
Swamp Route of the Intracoastal Waterway,
Chapter 12.

Chart 129—SC.—Flatty Creek, about 7.5 miles
westward of Pasquotank River Entrance Ligh
(36°09.4' N., 75°58.7' W.), is shoal and little used;
depths over the bar, in 1963, were 3 feet and 3 to§
feet inside for a distance of 3.5 miles. A small-crafl
facility is on the east side of the entrance to the
creek. Berths, electricity, gasoline, water, ice, and
a launching ramp are available.

Little River is on the north side of Albemarik
Sound and 4 miles westward of Flatty Creek. The
channel at the entrance is about 0.3 mile wide
between shoals, and is marked by a daybeacon. The
river has a general northwesterly trend to the village
of Nixonton, which is on the east bank 7 miles above
the entrance. There are no facilities at the village. In
1963, 7 feet was the deepest draft that could be
taken to the village. Spits, with little water over
them and generally steep-to, make out som¢
distance in places from the shores, especially off
the points. The channel in the upper reaches of the
river is well marked by the outer ends of the fish
weir stakes which make out from shore. Gasolin¢
and limited supplies are available to sport fisher
men in Hall Creek, about 1.5 miles above Nixonton.

Perquimans River, on the north side of Albemarle
Sound, about 4 miles westward of Little River, has
its entrance between Harvey Point on the west ané
Reed Point on the east. A light is about 1.2 miles
southward of Reed Point, and a light is close east
ward of Harvey Point. A depth of about 9 feet cal:
be carried to Hertford, about 11.5 miles above tht
entrance, thence about 7 feet for about 1 mile to the
Norfolk Southern railroad bridge.

Two other bridges cross Perquimans River. US.
Route 17 bypass highway bridge, between Ferr!
Point and Crow Point, about 10.5 miles above tht
entrance, has a fixed span with a clearance 9f
feet, and U.S. Route 17 highway swing bridgé
about 0.6 mile above and crossing the narrow paf
of the river at Hertford, has a clearance of 7 feet
See 117.240, Chapter 2, for drawbridge regulation
and opening signals. i

Obstructions have been reported near midnv¢!
gb%ut 0.5 mile and 1 mile below the highway fix!

ridge.

Hertford, on the southwest bank of Perquima®
River, has rail connections with the Norfo
Southern Railway and highway connections W
U.S. Route 17 to Edenton and Elizabeth. Oil dls
barged into Hertford to an oil pier on the south $i°
of the river just above the highway swing bﬂ‘,lg;'
Several marinas are on the north side of the n¥
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between the two highway bridges. Berths, gasoline,
diesel fuel, water, ice, limited marine supplies, and
boat ramps are available. The river water is fresh at
Hertford.

Above Hertford the river is narrow and crooked,
but has fairly good depths for about 8 miles to a
point near Goodwin Creek. Navigation is restricted
to very small boats, about a mile above the highway
swing bridge, by the Norfolk Southern railroad
bridge, which has a 22-foot fixed span with a
clearance of 3 feet.

Yeopim River, 6 miles west of Perquimans River,
is shoal and unimportant. A shoal area, marked at
its southeastern extremity by a daybeacon, extends
from the entrance. Stumps and other obstructions,
the remains of former Batts Island, are near the
center of the shoal. This area should be avoided. In
crossing the shoal, mariners should leave the
daybeacon to the eastward and slightly favor Drum-
mond Point, the southern entrance point of Yeopim
River. Local knowledge is advised.

A marina at Snug Harbor, on the north side of the
entrance, has berths, electricity, water, ice, limited
marine supplies, and a launching ramp.

Six miles southwestward from Drummond Point,
State Routes 32-37 highway bridge crosses Al-
bemarle Sound from Sandy Point to the south shore.
The swing span, near the middle of the bridge, has a
clearance of 14 feet; see 117.240, Chapter 2, for
drawbridge regulations and opening signals. The 23-
foot fixed spans have a clearance of 14 feet. Four
miles westward of the highway bridge, the Norfolk
Southern railway trestle crosses the sound. About
1.5 miles from the northern end of the bridge is a
bascule span with a clearance of 6 feet; see 117.240,
Chapter 2, for drawbridge regulations and opening
signals. Five 35-foot fixed girder spans, at intervals
of about 0.5 mile, have clearances of 8 feet. The
overhead power cable close eastward of the bridge
has a clearance of 93 feet at the drawspan and
Minimum clearances of 43 feet elsewhere. A fog
signal is sounded at the bridge.

Edenton Bay is on the north side of Albemarle
Sound just westward of the railroad trestle which
Crosses the sound. Edenton, a town at the head of
the small bay, has rail and highway communications
Wwith Norfolk and the south. Lumber is shipped by
fail, truck, and by barge. The main industries are
Peanuts, lumber, veneer, inks, textiles, plywood,
and boatbuilding. The river water is fresh. A con-
tract physician’s office of the U.S. Public Health

€Ivice is in the town; see Appendix for address.

torm warning signals are displayed; see chart.

A large water tank in the town is the most
Prominent object from the sound. Also prominent is
aradio tower near the city wharf.

A dredged channel leads from deep water in Al-
semarle Sound to the head of the bay where it
neparates into dredged reaches Ileading In

Orthwesterly and northeasterly directions along

¢ town waterfront. The controlling depths were,

in 1963, 12 feet in the entrance channel, and 5 feet
in the northwesterly reach, and, in 1960, 3 feet in
the northeasterly reach. The channel is well marked
by lights and daybeacons; a fog signal is at the light
in the entrance.

The inner anchorage, close eastward of the chan-
nel entrance, has a depth of 9 feet but is small. The
larger anchorage is on the western side of the en-
trance. Numerous fish stakes, some of which are
covered at low water, are reported inside the 12-
foot contour on the west side of the entrance to
Edenton Bay from Reedy Point eastward.

The city wharf, on which a light is located, is at
the head of the entrance channel. In 1969, depths of
9 feet were reported alongside the west bulkhead. A
fish wharf and an oil wharf are close westward of
the city wharf; depths of 10 feet were reported
alongside in 1969.

Pembroke Creek is a small non-tidal stream flow-
ing easterly into the head of Edenton Bay. U.S.
Route 17 highway bridge, 0.6 mile above the mouth
of the creek, has a 20-foot fixed span with a
clearance of 5 feet. With local knowledge a draft of
5 feet can be carried to the bridge. At a marina on
the northeast bank of the creek, just below the
bridge, berthage, gasoline, water, diesel fuel, ice,
and some marine supplies can be obtained. Engine
repairs are made at the marina and there is a small-
boat launching ramp. About one mile above the
bridge is a U.S. Fish Hatchery.

Chowan River empties into the western end of al-
bemarle Sound from northward, and with its tribu-
taries forms one of the largest rivers in North
Carolina. In 1963, a controlling depth of 15 feet was
available to Winton about 32 miles above the
mouth. About 11 feet is available to the confluence
of Blackwater and Nottoway Rivers, 45 miles
above the mouth. For about 17 miles above its
mouth, Chowan River has an average width of 1.5
miles. Snags, many of which are underwater, are
generally found on the shoals in this part of the
river; the worst place, known as Stumpy Reach, is
between Colerain Landing and Benmnetts Creek, a
distance of about 6 miles. The channel must be fol-
lowed closely passing through this reach.

Chowan River is marked by lights and
daybeacons to a point about a mile below Winton.

Traffic on the river is mainly in pulpwood barges,
and there is some commercial fishing. Gasoline,
limited supplies, and launching ramps are available
for small craft at various marinas along the river as
far as Winton.

Salmon Creek is a small stream which flows east-
erly into the west side of Chowan River just above
the mouth. The entrance to the creek is a good har-
bor for boats of drafts up to 6 feet. Avocais a village
on the south bank about a mile above the entrance.
In 1963, the controlling depth was 7 feet to Avoca,
thence 5 feet for another 0.5 mile.

The highway bridge between Emperor Landing
and Edenhouse Point, about 3 miles above the
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mouth of Chowan River, has a swing span with a
clearance of 4 feet; see 117.240, Chapter 2, for
drawbridge regulations and opening signals.

Gasoline, limited supplies, and a launching ramp
are available at a marina in Rockyhock Creek on the
east bank of the river about 6 miles above the
mouth. Depths in the approaches and alongside are
reported to be 4 feet.

Colerain Landing, on the west bank of the
Chowan River, 12 miles above the entrance, is the
site of a large herring factory. Just above it is an oil
dock. The village of Colerain is on a hill 0.5 mile in-
land.

A marina at Cannon Ferry on the east bank of the
river about 17.5 miles above the mouth of the river
has gasoline (in cans), limited supplies, and a
launching ramp.

Gasoline and a launching ramp are available at a
marina at Harrellsville on the south bank of the river
about 20 miles above the mouth.

Tunis, a landing on the south bank of Chowan
River and east of the Seaboard Coast Line Railroad
bridge, is 30 miles above the mouth. The railroad
bridge has a hand-operated swing span with a
clearance of 5 feet; see 117.240, Chapter 2, for
drawbridge operations and opening signals.
Berthage, electricity, gasoline, limited supplies, and
launching ramps are available at two marinas on the
west side of Catherine Creek just below the railroad
bridge.

Winton is a small town on the west bank of the
river 32 miles above the mouth. A marina is east of
the highway bridge on the west bank of the river.
Berthage, electricity, gasoline, limited supplies, and
a launching ramp are available. Hull and engine
repairs can be made. U.S. Route 13 highway bridge
at Winton has a swing span with a clearance of 5
feet; see 117.240, Chapter 2, for drawbridge regula-
tions and opening signals. A small wharf is above
the bridge, and another is below the bridge on the
south bank and eastward of a ramp used by barges
for loading pulpwood.

Meherrin River joins the Chowan River from
westward 2.5 miles above Winton. About 0.4 mile
above the mouth of the river is a cable ferry. Mur-
freesboro is a small town 10.5 miles above the
mouth. U.S. Route 258 highway bridge here has a
fixed span with a clearance of 24 feet. In 1965, the
controlling depth was 10 feet to Murfreesboro; the
i\ir?ing basin here had a controlling depth of about

eet.

About 13 miles above Winton, Chowan River is
formed by the confluence of Blackwater River and
Nottoway River near the Virginia State line. In 1958,
the controlling depth in Blackwater River was re-
ported to be 7 feet to Franklin, Va., where there is a
wharf. Small craft are able to reach Burdette, Va.,
10.5 miles above Franklin. A highway bridge across
Blackwater River, 8 miles above its mouth at South
Quay, has a swing span with a clearance of 17 feet;
see 117.245 (a) through (e), (g) (3-b), and 117.240,

Chapter 2, for drawbridge regulations and opening
signals. Five other bridges cross the river between
Franklin and Burdette; the fixed bridges have a
minimum channel width of 22 feet and a minimum
clearance of 12 feet. Navigation of Nottoway River
is restricted by seven fixed bridges; the minimum
channel width of the bridges is 13 feet and the
clearance 7 feet.

Roanoke River rises in the Blue Ridge Mountains,
west of Roanoke, Va., and flows southeasterly into
Batchelor Bay, a shoal bight at the southwestern end
of Albemarle Sound; about halfway it is joined by
the Dan River, its principal tributary. There are a
number of flood control and power dams on the
rivers. The largest of these, about 17 miles below
Clarksville, Va., forms the John H. Kerr Reservoir.
The reservoir extends upstream about 48 miles on
the Roanoke and about 30 miles on the Dan River.
Another dam is at Roanoke Rapids about 120 miles
from the mouth of the river.

Controlling depths in Roanoke River were 11 feet
for a midwidth of 120 feet in June 1968, from Al-
bemarle Sound to Plymouth, thence in 1958, 8 feet
for a midwidth of 80 feet to Hamilton, 52 miles
above the mouth, thence in 1952, 2 feet to Palmyra
Landing, 67 miles above the mouth. The river is
marked by lights and daybeacons to a mile below
Plymouth.

A fixed highway bridge, which spans the
Roanoke, Middle, and Cashie Rivers, crosses the
Roanoke 2.5 miles above the mouth with a
clearance of 50 feet.

Plymouth is an important town 6 miles above the
mouth of Roanoke River. The town has good
highway and rail connections. Fresh water,
gasoline, diesel fuel, and provisions are available.
There are several small wharves at Plymouth, with
l4to 18‘feet of water alongside. A veneer factory is
on the river front below the town, and 1 mile above
the town is the large wharf of a pulp mill, which has
15 to 18 feet of water alongside.

_Williamston is 26 miles above the mouth of the
niver. U.S. Routes 13 and 17 highway bridge at Wil-
liamston has a swing span with a clearance of 17
feet at low water and 4 feet at high water; see
117.240, Chapter 2, for drawbridge regulations and
opening signals. Just below the bridge are a fertil
izer plant and an oil dock. Several oil piers are
above the bridge. Logs and oil comprise most of the

shipping.

About 9 miles above Hamilton, a fixed bridge
witha E:learance of 14 feet crosses the river.

Cashie River flows southeasterly for about 50
m11e§ to its intersection with the Thorofare, con-
necting Cashie and Roanoke Rivers; thence it flows
northeasterly for about 6 miles and empties int0
Batchelor Bay. The controlling depth, in 1963, was
8 feet to Windsor. A fixed highway bridge, which
spans the Cashie, Middle, and Roanoke Rivers:
crosses the Cashie River about one mile above
Batchelor Bay and has a clearance of 16 feet. A
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. cable ferry crosses the river about 6 miles above the
mouth.

The Thorofare has several sharp bends, and at its
junction with the Cashie River there are two small
islands. Pass eastward of the islands. The head of
navigation in Cashie River is the fixed highway
bridge at Windsor. Gasoline and some supplies are
available. An overhead power cable crossing the
river about 0.5 mile below the bridge has a
clearance of 55 feet.

Kendrick Creek is on the south side of Albemarle
Sound just westward of the railroad trestle which
crosses the sound. Several fishhouses and a
launching ramp are here. The controlling depth, in
1963, was 7 feet from the entrance channel and for a
distance of 4 miles up the creek, which is the head
of navigation; the creek is obstructed by trees and
logs above this point. The entrance is marked by a
light and daybeacon.

The channel into Kendrick Creek is marked on
either side by rows of piles. There are stumps in
places on the shoals at the mouth of the creek. The
Norfolk Southern Railway bridge, just above the
mouth, has a swing span with a channel width of 32
feet and a clearance of 3 feet. the bridge is kept in a
closed position; see 117.245 (a), (e), and (g) (2),
Chapter 2. An overhead power cable just above the
railroad bridge has a clearance of 47 feet. Mackeys
is a small town 0.5 mile above the entrance. The
highway bridge about 0.5 mile above Mackeys has a
34-foot fixed span with a clearance of 8 feet.

Bull Bay is on the south side of Albemarle Sound,
about 13 miles eastward of Kendrick Creek. Bull
Creek and Deep Creek empty into the western side
of the bay. A channel with a depth of 7 feet, in 1963,
leads through the flats to the entrance of Bull and
Deep Creeks. A small-craft facility with reported
depths of 3% feet alongside is at Mill Point on the
eastern side of Bull Bay. Berthage, water, bottled
gas, a boat ramp, and gasoline in cans are available.

Scuppernong River empties into the eastern end of
Bull Bay from southeastward. Lights and
daybeacons mark the channel from the bay to
Columbia. The controlling depths, in 1963, were 10
feet from the mouth to Columbia, and thence about
8 feet to Spruills Bridge, and thence 4 feet to a turn-
ing ?l?sin at Cherry, about 16 miles above the
mouth.

Columbia, a small town 4 miles above the mouth
of the river, has two inactive oil docks and several
landings. The landings have depths of 14 to 16 feet
alongside, but are in poor condition and not able to
accommodate more than one boat at a time. There
are two marinas on the east side of the river, one
close below and one close above the first highway
bridge. Berthage, electricity, gasoline, diesel fuel
(by truck), some supplies, and a launching ramp are
?ryaélable. Engine and electrical repairs can be

ade.

The first of two highway bridges at Columbia has
2 swing span with a channel width of 43 feet

through the west draw and 38 feet through the east
draw; clearance is 2 feet. The second highway
bridge has a 35-foot fixed span with a clearance of
12 feet; the navigation span of this bridge is
removable. An overhead power cable above the
§ec0nd bridge at Columbia has a clearance of 76
eet.

Cross Landing Bridge, 12 miles above the mouth
of Scuppernong River, has a fixed span with a chan-
nel width of 42 feet and a clearance of 5 feet.
Spruills Bridge, 15 miles above the mouth near
Creswell, has a 32-foot removable span with a
clearance of 6 feet. An overhead power cable at the
bridge has a clearance of 25 feet; see 117.245 (a)
through (e), (g) (3), (3-a) and 117.240, Chapter 2, for
drawbridge regulations and opening signals for
drawbridges over the Scuppernong River.

Charts 129—SC, 831—SC.—Alligator River 1s on
the south side of Albemarle Sound directly opposite
Pasquotank River. For about 18 miles above the
mouth (see also chart 1231), Alligator River has a
southerly direction, is 2 to 3 miles wide, and has
general depths of 8 to 11 feet. Above this, the river
has a further length of about 24 miles, is narrow and
crooked, but in 1963, had depths of 8 feet or more
to Cherry Ridge Landing; the upper part, however,
is too narrow to turn in. Logs are towed from the
river in barges and rafts.

The entrance to Alligator River is full of shoals,
but the channel of the Intracoastal Waterway,
described in Chapter 12, has been dredged through
the shoals and along the entire length of the wider
part of the river.

On the eastern side of Alligator River and just
above the mouth is the entrance to East Lake and
South Lake (see also chart 1229), which in 1963, had
general depths of 6 to 8 feet. The village of East
Lake is on the east side of Alligator River, 4 miles
above the mouth. U.S. Route 64 highway bridge
crossing the river at East Lake has a swing span
with a clearance of 14 feet; see 117.240, Chapter 2,
for drawbridge regulations and opening signals.

Little Alligator River empties into Alligator River
from westward just inside the entrance. The nar-
row, crooked channel of Little Alligator River, in
1963, had a controlling depth of 5 feet for about 6
miles to a landing at the head of the river where
gasoline, diesel fuel, water, and provisions are ob-
tainable.

Charts 1229, 129—SC.—Croatan Sound, between
Roanoke Island and the mainland, connects Al-
bemarle and Pamlico Sounds. The controlling depth
through the dredged channel was 9% feet in
November 1968. The channel is well marked, but
strangers should not attempt passage at night. Fish
stakes are numerous in season.
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Height of water in Croatan Sound depends entire-
ly on the wind, which under exceptional conditions
may lower or raise the level as much as 1.5 feet
from normal; easterly winds lower the water and
westerly winds raise it. Strong northerly or
southerly winds produce currents which are espe-
cially marked when the wind shifts suddenly to the
opposite direction.

There is a good harbor in Peter Mashoes Creek,
westward of Croatan Light, but entrance is possible
only for small craft. The fixed highway bridge (U.S.
Routes 64 and 264) between Redstone Point on the
mainland and Weir Point on Roanoke Island has a
clearance of 45 feet.

Roanoke Sound and the towns on the east side of
Roanoke Island are described in another section.

Charts 1229, 1231, 1232.—Pamlico Sound, the lar-
gest body of water in North Carolina, extends from
Roanoke Island to Cedar Island. On the east it is
separated from the Atlantic Ocean by a narrow bar-
rier beach extending from Oregon Inlet to the
southern end of Portsmouth Island. To the west it is
joined by the Pamlico and Neuse Rivers, and to the
south by Core Sound. It is about 65 miles long and
has a maximum width of about 25 miles. Oregon,
Hatteras, and Ocracoke Inlets pierce the narrow
beach, giving access to the ocean, but all are
blocked by inside bars with little water over them;
they are described in another section.

The northern and western shores of Pamlico
Sound are broken by numerous small bays and two
large rivers, Pamlico River and Neuse River.
General depths in the middle of the sound are 14 to
24 feet, but shoals extend miles from shore in many
places. Bluff Sheal , northward of Ocracoke Inlet,
has 7 to 12 feet over it and extends completely
across the sound. It is marked by a light. A dan-
gerous wreck, reported covered 4 feet, is close
northward of the light.

In the exposed parts of the sound, strong winds
from any direction raise a short, choppy sea uncom-
fortable to small craft and even dangerous to open
boats; but protected anchorage for small craft can
be found in the many bays along the northern shore,
and along the southern shore in several sloughs
which lead to sheltered berths in the lee of shoals.
Middietown Anchorage and the anchorage in the
bight formed by the hook of Royal Shoal can be
made either day or night, with caution.

Tides at the inlets have a mean range of 2 feet. For
daily predictions see the Tide Tables. In other parts
of the sound the periodic tide is less than 0.5 foot.
Easterly and westerly winds produce the greatest
change in water level. Currents are negligible ex-
cept in the vicinity of the inlets.

Chart 1229.—Stumpy Point Bay, on the west side
of Pamlico Sound 10 miles from the south end of
Roanoke Island and about 11 miles southwestward

of Oregon Inlet, affords good anchorage in depths
of about 3 to 4 feet. A dredged channel leads from
Pamlico Sound to a turning basin at Lake Worth,
the small town at the head of the bay. In May 1968,
the controlling depth was 9 feet to and in the basin.
The channel is well marked by lights and
daybeacons. A fishhouse and landing at the upper
end of the basin have gasoline and diesel fuel.

Stumpy Point, a small town on the east side of
Stumpy Point Bay, has a fishhouse where gasoline,
diesel fuel, and water are available; a marine rail-
way can haul out vessels up to 50 feet in length for
hull and engine repairs.

Long Sheal River, which flows southerly into
Pamlico Sound about 8 miles southwestward of
Stumpy Point Bay, is 1.5 miles wide at the mouth,
and is a good anchorage for vessels with drafts of 8
feet or less. Shoals with 1 to 2 feet over them on
both sides of the entrance break up the sea from
southward. The channel, in 1963, had a depth of 9
feet to an anchorage off Pains Bay, thence 9 feet for
another mile, thence 5 feet for 2 miles. Long Shoal,
to the east of the entrance, and Pingleton Shoal, on
the west, are marked by lights, and daybeacons
mark the points of shoals in the entrance. With the
aid of the chart, strangers should have little difficul-
ty entering Long Shoal River in daytime. The
danger zone of a naval ordnance test area is cen-
tered at a target on Long Shoal; see 204.54 (c), (d)
(3) and (4), Chapter 2, for limits and regulations.

Rodanthe is a town on the narrow barrier beach on
the east side of Pamlico Sound 12 miles southward
of Oregon Inlet and nearly opposite Stumpy Point
Bay. Chicamacomico Channel 1s a dredged channel
leading from the sound to the basin at Rodanthe.
Two landings are in the basin in addition to the
bulkheaded area. In April 1966, the channel had a
controlling depth of 6 feet for a width of 80 feet;
depths of 6 feet were available in the basin. The
channel approach and channel are marked by lights.

Chart 1232.—Aven is a town on the barrier beach
on the southeast side of Pamlico Sound 5.7 miles
northward of Cape Hatteras Light (35°15.3' N.,
75°31.2" W.). Shoal water extends about 3 miles
from shore. A dredged channel leads from Pamlico
Sound to the basin at Avon. In July 1969, the
midchannel controlling depth was 6 feet, and in Au-
gust-December 1967, except for shoaling along the
edges, 6 feet was available in the central part of the
basin. The channel is marked by lights and
daybeacons. Gasoline and diesel fuel are available
at a fishhouse landing in the basin.

Cape Channel, a natural opening in the shoal
about 5 miles southwestward of Avon, was for-
merly part of a channel leading to Avon. It is now
used by local fishermen passing from Pamlico
Sound to anchorage north of Buxton. Local
knowledge is advised. The channel is partially
marked by a light and daybeacons.
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Buxton is a small town about a mile north-
northwest of Cape Hatteras Light. The town of
Frisco is about 4 miles westward, on the southeast
side of Pamlico Sound. There are no wharves at
either place, and anything but light-draft vessels
must anchor well offshore. Local fishermen usually
approach Buxton through Cape Channel.

Rollinson Channel, about 12 miles southwestward
of Avon, is a dredged channel leading from deep
water in Pamlico Sound to the basin at Hatteras; it
also joins with the channel leading through Long
Slue to the Hatteras Inlet gorge. In May 1968, the
controlling depth in Rollinson Channel was 10 feet
to the basin, with depths of 6 to 14 feet in the basin.
The channel is well marked by lights. A light, off
the end of Oliver Reef, is about 1.5 miles southwest-
ward of the Pamlico Sound entrance to Rollinson
Channel.

Hatteras Inlet, the channel through Long Slue,
and the facilities at Hatteras were described previ-
ously in another section.

Far Creek (35°30.5' N., 75°58.0' W.) is on the
northwest side of Pamlico Sound between Pingleton
Shoal and Gibbs Shoal. A dredged channel leads
from deep water in the sound to the basin at the
town of Engelhard. In May 1969, the midchannel
controlling depth was 9 feet, thence 9 feet in the
basin. The channel is marked by lights and
daybeacons.

An oil dock and several piers, with depths of 7 to
12 feet alongside, are on the south side of the basin
just below U.S. Route 264 fixed highway bridge at
Engelhard. There is barge traffic in oil, grain, and
sand and gravel. Fishing vessels unload here, and
seafood is shipped from the town by truck.
Gasoline, diesel fuel, ice, and some marine supplies
are available. o

Middletown Anchorage, a broad open bight in the
northwestern shore of Pamlico Sound just
southward of Far Creek, has depths of 9 to 13 feet
and is sheltered from eastward by Gibbs Shoal,
which has 1 to 4 feet over it. There is no shelter
from southeasterly or southerly winds. The
anchorage is large and easy of access, and is used
by tows and other vessels. Middletown is a short
distance inland from the anchorage, and is reached
by light-draft boats by way of Middletown Creek. In
1963, the controlling depth over the bar and to the
fixed bridge over the creek at Middletown was 3
feet. Vessels must pass south of the light on the
southeast end of Gibbs Shoal in entering. Gasoline
I$ obtainable in the town. .

Caution should be used in approaching
Middletown Anchorage at night, as the low marshy
shore extends long distances from the woods In
places and does not show well. In rough weather
vessels with drafts less than 4 feet prefer to pass in-
side Gull Shoal Light when bound southwestward
from Middletown Anchorage. They enter

ysocking Bay, pass westward of Gull Rocks, and
thence eastward of the light 0.4 mile eastward of
Hog ksland.

Wysocking Bay, about 7.5 miles southwestward of
Far Creek, indents the north shore of Pamlico
Sound northwestward of Gull Shoal Light. It is a
convenient anchorage for small craft drawing less
than 6 feet when following the north shore of the
sound. In 1963, the bay had depths of 7 to 5 feet
from the entrance to its head. The entrance is ob-
structed by shoals. Daybeacons and lights mark the
channel which leads northward of Gull Sheal and
into the bay. Gull Rocks, on the south side of the en-
trance to the bay, are covered at ordinary water
levels.

Nebraska Canal, with a depth of about 1% feet in
1963, leads from the head of Wysocking Bay to
Nebraska, a small town 2 miles inland where
gasoline and supplies can be obtained. The lower
part of the canal has filled in so that boats going to
Nebraska must enter the old cut at the entrance
light; local knowledge is required. A fixed bridge
crosses the canal at Nebraska.

Chart 1231.—Bluff Point Shoal Light (35°19.3' N.,
76°07.2° W.), 15 feet above the water and shown
from a black square daymark, marks the end of the
shoal making eastward about 1.8 miles from Bluff
Point. The point, low and marshy, separates East
Bluff Bay and West Bluff Bay, two unimportant
bights southwestward of Wysocking Bay. A
daybeacon marks the 4-foot shoal 2 miles south-
southeastward of Bluff Point. Extending southward
from Bluff Point is a large area of shoal water, a
tongue of which, called Bluff Shoal, extends
completely across Pamlico Sound. Depths of Bluff
Shoal are 7 to 12 feet. A light is near the middle of
the shoal. Close northward of this light is a wreck
reported covered 4 feet. A 12-foot slough through
the shoal is about one mile northward of the light.

Juniper Bay, on the north side of Pamlico Sound 4
miles westward of Bluff Point, is about 1.5 miles
wide at the entrance, but narrows gradually toward
its head, to a narrow, crooked stream 3 miles above
the entrance. Shoals extend from both shores. A
light marks the shoal extending from the east point
at the entrance. The middle of the bay had depths of
7 to 10 feet, in 1963. The bay has considerable traf-
fic in small craft with drafts less than 5 feet; these
make the passage to and from Belhaven by way of
Swanquarter Narrows, Swanquarter Bay, and the
canal to Deep Bay. )

Great Island, on the west side of the approach to
Juniper Bay, is low and grassy. A light marks the
shoal extending southeast from the island.
Swanquarter Narrows, between Great Island and
the mainland to the north, is navigable for vessels
of 6-foot draft. In 1963, the controlling depth in the
narrows was 7 feet. A light marks the western en-
trance to the narrows.

Swanquarter Bay, northwestward of Great Island,
is about 2 miles wide at the mouth, but narrows
gradually toward its head 4 miles above. Depths in
the bay, in 1963, were 6 to 12 feet to abreast the
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town of Swanquarter on the east side of the bay.
QOyster beds are numerous in the bay.

A dredged channel leads from near the northern
end of Swanquarter Bay to a basin at Swanquarter.
In February 1969, the midchannel controlling depth
was 6% feet with 6% feet in the basin. The natural
channel leading through the bay to the dredged
channel is marked by lights and daybeacons.

Swanquarter, the seat of Hyde County, is the
center of trade for much of this area. Gasoline,
diesel fuel, and water are available. The town has
highway connections with U.S. Route 264.

A dredged channel leads through a land cut from
the west side of Swanquarter Bay, about 3.5 miles
above the entrance, and connects with Deep Bay to
the westward. In February 1969, the midchannel
controlling depth through the cut was 7% feet. A
light is at each end of the cut.

Rose Bay, westward of Swanquarter Bay on the
north side of the entrance to Pamlico River, is 1.8
miles wide at the entrance, but shoals extending
from both sides restrict the entrance channel to a
width of 0.6 mile. The channel, in 1963, had depths
of 7 feet or more for 4 miles from the entrance. A
light is at the entrance and daybeacons mark the
best water in the bay. The bay is used mostly by
local fishing boats.

Deep Bay, leading eastward from just inside the
entrance of Rose Bay, is the approach to the
dredged land cut to Swanquarter Bay. In 1963, the
controlling depth was 7 feet to the land cut, thence
in February 1969, 7% feet at midchannel through
the land cut. Local vessels use this route. A narrow
channel, locally known as The Blowout, has been
cut by private interests through the narrow neck of
Judith Island from Deep Bay to Deep Cove on the
Pamlico Sound side. The channel is not maintained,
but is used considerably by local fishermen; stran-
gers should not attempt it. In 1963, the controlling
depth through The Blowout was 3 feet.

Charts 1231, 537.—Pamlico River and Tar River
are the two names applied to the same river; it is
known as the Pamlico below Washington, N.C., and
as the Tar above that point. The river rises in Per-
son County, flows in a general southeasterly
direction and empties into the northwestern part of
Pamlico Sound. Pamlico River, in 1963, had depths
of 12 feet or more for a distance of 20 miles above
the mouth to a point just above Core Point.

Above this point a dredged channel leads to
Washington, and in Tar River, a natural channel
leads for about 15 miles to the entrance to Hardee
Creek, thence for another 3 miles to Greenville. In
1964, the controlling depth in the dredged channel
was 10 feet for varying widths of 150 to 200 feet to
the first bridge at Washington, thence 12 feet on the
centerline to a point about 0.4 mile above the
second bridge at Washington; thence in Tar River,
in 1964, 6 feet to Hardee Creek, with 3% feet in the
entrance to Hardee Creek, and thence in 1963, 3

feet from Hardee Creek to Greenville. The channel
is marked by lights to Washington, and by
daybeacons to Greenville.

Test wells, privately marked by lights, are on both
sides of the channel in Pamlico River, and extend
from a point about 16 miles above the mouth to just
below Washington.

Pamlico River is nontidal; variations in the water
level at Washington, due to prevailing winds, sel-
dom exceed 2 feet. The extreme range of the flood
or freshet stage for Tar River is 34 feet at Tarboro,
75 miles above the mouth. For the lower section,
the extreme range due to winds is 8.5 feet.

Charts 1231, 831—SC.—Pungo River, which emp-
ties into Pamlico River from northward about 5
miles above the mouth, has a channel well marked
by daybeacons and lights, and can be readily fol-
lowed by a stranger for 15 miles. The river then nar-
rows. The least channel depth, in 1963, was 8 feet to
Leechville, a town 18 miles above the mouth. The
U.S. Route 264 highway bridge at Leechville has a
30-foot fixed span with a clearance of 7 feet. An
overhead power cable on the north side of the
bridge has a clearance of 35 feet. Tributaries to the
Pungo River include several navigable creeks. The
most important in order of ascension are Wright,
Slade, Pungo, Pantego, and Wilkerson, which
empty into the northeast end of the river. The route
of the Intracoastal Waterway, described in Chapter
12, follows Pungo River from Wilkerson Creek to
and across Pamlico River.

Wright Creek empties into the west side of Pungo
River 2 miles above the mouth and about 8 miles
south of Belhaven. A dredged channel leads into the
north prong of the creek from deep water in Pungo
River to a turning basin 1.1 miles up the creek. In
1965, the controlling depth in the channel and basin
was 8 feet. The channel is marked by daybeacons.

A boatyard at School House Landing, on the south
bank of the north prong, has a marine railway that
can haul out craft up to 35 feet in length for hull
repairs and storage. Berthage, gasoline, diesel fuel,
water, ice, provisions, marine supplies, and a
launching ramp are available.

Slade Creek, which empties into Pungo River
from eastward about 4 miles above the mouth, in
1963, had depths of 8 feet or more for 2 miles from
the mouth, and 7 feet for 2 miles farther. The creek
Is unmarked.

Pungo Creek (see also chart 537) empties into
Pungo River from westward about 8 miles above
the mouth of the river and 1.5 miles southwestward
of Belhaven. A highway bridge, 2.5 miles above the
mouth of the creek, has a 32-foot fixed span with a
clearance of 8 feet. The overhead power cable just
north of the bridge has a clearance of 35 feet. Ip
1963, the creek had depths of 9 feet or more to the
bridge and thence 7 feet for about 2 miles. A light
and a daybeacon mark the entrance to the creek.
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Pantego Creek (see also chart 537) just northward
of Pungo Creek, empties into Pungo River
northward about 9 miles above the mouth of the
river. Timber breakwaters, in fair condition, extend
from both shores of the entrance. The outer end of
the north breakwater is marked by a light.

A dredged channel leads from Pungo River
through the breakwaters and to the basin at
Belhaven just below State Route 90 highway bridge.
In 1963, the controlling depth to the basin was 9%
feet, thence 7 feet for one mile above the bridge,
thence 4 feet to the highway bridge at the town of
Pantego; daybeacons mark the dredged channel.
State Route 90 highway bridge at Belhaven has a 32-
foot removable span with a clearance of 8 feet. An
overhead power cable just west of the bridge has a
clearance of 35 feet.

Belhaven, on the northeastern side of the en-
trance to Pantego Creek, has an excellent harbor
for small craft. The town is connected with the in-
terior by highway and railroad. Seafood, grain, and
lumber are shipped from here. Marine supplies can
be obtained in the town, and hotel accommodations
are available.

Gasoline, diesel fuel, water, ice, berths, and
marine supplies can be obtained at the small-craft
facilities on the north side of the creek at Belhaven,
just inside of the breakwater. One of the facilities
has a marine railway that can handle craft up to 60
tons for engine and hull repairs. A launching ramp 1s
also available.

Goose Creek, opposite the entrance to Pungo
River, empties into Pamlico River from southward
about 7 miles above the mouth of the river. The
dredged channel of the Intracoastal Waterway
crosses the shoals, which obstruct the mouth of the
creek, and passes southward to Upper Spring Creek
and the land cut which connects with Bay River.

Chart 537.—South Creek, about 11 miles above
the entrance to Pamlico River, empties into the
nver from the southward. The deeper entrance 1s
southward of Indian Island and the shoal extending
westward from that island to Hickory Point (35°21.8
N., 76°41.9' W.), the north point at the entrance to
the creek. In 1963, a draft of about 6 feet could be
taken through the channel across the shoal west of
Indian Light; a light and a daybeacon mark the best
water. The creek has depths of 7 feet or more for 4
miles above Hickory Point. Above this poumt, a
dredged channel leads to Aurora, and thence to
Idalia, about 9 miles above Hickory Point. In 1963,
a depth of 6 feet could be taken to Aurora, and
thence about 4 feet to Idalia. The channel is marked

Y daybeacons as far as Aurora.

Aurora is a town on the west side of South Creek,
about 7 miles above Hickory Point. An oil dock

ere is in ruins. State Route 33 highway bridge, with
2 37-foot fixed span and a clearance of 5 feet,
Crosses the creek at Aurora. Small boats use the
Creek as far as Idalia, about 2 miles above Aurora.

Bond Creek and Muddy Creek share a common
entrance close eastward of South Creek, about one
mile southward of Hickory Point. The town of
South Creek, about 0.5 mile above the entrance, is
bordered on the west by Bond Creek, and on the
east by Muddy Creek. The entrance is marked by
daybeacons. A fish wharf in ruins, and a crabmeat
packing house, are on the west and east sides of the
town, respectively. In 1963, a depth of 6 feet could
be taken in Bond Creek to the wharf in ruins, and 6
feet for another 1.7 miles. Gasoline and diesel fuel
are available at the crabmeat packing house pier on
Muddy Creek.

North Creek empties into Pamlico River directly
opposite South Creek. The channel had depths of 5
feet or more for about 1.5 miles in 1963, and is
marked by a light and daybeacons, but its naviga-
tion should not be attempted by strangers. In East
Fork, the channel had a depth of 7 feet for 1.5 miles
above the entrance.

A ferry, operated by the State Roads Commis-
sion, crosses Pamlico River about 15 miles above
the mouth. The privately marked channels leading
to the northern terminal in Gaylord Bay, about 3.5
miles westward of North Creek, and to the southern
termunal about 3 miles westward of Hickory Point,
had reported depths of 9 feet in 1966.

A privately dredged channel leads to a basin of a
phosphate plant on the south side of Pamlico River,
about 15.5 miles above the mouth and 4 miles west-
ward of Hickory Point. The channel is privately
marked by a light and buoys. In 1963, the reported
controlling depth was 12 feet. The structures at the
plant are the most conspicuous objects in the area.

Durham Creek empties into Pamlico River from
southward 17.5 miles above the mouth and 6.5 miles
westward of Hickory Point. The creek, in 1963, had
a depth of 4 feet to Bonnerton, 4 miles above the
entrance. A fixed highway bridge with a clearance
of 2 feet crosses the creek at Bonnerton. A
daybeacon marks the entrance.

Bayview is a pleasure resort on the north bank of
Pamlico River 6.5 miles northwestward of Hickory
Point and about 2 miles eastward of the entrance to
Bath Creek. Small tourist cabins are available, and
a good secondary road connects with State Route
92 highway northward. The nearest rail connections
are at Washington, about 20 miles distant by
highway. Gasoline and some supplies are available
at Bayview and there is a small-boat launching
ramp. All of the docks at Bayview are in ruins.

Bath Creek, opposite Durham Creek, flows
southward into Pamlico River 8 miles northwest-
ward of Hickory Point. In 1963, depths of 7 feet or
more could be carried for 1.8 miles to the bridge at
the town of Bath, thence 4 feet for about another
1.7 miles. The most difficult part of the channel to
Bath is the entrance, where a shoal with grass
showing extends halfway across from the west side
and drops off abruptly. The outer edge of the shoal
is marked by a light. Numerous fish traps are off the
creek entrance during the fishing season from

January through May.
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The State Route 92 highway bridge at Bath has a
37-foot fixed span with a clearance of 13 feet. An
overhead cable close northward of the bridge has a
clearance of 60 feet. The bulkhead below the bridge
has a depth of 6 feet alongside, and a small dock
north of the bridge has 4 feet alongside. Gasoline
and some supplies are available at Bath, and there is
a small-boat launching ramp.

Pamlico River above Bath Creek is usually fresh.
Blounts Creek flows northward into Blounts Bay,
which is on the south side of Pamlico River, about
25 miles above the mouth. A highway bridge, 0.2
mile above the entrance of the creek, has a 36-foot
fixed span with a clearance of 15 feet. The creek, in
1963, had depths of 5% feet or more for about 1 mile
above the bridge and 3 feet for an additional 2 miles.

Broad Creek, on the north side of Pamlico River
opposite Blounts Bay, in 1963 had a controlling
depth of 5 feet from the entrance to the Washington
Yacht and Country Club, a distance of 1 mile,
thence 4 feet for another 1.3 miles. The channel is
marked by lights, daybeacons, and *‘no wake’” mar-
kers. Gasoline, water, and electricity are availabie
at the piers of the private club, which has 4 feet of
water alongside. Just south of the yacht club there
is a pier with 4 feet alongside where only covered
storage is available.

Runyon Creek is on the north side of Pamlico
River at Washington. U.S. Route 264 highway
bridge and the Norfolk Southern railroad bridge
crossing the creek just above the mouth have 18-
foot fixed spans and a clearance of 4 feet. Thereis a
marina where gasoline, diesel fuel, water, electrici-
ty, provisions, and some supplies may be obtained.
A small marine railway can haul boats up to 30 feet
in length for hull and engine repairs, and there is a
small-boat launching ramp. In 1963, there was a
depth of 4 feet from the improved channel to and
alongside the pier at the marina.

Washington, 32 miles above the mouth of Pamlico
River, is the seat of Beaufort County and an impor-
tant business center with communications extend-
ing to nearly all points on Pamlico River and Pam-
lico Sound. The town has restaurants, hotels, and
motels. Marine supplies are available.

Barge traffic in gasoline, oil, pulpwood, lumber,
and grain constitutes the principal commerce at
Washington.

Two swing bridges cross the river at Washington.
The Norfolk Southern railroad bridge has a
clearance of 7 feet, and Route 17 highway bridge,
about 0.7 mile above, has a clearance of 6 feet.
Drawbridge regulations and opening signals for the
railroad bridge are given in 117.240, Chapter 2, and
for the highway bridge in 117.240, and 117.245 (a)
through (e), and (g) (4), Chapter 2. The overhead
power cable close westward of the highway bridge
hass a clearance of 75 ffset.

torm warning signals are displayed; sce chart.

The U.S. Pubﬁic Health Servicg maintains a con-
tract physician’s office in Washington; see appendix
for address. A county hospital is also here.

Coast Guard.—The Marine Inspection Office at
Wilmington, N.C., maintains a documentation office
at the Post Office Building in Washington.

Most of the wharves and piers at Washington han-
dle barge traffic. These privately operated facilities
extend along the southwest waterfront of the town
between the railroad and highway bridges. A
marina, and a marine railway are also here.
Gasoline, diesel fuel, water, ice, and marine sup-
plies are available. The marine railway can handle
craft up to 75 feet in length for minor hull and en-
gine repairs.

Washington has rail connections with the
Seaboard Coast Line Railroad and the Norfolk
Southern Railway, and highway connections with
U.S. Routes 17 and 264.

A highway swing bridge with a clearance of 5 feet
at extreme high water and 10 feet at low-water
stage, crosses the Tar River at Grimesland, about 7
miles above Washington. See 117.240, and 117.245
(a) through (e), and (g) (4), Chapter 2, for draw-
bridge regulations and opening signals. An over-
head power cable about 5 miles above Grimesland
has a clearance of 77 feet.

Chart 1231.—Mouse Harbor, Big Porpoise Bay,
and Middle Bay are small unmarked shallow bays
on the east side of Goose Creek Island on the
western side of Pamlico Sound between Pamlico
Point Light (35°18.8' N., 76°27.3' W.) and Jones Bay.
The light marks the south side of the entrance to
Pamlico River, and is shown 40 feet above the
water from a white skeleton tower on piles. Mouse
Harbor Ditch and Leary Canal are two small-boat
passages which connect Mouse Harbor with Clark
Creek on Pamlico River, and Big Porpoise Bay with
Middle Bay. In 1969, it was reported that these
passages were not being maintained, and were
being used only by shallow-draft skiffs; local
knowledge is advised. The three bays are
frequented only by local fishermen.

Jones Bay is on the western side of Pamlico Sound
about 7 miles southward of Pamlico Point Light and
Just norhtward of the entrances of Bay and Neuse
Rivers. In 1963, the bay had depths of 7 feet or
more for 4 miles above its mouth. The entrance is
somewhat obstructed by shoals through which 2
marked channel leads into the bay. On the north
side, near the head of the bay, is the town of
Hobucken. Small craft bound for the town can land
in the cove 0.8 mile above Drum Creek, which in-
dents the north shore of the bay about 3.5 miles
aboye the entrance,

Ditch Creek, on the opposite side of Jones Bay
from Drum Creek, leads to an old canal through
which small boats can be taken at high water to Bay
River. Hobucken is discussed further in Chapter 12
In connection with the Intracoastal Waterway
which crosses the head of Jones Bay and links 1t
with Goose Creek on the north and Bay River on
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the south. A Coast Guard station fronts the In-
- tracoastal Waterway at Hobucken.

The approach to Jones Bay from eastward is over
or around Brant Island Shoeal, which extends for 10
miles in a southeasterly direction from the north
side of the entrance to the bay. For 6 miles
southeastward to Brant Island Slue Light the shoal
has depths of 2 to 3 feet; between that light and
Brant Island Shoal Light at the outer end are depths
of 5 to 8 feet.

The danger zone of a bombing and rocket firing
area is in Pamlico Sound near Brant Island; limits
and regulations are given in 204.55 (a) and (c),
Chapter 2.

Charts 1231, 538.—Bay River, about 10 miles
southward of Pamlico Point Light (35°18.8" N.,
76°27.3' W.), empties into the western part of Pam-
lico Sound between Jones Bay and the mouth of
Neuse River. The natural channel, from the en-
trance to off the mouth of Trent Creek about 12
miles above the entrance, is marked by lights and
daybeacons and, in 1963, had depths of 9 feet or
more. It can be followed readily. Above this point, a
dredged channel leads to Bayboro, which is practi-
cally the head of navigation. In 1963, the controlling
depth was 9 feet. The dredged channel is marked by
daybeacons to Stonewall. An overhead power cable
crossing the river about 0.3 mile below Bayboro has
a clearance of 65 feet. ]

The route of the Intracoastal Waterway is along
Bay River for 4 miles, thence northward through
Gale Creek.

Vandemere is a town on the north side of .Bay
River 8 miles above the mouth. Gasoline, diesel
fuel, and some supplies are available. There are two
marine railways that can haul out vessels up to 60
feet in length for hull repairs and there is a machine
shop with engine repair service. In 1963, the con-
trolling depth was 9 feet to Vandemere, and there
was 10 feet of water alongside the piers and 4 feet at
end of railways. .

Stonewall is a small town on the south side of the
river 14 miles above the mouth; most of its docks
are in ruins. .

Bayboro, 15 miles above the mouth of the nver,
has docks in fair condition on the east side of the
creek leading to Mill Pond. Depths at the oil and
fish docks are 8 to 9 feet. Gasoline, ice, and some
supplies are obtainable here. Lumber and pulpwood
are shipped out by Norfolk Southern Railway.
Navigation above Bayboro is restricted by fixed

ridges at the town. A contract physician’s office of
the U.S. Public Health Service is at Bayboro; see
Appendix for address.

Neuse River, rises in the northern part of North
Carolina and flows for about 250 miles in a general
€ast-southeasterly direction into the western end of
Pamlico Sound. Its mouth is about 5 miles wide, but
is reduced to a navigable width of about 2 miles by
shoals which extend from either side. The river has

natural depths of 13 feet or more for 25 miles above
its mouth.

Above this point, Neuse River has been improved
by dredging. In April-November 1968, the con-
trolling depths were 11 feet at midchannel to the
junction with the channel leading along New Bern’s
south waterfront on Trent River, thence 9% feet for
a midwidth of 100 feet along the east side of the city
to the Norfolk Southern railroad bridge, thence 10
feet at midchannel to about 1.3 miles above the rail-
road bridge, and thence in 1963, 3 feet for 23 miles
above the city. The channel is marked to about 4
miles above the city. Strangers should not attempt
to navigate the river above that point.

Tides.—Neuse River has practically no tide, the
variation in water level being due principally to
winds. Easterly winds cause high water and
westerly winds low water, the maximum variations
with heavy gales amounting to about 2 feet above or
below the normal in the lower part of the river, and
about 3 or 4 feet at New Bern. Freshets of 10 to 20
feet occur in the upper reaches of the river above
New Bern, but have little effect at or below the
town.

Broad Creek empties into the north side of Neuse
River about 4 miles above the mouth. In 1963, the
controlling depth was 7 feet for a distance of 2.5
miles, thence 5 feet to Whortonsville. A light marks
the entrance to the creek. Pamlico is a village on the
south side of the creek, 3 miles above the entrance.
Whortonsville is on the east side of the entrance to
Brown Creek about 0.5 mile northeast of Pamlico,
and on the opposite side of Broad Creek. Gasoline
is available at the pier which has a depth of 5 feet
alongside. Minor logging operations are conducted
in Broad Creek. Overhead power cables crossing
the mouth of Brown Creek and Broad Creek at
Pamlico have a clearance of 40 feet.

South River flows into the south side of Neuse
River about 8 miles above the mouth. The entrance
is marked by daybeacons and a light. The channel
had depths of 8 feet for about 6 miles above the en-
trance, thence 7 feet for another 1.5 miles, in 1963.

The danger zones of several bombing, rocket fir-
ing, and strafing areas are in Turnagain Bay and
Rattan Bay, in Neuse River, and in Long Bay and
West Bay in Pamlico Sound; see 204.55 (b) and (c),
Chapter 2, for limits and regulations.

Chart 538.—Garbacon Shoal extends halfway
across Neuse River from the southern shore 10
miles above the mouth, leaving a clear width of
about 0.8 mile between the 12-foot contours. The
outer end of the shoal is marked by a light.

Oriental is 2 small town at the entrance to Smith
Creek on the north bank of the Neuse River about
11 miles above the mouth. Fishing is the principal
industry and seafood is trucked to the interior. The
harbor is protected by a rubble mound breakwater
marked by a light off the end.
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A dredged channel, marked by lights and
daybeacons, leads from Neuse River to a basin at
Oriental. In 1967, the controlling depth to the basin
was 9 feet, thence 8% feet in the basin. The harbor
provides excellent anchorage for small craft.

A marina with reported depths of 8 feet alongside
the pier is at the head of the basin; berthage, elec-
tricity, gasoline, diesel fuel, water, ice, and a
launching ramp are available. A marine railway on
the east side of the basin can handle craft up to 50
feet in length for hull repairs. Limited amounts of
marine supplies are available at Oriental,

In 1969, a new marina was under construction on
the east side of the basin just below the marine rail-
way.

A highway bridge 0.2 mile above the entrance to
Smith Creek has a 36-foot fixed span with a
clearance of 17 feet. Overhead power and telephone
cables with clearances of 27 feet cross the creek at
Blackwell Point. An abandoned railroad bridge, in
ruins, across Morris Creek about 1 mile above the
highway bridge has a 11-foot fixed span with a
clearance of 6 feet. Greens Creek joins Smith Creek
at Dewey Point just above the highway bridge.

Adams Creek empties into the south side of Neuse
River about 13 miles above the mouth. The creek is
part of the Intracoastal Waterway and is described
in Chapter 12.

Clubfoot Creek flows into Neuse River from
southward about 15 miles above the mouth. The ap-
proach 1s marked by a daybeacon and the entrance
by a light. The channel southward of the light is nar-
row with shoals rising abruptly on both sides.
Depths in the channel, in 1963, were 5 feet or more
for 3 miles above the light.

Hancock Creek is on the south side of Neuse
River about 20 miles above the mouth. In 1963, a
draft of 10 feet could be carried through the narrow
entrance to the Cherry Point Wharf just inside by
following the 261° lighted range. The depth at the
wharf was 12 feet. The lighted range, a light, and
daybeacons mark the channel.

A restricted area at the Cherry Point Marine
Corps Air Station, which includes Hancock and
Slocum Creeks and their tributaries, is described in
207.164, Chapter 2.

Two radio towers and a water tank at the station
are conspicuous.

Slocum Creek, on the south side of Neuse River
22 miles above the mouth, in 1963, had a controlling
depth of 4 feet for 4 miles to the forks, and up the
East Prong 0.1 mile to a foot bridge across the creek
which obstructs passage for further navigation. A
light and daybeacons mark the critical parts of the
channel at the entrance to the creek. A highway
bridge with a 12-foot fixed span and a clearance of
11 feet crosses 3 miles above the entrance. An over-
head cable with a clearance of 39 feet crosses the
creek just below the bridge.

Beard Creek is on the north side of Neuse River
opposite Slocum Creek. The mouth of the creek is

marked by a daybeacon. The controlling depth from
the entrance to the highway bridge, 2.3 miles up-
stream, was 4 feet in 1963. The bridge has a fixed
span and a clearance of about 4 feet. Good
anchorage may be found off the eastern side of the
entrance.

Goose Creek, on the northeast side of Neuse River
27 miles above the mouth, in 1963, had depths of §
feet or more to Wood Landing, 3 miles above the
entrance. Upper Broad Creek, on the northeast side
of Neuse River 28 miles above the mouth, had
depths of 5 feet or more, in 1963, to Lees Landing, 4
miles above the entrance. The overhead cable at the
landing has a clearance of 40 feet. The entrance is
marked by daybeacons.

New Bern, a city on the west bank of Neuse River
34 miles above the mouth, is the seat of Craven
County and an important center for this area. The
city has many points of historical interest including
Tryon Palace, an 18th century restoration. A county
hospital is here, and there are numerous restau-
rants, hotels, and motels. Gasoline, diesel fuel,
water, ice, marine supplies, and provisions, are
available.

Barge traffic in petroleum products, crushed

rock, pulpwood, and chemicals constitute the prin-
cipal commerce at New Bern. In addition to vessel
repairs, the city supports a considerable boat and
barge building industry.
_ The rectangular lighted clock tower atop City Hall
is visible for 10 miles downriver and is an excellent
landmark. Vessels proceeding up the river to New
Bern are advised to stay in the channel because of
the numerous fish traps scattered indiscriminately
throughout the unmarked areas. The river is slightly
brackish except during freshets.

Weather.—New Bern’s climate is influenced by
bpth the Atlantic Ocean and Pamlico Sound, par-
ticularly in the winter. Winds blowing from a
southerly or easterly direction have a moderating
effect on temperatures.

The long hot summers begin in May when after-
noon temperatures occasionally reach 90° F, and
reach a peak in July when they average 90° F; they
begin to fall off by the end of September. The in-
fluence of nearby waters can be seen in the fact that
temperatures over 100° F are a rarity.

Rainfall averages more than 55 inches annually;
with July through September contributing most. An
average of 2 inches of snow falls at New Bern each
winter.

Storm warning display locations are listed on the
C&GS charts and shown on the Marine Weather

Services Charts published annually by the Weather
Bureau.

Most of the wharves and piers at New Bern han-
dle barge traffic. These privately operated facilities
are on the south side of the city on Trent River, and
on the east side on Neuse River.

There are two shipyards on the Trent River; the
larger, just westward of the Atlantic and East
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Carolina Railway bridge, has five marine railways
-that can handle vessels up to 205 feet in length or
1,200 tons. The other just westward of U.S. Route
70 highway bridge, has two marine railways that
can haul out vessels up to 150 feet in length. Major
hull, engine, electrical, and electronic repairs can
be made. Most of the work done is on vessels en-
gaged in the Intracoastal Waterway trade.

A marina on the south side of Trent River just
southwestward of the railroad bridge has three 100-
foot long piers with depths of 9 feet alongside. A
marine railway here can handle craft up to 50 feet in
length for hull and engine repairs. Berthage, elec-
tricity, gasoline, diesel fuel, water, dry storage, ice,
and launching ramps are available.

New Bern is served by three railroads; the Nor-
folk Southern, the Seaboard Coast Line, and the
Atlantic and East Carolina which is a branch of the
Southern Railway system. Highways connect with
U.S. Routes 70 and 17, and State Route 304, The
city is also served by a commercial airline.

U.S. Route 17 Highway bridge over Neuse River
at New Bern has a swing span with a clearance of 13
feet; see 117.240, and 117.352, Chapter 2, for draw-
bridge regulations and opening signals. The Norfolk
Southern Railway bridge, 0.9 mile above the
highway bridge, has a swing span with a clearance
of 0 feet at extreme high water and 2 feet at low
water; see 117.240, Chapter 2, for drawbridge regu-
lations and opening signals. The overhead power
cable at the railroad bridge has a clearance of 50
feet over the main channel.

Trent River empties into Neuse River on the south
side of New Bern. A dredged channel leads west-
ward from Neuse River along the waterfront on the
south side of New Bern. In November 1968, the
controlling depth was 12 feet at midchannel in the
dredged section, thence in 1963, reported depths of
7 feet to Pollocksville, and thence 3% feet to
Trenton, 33 miles above the mouth. The channel
above New Bern is marked by lights and
daybeacons for a distance of about 6.5 miles.

U.S. Route 70 highway swing bridge over Trent
River at the mouth has a clearance of 13 feet; see
117.240 and 117.353, Chapter 2, for drawbridge
regulations and opening signals. The Atlantic and
East Carolina Railway bridge, about 0.2 mile west-
ward of the highway bridge has a swing span with a
channel width of 43 feet and a clearance of 3 feet;
see 117.240, Chapter 2, for drawbridge regulations
and opening signals. Overhead power cables cross
Trent River about 1.8, 4.8, and 14 miles above its
mouth; clearances are 65 feet, 48 feet, and 63 feet,
Tespectively.

At Pollocksville, 15 miles above the mouth, the
Seaboard Coast Line railroad bridge has a 40-foot
lift span with a clearance of 2 feet down and 27 feet
Up; see 117.240 (a) through (e), and (g) (6), Chapter

» for drawbridge regulations and opening signals.
Just above the railroad bridge, U.S. Route 17

ghway bridge has a 48-foot fixed span with a
Clearance of § feet.

A fixed highway bridge with a 32-foot span and a
clearance of 2 feet at high water and 12 feet at low
water crosses Trent River, about 6.5 miles above
Pollocksville.

Brice Creek enters Trent River from the east
about 1.7 miles above the mouth. The natural
depths in the creek were 8 to 40 feet for 2.6 miles in
1963. A highway bridge one mile above the mouth
lsu}s a 25-foot fixed channel span with a clearance of

eet.

Chart 1231.—West Bay is a large irregularly
shaped body of water on the southwest side of Pam-
lico Sound west of Cedar Island and just southeast-
ward of Neuse River entrance. The shores of the
bay and its numerous branches are marshy, and it is
of little importance other than for its oyster beds. In
1963, a depth of 8 feet could be taken into the three
principal arms of the bay through narrow and devi-
ous channels. Lights and daybeacons mark the en-
trance to West Bay and the channel in West
Thorofare Bay, the middle arm.

Hooked-shaped Royal Sheal extends northwest-
ward from the vicinity of Ocracoke Inlet. The shoal
is marked by three lights and a daybeacon. Tows
and other vessels sometimes anchor inside the hook
when the seas are too rough to make headway in the
sound. The shoal, which bares in one place and el-
sewhere is covered 1 to 4 feet, breaks the seas so as
to leave comparatively smooth water in the
anchorage. Depths in the anchorage are 9 to 14 feet
over good holding ground.

Charts 419, 420.—Core Sound extends
southwesterly along and just inside the barrier
beach from the south side of Pamlico Sound to
Cape Lookout, a distance of about 27 miles; the
width varies between 2 and 3 miles. The sound is
mostly shoal but an improved channel, well marked
by lights, extends along its entire length. Behind
Cape Lookout, Core Sound is joined by Back
Sound and The Straits, both of which connect with
Beaufort Harbor.

Channels.—The main route from Pamlico Sound
to Beaufort Harbor is via a marked channel through
Wainwright Slue, Core Sound, The Straits, and
Taylor Creek. The alternate route to Beaufort Har-
bor is via a marked channel which leads southward
along the east side of Harkers Island from a point
just eastward of The Straits, thence southward of
the island through Back Sound, thence along the
westerly side of the island where it rejoins the main
route. In February 1967-June 1969, the controlling
depths were 6% feet in the main route, and 6 feet in
the alternate route.

From The Straits, the main route to Beaufort Har-
bor leads southwestward to the junction with the al-
ternate route, westward of Harkers Island, thence
westward along the north side of Middle Marshes to
abeam Lenoxville Point where it turns sharply
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northward and then westward into Taylor Creek.
The route is then westward through Taylor Creek to
the wharves at Beaufort.

Tides.— L'he mean range of tide in Core Sound is
less than % foot, except near the inlets. Tidal cur-
rents of 1 to 2 knots may be experienced in the
southern part of Core Sound.

The channels from Core Sound to Beaufort Inlet
via The Straits and Back Sound are described later
in this chapter. :

Chart 419.—Wainwright Slue is a small anchorage
in the northeastern entrance to Core Sound. Shelter
from the sea is provided by surrounding shoals
which have depths of 1 to 3 feet over them. Depths
in the anchorage, in 1963, were 8 to 10 feet. The
channel into Core Sound is through Wainwright
Slue and east of Wainwright Island.

Cedar Island Bay, off the northeast side of Cedar
Island, makes into the northwest side of Core
Sound. The bay is used mainly by fishing boats. An
improved channel leads from the entrance, about
2.8 miles southwestward of Wainwright Island, to a
small-craft basin on the west side of the bay. In
April 1967, the controlling depth to the basin was 7
feet on the centerline, thence 6 feet in the basin.
The channel is marked by lights and daybeacons,
and by a light at the entrance. Gasoline, diesel fuel,
and water can be obtained at the pier at the head of
the basin. A radar dish antenna and a telephone
tower are conspicuous on the south entrance point
to the bay.

The terminal of the Ocracoke-Cedar Island ferry,
marked by lights at the entrance, is at the north end
of Cedar Island about 5.2 miles westward of Wain-
wright Island. The passenger and vehicle ferry
operates daily to Ocracoke on the outer beach.

Thorofare Bay, on the northwest side of Core
Sound and 8 miles from the northeastern entrance,
indents the eastern shore of Cedar Island about 3
miles southward of Cedar Island Bay. The bay is
connected with West Thorofare Bay by a land cut
known as the Thorofare.

A dredged channel leads through Thorofare Bay,
and thence through the Thorofare to West
Thorofare Bay. This passage provides a convenient
route to local fishermen from Core Sound to West
Bay and to the mouth of Neuse River. In June 1968,
the controlling depth from West Thorofare Bay to
Core Sound was 5 feet for a midwidth of 40 feet.
The critical part of the channel is marked by lights
and daybeacons.

A highway bridge near the eastern end of the
Thorofare has a swing span with a channel width of
30 feet and a clearance of 8 feet; see 117.240,
Chapter 2, for drawbridge regulations and opening
signals. An overhead power cable with a clearance
of 62 feet crosses just eastward of the bridge.

Atlantic, a town on the northwest side of Core
Sound about 2 miles southwestward of the eastern
entrance to Thorofare Bay, has a restaurant and a

motel. A cluster of four aluminum-colored fuel
storage tanks on the beach is prominent from
seaward. '

A dredged channel leads from Core Sound to a
basin at Atlantic, In May 1969, the midchannel con-
trolling depth to the basin was 7 feet, thence 7 feet
in the basin. The channel is marked by lights. The
basin is used mainly by fishing boats. Gasoline,
diesel fuel, water, ice, provisions, and limited
marine supplies are available. A spur channel, with
a reported depth of 8 feet, leads to a marine railway
just southward of the basin; craft up to 45 feet in
length can be handled for hull repairs.

U.S. Route 70 highway connects with Beaufort
and Morehead City.

Chart 420.—Sealevel is a small fishing community
about 3 miles southwestward of Atlantic on the
west shore of Core Sound. A restaurant and a motel
are in town. A dredged channel leads from the
sound to a basin at Sealevel. In May 1969, the
midchannel controlling depth to the basin was 7
feet, with 7 feet in the basin. The channel is marked
by lights.

The U.S. Public Health Service maintains a con-
tract physician’s office at Sealevel; see Appendix for
address. A private hospital is also here.

A pier, used mainly by fishing vessels, is in the
basin; depths of 8 feet are reported alongside.
Gasoline, diesel fuel, water, and ice are avialable.
Limited amounts of marine supplies can be ob-
tained in town.

Sealevel is connected with Beaufort and More-
head City by U.S. Route 70 highway.

Davis, another small fishing community, 5 miles
southwestward of Sealevel, ships seafood to the in-
terior by truck. A dredged channel leads from Core
Sound to a basin at Davis. In March 1969, the
midchanne!l controlling depth to the basin was ]
feet, with 5 feet in the basin. Gasoline, diesel fuel,
water, and ice are available at a pier in the basin;
depths of 4 feet are reported alongside. A machine
shop nearby is available for engine repairs. There
are cabins and a restaurant at Davis; limited
ﬁmounts of marine supplies also can be obtained

ere.

Davis is connected with Beaufort and Morehead
City by U.S. Route 70 highway. )

A pier, with reported depth of 4 feet alongside, 15
on the north side of Qyster Creek, about one mil¢
northward of Davis. The entrance channel into the
creek is marked by a light and a daybeacon. A
machine shop, near the pier, is available for engin¢
repairs. U.S. Route 70 highway bridge, about 04
mile above the entrance, crosses Oyster Creek just
above the pier. The bridge has a 20-foot fixed spa?
with a clearance of 7 feet.

Marshallberg, about 6 miles southwestward of
Davis, is on the west shore of Core Sound, and on
the north side of the eastern entrance to The Straits-
A dredged channel leads from the main channel it



4. CAPE HENRY TO CAPE LOOKOUT 89

Core Sound to a basin at Marshallberg. In March
1969, the midchannel controlling depth to the basin
was 6 feet, with 6 feet in the basin. The channel is
marked by a light and daybeacons. A marina is on
the southeast side of the basin; gasoline, berthage,
electricity, diesel fuel, water, ice, provisions, and
some marine supplies are available. A boatyard is
immediately westward of the marina. A marine rail-
way here can handle vessels up to 125 feet in length
for complete hull and engine repairs. Depths of 6
feet are reported alongside the marina and
boatyard.

Back Sound, southward of Harkers Island, and
The Straits which parallel Back Sound on the op-
posite side of the island, provide two marked routes
from Core Sound to a junction with the Morehead
City Harbor Channel at Beaufort Inlet. The
northern route leads westward through The Straits
and along the northerly side of Middle Marshes; the
southerly route leads westward through Back
Sound and along the southerly side of Middle
Marshes. Both routes have several shoals close to
the channels. The chart is the best guide.

The improved channel from Back Sound to
Lookout Bight has been discussed previously.

The Straits, with an average width of about 0.5
mile, but in places only 100 yards wide in the chan-
nel, also affords a through passage from Core
Sound to Beaufort Harbor. The passage has been
discussed previously in this chapter. A highway
bridge over the western end of The Straits has a
swing span with a channel width of 35 feet and a
clearance of 8 feet; see 117.240, Chapter 2, for

drawbridge regulations and opening signals. The
overhead power cable close eastward of the bridge
has a clearance of 71 feet. In 1969, a new highway
swing bridge was under construction close west-
ward of the existing swing bridge. The new bridge
will have a design clearance of 13 feet and a channel
width of 35 feet, and will replace the old bridge
when completed. During the construction phase,
the north channel of the old bridge will be closed to
navigation.

Westmouth Bay is a cove on The Straits side of
Harkers Island. A marine railway at a boatbuilding
yard at the head of the bay can haul out vessels up
to 45 feet in length, for hull repairs. The town of
Harkers Island in the central part of the island, has
piers both on Back Sound and at the head of West-
mouth Bay; depths to the piers were 3 feet in 1963.
Gasoline, diesel fuel, water, ice, and some provi-
sions may be obtained at the piers and there is also a
small machine shop.

On the eastern end of Harkers Island there are
three small marinas. Gasoline, diesel fuel, water,
ice, electricity, showers, motels, restaurants, cot-
tages, and provisions are available. There are two
small-boat launching ramps at each marina; dry and
wet storage can be obtained and there is ample
berthing space at the piers which have 3 feet of
water alongside. Seafood is shipped by truck and
boat from the island.

A marina on the southwest point of the island has
gasoline, water, ice, and some provisions available.
A restaurant and motel are at the head of the pier
which has 3 feet of water alongside.
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This chapter describes the deepwater ports of
Morehead City and Wilmington, and the smaller
ports of Beaufort, Swansboro, Jacksonville,
Wrightsville Beach, Wrightsville, Carolina Beach,
and Southport. These smaller ports are principally
engaged in barge, fishing, and small-craft traffic.

Also discussed are the waters of Cape Fear River
and its tributaries; Bogue, Stump, and Topsail
Sounds; and Beaufort, Bogue, and New River
Inlets, including some of the lesser inlets.

The section of the Intracoastal Waterway from
Morehead City to Cape Fear River is described in
Chapter 12.

Chart 1110.—From Cape Lookout the coast ex-
tends 8 miles in a northwesterly direction, and then
curves gradually westward and southward to Cape
Fear. This section, nearly 100 miles long, is similar
to that between Capes Hatteras and Lookout, but
the strips of land which form it are separated from
the mainland by much narrower bodies of water. As
a consequence, the thick woods of the mainland can
be seen from much farther seaward.

Depths along this stretch of coast are regular, and
4 to 6 fathoms can be taken to within 1.5 miles of
the beach. The 10-fathom curve, about 10 miles
offshore, is nearly parallel to the shore until east-
ward of Cape Fear where it bends southeastward
around Frying Pan Shoals. The 20-fathom curve is
from 20 to 45 miles offshore.

There are numerous charted wrecks along this
section of the coast, some extending as much as 75
miles offshore; the more dangerous ones are
marked.

A danger zone, near the northern end of Onslow
Bay, extends offshore from Bear Inlet to about 8
miles southward of New River Inlet; see 204.56,
Chapter 2, for limits and regulations.

Between Beaufort Inlet and Cape Fear River,
there are several inlets through which 4 to 10 feet
can be carried to sheltered anchorage, but all are
obstructed by shifting bars on which the sea breaks
when at all rough. A sea breeze, even if light, will
cause a heavy break on the bars, while a land
breeze may be heavy without making the bars dan-
gerous. Strangers bound southward in small craft
should not leave a sheltered anchorage with the
wind anywhere between southeast and southwest,
and should find anchorage as soon as possible after
the wind begins to blow from those directions. The
best guide for entering or leaving the inleis is the ap-
pearance of the water, as breakers always form on
the shoal areas; strangers should not attempt to
enter an inlet when breakers form entirely across it.

This section of the coast, due to its low relief,
presents no good radar targets except for the struc-
ture of Frying Pan Shoals Light.

Charts 420, 423.—Beaufort Inlet is about 220 miles
southwestward of the Chesapeake Bay entrance
and the same distance northeastward of Charleston.
It is the approach to Morehead City Harbor, the
most important coastal harbor between Cape Henry
and the Cape Fear River. The ports of Morehead
City and Beaufort are on the west and east sides of
the harbor, respectively.

Morehead City, about 4 miles above the Beaufort
Inlet channel entrance, is a modern resort city, with
marine, shopping, and service facilities, and hotels,
motels, and restaurants. It is 249 miles south of
Norfolk, Va., and 154 miles north of Wilmington,
N.C., by coastwise routes.

The port of Morehead City, the first deep-draft
port south of Norfolk, Va., serves as a cargo trans-
shipment point for oceangoing vessels, barges ply-
ing the Intracoastal Waterway, rail, and trucks. Ex-
ports include general cargo, phosphates, tobacco,
lumber, animal products, and dried milk. Imports
are petroleum and steel products, fish meal, and
general cargo, including canned goods, plywood
and hardware.

Prominent features.—The chimney of a bath
house, about 1.1 miles westward of Fort Macon, 2
standpipe at the eastern end of Morehead City, two
water tanks at the State Terminal, and a water tank
in Beaufort are the most conspicuous landmarks
from seaward. It is reported that under ideal condi-
tions Cape Lookout Light and the configuration of
Cape Lookout prove of some value as radar targets
in making the approach to Beaufort Inlet; these tar-
gets, however, should not be relied upon to0
strongly.

Fort Macon State Park is on the west side of Beau-
fort Inlet. The Fort Macon Coast Guard Base i
close westward of the fort on Fort Macon Creek.

Boundary lines of inland waters.—There are 10
specxf;;: rlllﬂnes :stablished for Beaufort Inlet. The
gener es for i .

Chapier inland waters apply; see 82.2,

Channels.—A federal project provides for a 35-
foot main channel through the bar and Beaufort
Inlet to a turning basin of the same depth off the
North Carolina State Ports Authority Terminal 2t
Morehgad City; thence a 12-foot channel and turd-
ing basin westward along the Morehead City water |
front as faf as Tenth Street; thence a 6-foot channel
to the Intracoastal Waterway in Bogue Sound. The
main channel is subject to continual shoaling, espt
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_cially along the edges. Lighted ranges and lighted
buoys mark the main channel; lights, buoys, and
daybeacons mark the minor channels. See Notice to
Mariners and latest editions of the charts for con-
trolling depths.

Anchorage.—Vessels required to anchor to await
a pilot, may select anchorage in the charted berths
on either side of the sea buoy (Beaufort Lighted
Whistle Buoy 2BI). Although these berths are for
the convenience of naval vessels, there are no
restrictions in their use by other vessels. Lesser
depths than charted may exist in these berths, as
they are discontinued disposal areas; caution is ad-
vised. Good anchorage for large vessels also may be
found in the area from the sea buoy eastward to
Cape Lookout in good sand-shell holding bottom.
All of the anchorages are exposed from the
southwest quadrant,

Dangers.—Cape Lookout Shoals, previously
described in Chapter 4, are the principal danger in
the approach to Beaufort Inlet. Discontinued spoil
areas are on both sides of the approach to the en-
trance channel, and a spoil area is immediately
northward of the one on the west side. Lesser
depths than charted may exist in these areas; cau-
tion is advised. A number of wrecks, some of which
are marked, are in the approaches. An unmarked
fish haven is about 3.8 miles west-northwestward of
the sea buoy. .

Tides.—The mean range of tide at Morehead City
is 2.8 feet. See the Tide Tables for daily predictions.

Currents.—Tidal currents along Beaufort Inlet
Channel attain velocities of 2 to 3 knots. They
usually set along the channels, but at the entrance
to Morehead City Channel, they usually set across
the channel near the end of the flood period and
beginning of the next ebb.

Heavy swells build up in Beaufort Inlet Channel
with northerly or southerly winds, making boating
hazardous and entry or depature of ships difficult
during unfavorable tidal conditions. Tidal condi-
tions are hazardous near and under the causeway
north of the Port Terminal. For predictions see the
Tidal Current Tables.

Weather.—The marine influence at Morehead
City is reflected by the average number of days the
temperature reaches 90° F. or above (20 days) and
falls to 32° F. or below (25 days). During the war-
mest part of the year (July and Augusl) average
daytime temperatures reach the mid-80’s while
nighttime lows fall into the low 70’s. Winters are
mild with maximum temperatures in the fmd-S() s
and minimums in the upper 30’s to low 40’s. Rain-
fall averages about 52 inches annually; more than
one-third of that falls during July, August, and Sep-
tember. The number of days with measurable
frecipitation averages 4 to 7 per month throughout

€ year,

Storm warning display locations are listed on the
C&GS charts agnglssl}’xogvn on the Marine Weather
Services Charts published annually by the Weather

ureau.

Pilotage is compulsory for all foreign vessels and
United States vessels under register in the foreign
trade. Pilotage is optional for United States coast-
wise vessels which have on board a pilot licensed
by the Federal Government. Pilots board vessels in
the vicinity of the sea buoy (Beaufort Inlet Lighted
Whistle Buoy 2B1) from the pilot boat, day or night.
Deeper draft vessels may be required to anchor to
wait on tides before entering; see anchorage. The
pilot boat, the A.T. PINER, painted white, is
equipped with radiotelephone and guards 2182 kHz,
2738 kHz, and VHF Channel 16 (156.8 MHz) when
working ships. At other times, and only during the
day, these frequencies are guarded at the pilot sta-
tion located on the east side of Radio Island just
below and near the Beaufort-Morchead City
Causeway. Pilots work tugs on separate frequen-
cies. Arrangements for pilot services are usually
made well in advance through ship’s agents.

Towage.—Tugs up to 650 hp. are available; tugs
are required for docking oceangoing vessels. Ar-
rangements for such services are usually made well
in advance through ships’ agents.

Quarantine is enforced in accordance with regula-
tions of the U.S. Public Health Service. Vessels
subject to inspection are boarded at the berths. The
U.S. Public Health Service maintains a contract
physician’s office in Morehead City; see Appendix
for address. There is a county hospital in Morehead
City.

Agriculture quarantine inspections are conducted
at the berths. Officials maintain an office at the
North Carolina State Ports Authority Terminal.

Customs,—Beaufort-Morehead City is a customs
port of entry; customs office is in the Post Office
Building at Morehead City.

Immigration officials come from Wilmington,
N.C. when requested.

Coast Guard.—The Marine Inspection Office at
Wilmington, N.C., maintains a documentation office
at the Post Office Building in Morehead City.

Harbor regulations.—The port of Morehead City
is administered by the North Carolina State Ports
Authority which is represented by the manager of
the North Carolina State Ports Authority Terminal.
The manager’s office is at the terminal. Copies of
the harbor regulations are available.

The Morehead City harbormaster maintains an of-
fice at the terminal. )

Wharves.—The facilities described at the port of
Morehead City include the North Carolina State
Ports Authority Terminal and its barge facility at
the northeast corner of the terminal, and a privately
operated oil terminal on the east side of the basin on
Radio Island. opens .

The alongside depths for the facilities described
are reported; for information on the latest depths,
contact the State Ports Authority or the private
operator. Unless otherwise indicated, the facilities
mentioned are owned and/or operated by the State
Ports Authority.
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Most of the other facilities in the port are used by
fishing vessels and small craft. For complete
description of the port facilities, refer to the Port
Series, a Corps of Engineers publication.

North Carolina State Ports Authority Terminal:

The terminal wharf provides over 3,600 feet of
berthing space and has a 45-foot apron extending
along its full length. Six general cargo vessels and
one petroleum tanker can be accommodated at the
terminal. Double marginal tracks, with crossovers,
extend along the full length of the wharf apron. A
single depressed track serves the rear of all transit
sheds and warehouses. Three transit sheds provide
a total of 220,000 square feet of storage space, and
seven warchouses provide 588,000 square feet.
There are 13 acres of paved open storage space.
Cargo at the terminal is generally handled by ship’s
tackle, however, forklifts and heavy handling
equipment are available. Each berth has water and
electricity. Cyanide and acritet fumigation facilities
?{)ef maintained at the terminal. All deck heights are

eet. '

Berth 1, on east side of terminal and north side of
turning basin: 350-foot south face with offshore
mooring buoys to accommodate large tankers, 32
feet alongside; 80-foot east face, 30 feet alongside;
north side 101 feet long with depths alongside of 30
feet at the offshore end decreasing to bare at the
inshore end; pipelines extend from the berth to
storage tanks in the rear; receipt of petroleum
products by barge and ship; north side used by mili-
tary landing craft; south side for bunkering vessels;
operated jointly by State Ports Authority and Blue
Ridge Fuel Co.

Berths 2 and 3, immediately southward of Berth 1:
1,000 feet long, 30 to 35 feet alongside; used to han-
dle phosphate by a travelling shiploading tower;
loading capacity 3,800 tons per hour; a belt con-
veyor system inter-connects the berths; a 106,000-
ton capacity bulk phosphate warehouse, and a
phosphate barge handling facility at the northeast
comer of the terminal. ,

Berths 4,5,6 and 7, on the south side of the ter-
minal: 2,275 feet long, 35 to 50 feet alongside;
pipelines for petroleum products extend from the
berths to storage tanks in the rear; forklifts up to 10
tons can be equipped for handling barrels, bales,
pallets, etc.; mobile cranes up to 7-ton capacity;
two 115-ton gantry cranes at Berths 6 and 7 can be
fitted with buckets, hooks, or magnets and can be
used in tandem for 230-ton lifts; facilities for han-
dling 20- and 40-foot containers; a railroad loading
~ and unloading ramp available for ‘‘piggy-back’

operations; berths used for receipt and shipment of

cargo in the foreign trade, and receipt of petroleum
products. :

The barge facility, at the northeast corner of the
State Ports Authority Terminal and just above U.S.
Route 70 highway bridge, has four 300-foot barge
berths with depths of 14 to 21 feet alongside; two

. berths are along the north side and two along the

east side. Barges unload bulk phosphate here. The
berths are connected by a belt conveyor system
with Berths 2 and 3, and a bulk phosphate storage
warehouse.

Aviation Fuel Terminals Wharf, on the west side
of Radio Island; 85-foot T-head pier; about 700 feet
of berthing space with dolphins; 35 feet alongside;
deck height 12 feet; hose-handling derrick;
pipelines extend from wharf to tank farm in rear;
receipt and shipment of petroleum products and
liquid fertilizers; owned and operated by Aviation
Fuel Terminals, Inc.

A Navy staging area and four LST loading ramps
are at the southern end of Radio Island. Three rows
of mooring dolphins separate the loading ramps. A
submerged groin extends southward along the east-
erly side of the easterly row of dolphins.

Supplies.—Bunker C fuel oil is available at Berth
1, North Carolina State Ports Authority Terminal.
Diesel fuel is obtained b{ truck. Marine supplies
and provisions are available in Morehead City.

Repairs.—There are no drydocking or major
repair facilities for deep-draft vessels in the port;
the nearest facilities are at Newport News and Nor-
folk, Va. Several machine shops, off the water-
front, can make limited above-the-waterline
repairs. The largest of these shops is equipped to
perform general welding, fabricating, and produce
shafts up to 14 feet in length.

A repair facility, mainly for barges, is at the end
of the dredged channel in Calico Creek, which leads
along the north side of the North Carolina State
Ports Authority Terminal. The marine railway at the
facility has a 1,500-ton capacity and can handle
barges up to 300 feet in length; a 125-ton fixed lift is
also available.

Small-craft facilities.—Most of the small-craft
facilities are along the southern waterfront of More-
head City. A yacht basin is on the north side of the
city, off the northwest side of the North Carolina
State Ports Authority Terminal, Berthage, electrici-
ty, gasoline, diesel fuel, water, ice, provisions, and
marine supplies are available. Restaurants and liv-
ing accommodations are along the waterfront. A
marina, with a marine railway, is on the south
waterfront; craft up to 85 feet in length can be han-
dled for hull, engine, and electrical repairs. Fixed
lifts up to 100 tons are also available here. Other
small-craft facilities are at nearby Beaufort and
Radio Island, and westward of the city along the In-
tracoastal Waterway.

Communications.—The port is served by U.S
Route 70 and State Route 24. The city is linked to
the Southern Railway System through the Atlantic
and East Carolina Railway. The 3-mile Beaufort
and Morehead Railroad connects the city with near-
by Beaufort.

Beaufort (pronounced BO-furt), on the casters
side of Morchead City Harbor, has considerable
fishing and boatbuilding activity. It is reached from
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Beaufort Inlet through Bulkhead Channel and from
the Intracoastal Waterway through Gallant Chan-
nel. The Taylor Creek Channel is described in
Chapter 4.

The U.S. Public Health Service maintains an out-
patient office in Beaufort.

A federal project provides for channel depths of
15 feet in Bulkhead Channel; 12 feet in Gallant
Channel from the Intracoastal Waterway to the first
turn just north of Town Creek, thence 15 feet in the
lower part of the channel to the junction with Bulk-
head Channel; and thence 15 feet from the junction
through a 12-foot basin in front of the town of
Beaufort, and thence through Taylor Creek to a
point 0.2 mile westward to Lenoxville Point. The
channels are subject to shoaling between dredging
and lesser depths may be found. See Notice to
Mariners and latest editions of charts for con-
trolling depths. The channels are well marked by
lights, buoys, and daybeacons. A submerged groin
extends southward between the westerly edges of
Bulkhead Channel and the easterly row of dolphins
at the southeastern end of Radio Island.

A dredged channel leads eastward from Gallant
Channel to a basin at the head of Town Creek, north
of Beaufort. In December 1966, the midchannel
controlling depth to the basin was 10 feet, thence 10
feet in the basin.

Beaufort is connected by rail and highway bridges
across Gallant Channel to Radio Island and thence
to Morehead City by bridges over the Intracoastal
Waterway. Minimum clearance is 4 feet for the
bridges with bascule spans over Gallant Channel;
see 117.240, Chapter 2, for drawbridge regulations
and opening signals. An overhead power cable
about 30 yards south of the railroad bridge bas a
clearance of 85 feet. The bridges over the In-
tracoastal Waterway are described in Chapter 12.

Small-craft facilities.—Most of the facilities are
along the southwest waterfront of Beaufort. There
are also facilities near the northern end of Radio
Island. A marina with a 10-ton fixed lift is in the
cove on the west side of the island just below the
Beaufort-Morehead City Causeway, and two 50-ton
marine railways are available on the east side of the
island just opposite the marina; engine, hull, and
electrical repairs can be made. Berthage, electricl-
ty, gasoline, diesel fuel, water, ice, launching
ramps, provisions, and marine supplies are availa-
ble at most of the facilities. Machine shops nearby
can also make engine repairs.

Charts 1234, 833—SC.—Bogee Sound extends
about 22 miles westward along the coast from Beau-
fort Inlet to Bogue Inlet. It is shallow, and
separated from the ocean by Bogue Banks, a
wooded beach 0.1 to 1 mile wide. The sound is
about 2 miles wide midway of its length, but narrow
at each end; at the western end there are numerous
Mmarshy islets. The Intracoastal Waterway route 15

through the north side of the sound. The mean
range of tide in Bogue Sound is about 2.5 feet near
the inlets, and about a foot where the tides meet
near the middle. Strong south and southwest winds
may raise the tide a foot or more, and north to
northwest winds lower it the same amount.

Bogue Inlet, 22 miles west of Beaufort Inlet, is the
seaward approach to the town of Swansboro, which
can be seen from outside. The entrance is used al-
most exclusively by local fishermen. The inlet is
between a high wooded ridge on the west and a long
low spit on the east. On the inside of the spit, about
a mile eastward of the inlet, is a Coast Guard sta-
tion. The entrance is obstructed by a shifting bar ex-
tending about 0.5 mile seaward. In March 1969, the
controlling depth was 4 feet over the bar, thence 6
feet at midchannel in the dredged channel to the In-
tracoastal Waterway. A lighted buoy marks the en-
trance. A buoy is on the bar and lighted buoys and
lights mark the channel.

The channel into Bogue Inlet is continually chang-
ing and the buoys are shifted frequently. Strangers
should wait for a rising tide and never attempt to
enter when the bar is breaking. If local fishermen
happen to be coming in, it is advisable to follow
them. The channels inside the inlet are also subject
to considerable change, particularly during
southeast and southwest storms.

The mean range of tide is 2.2 feet in the inlet; high
water occurs 2 hours earlier than at the head of the
marshes inside. See the Tide Tables for daily pre-
dictions.

Swansboro, a small town on the west bank of
White Oak River 3 miles north of Bogue Inlet, is
reached by the shifting channel from the inlet, and
from Bogue Sound and Cape Fear River through
the Intracoastal Waterway. Numerous fishermen
base at Swansboro. State Route 24 highway bridge
over White Oak River at the town has a 30-foot
fixed span with a clearance of 12 feet. Th highway
bridge over the easterly channel, about 0.3 mile
southeastward, has a 30-foot fixed span with a
clearance of 6 feet. Swansboro is described in more
detail in connection with the Intracoastal Water-
way, Chapter 12.

For 4 miles above Swansboro, White Oak River
has a width of 1 mile or more through which there is
a narrow tortuous channel between the flats and
oyster rocks. Farther up, the river is narrow and
deep and leads between marshes to the fixed bridge
at the town of Stella, about 8 miles above Swan-
sboro. The river above State Route 24 highway
bridge is unmarked, and has many logs and snags;
navigation is limited to shallow-draft skiffs only.

Bear Inlet and Browns Inlet, 3 and 6 miles west-
ward of Bogue Inlet, respectively, are unmarked
and used by local boats only; neither is recom-
mended to strangers. ]

The danger zones of firing ranges are in the ocean
between Bear Inlet and New River Inlet and in New
River; limits and regulations are given m 204.56,

Chapter 2.
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Chart 777.—New River Inlet, 35 miles westward
of Beaufort Inlet, is considered dangerous by local
pilots, and entrance should not be attempted except
under the most favorable conditions. There is a
strong ebb current from the inlet which causes a
break on the bar when there is a sea outside. The
break is especially bad when the ebb sets against a
south or southeast wind. Current predictions may
be obtained from the Tidal Current Tables. The
mean range of tide at the inlet is 3 feet. At the head
of the marshes, 2 miles above the entrance, the
range is about 1 foot; see Tide Tables for daily pre-
dictions.

In 1963, the controlling depth over the bar was 4
feet; the bar channel is subject to continual changes
and local knowledge is advised. A dredged channel
leads from inside the bar to the Intracoastal Water-
way. In March 1969, the midchannel controlling
depth was 6 feet. The inlet is marked at the entrance
by a lighted bell buoy; other buoys marking the bar
channel are not charted because they are frequently
shifted in position.

New River has a width of 1 to 2 miles from the
head of the marshes above the inlet to within 2
miles of Jacksonville, above which it is a narrow
stream. There is practically no periodic tide in the
river. It has been reported, however, that the wind
can vary the height of the water 3 to 4 feet at the
State Route 172 highway swing bridge, 3 miles
above the Intracoastal Waterway.

A dredged channel in New River leads from the
Intracoastal Waterway to the Seaboard Coast Line
Railroad bridge at Jacksonville. In January 1969,
the midchannel controlling depth was 10 feet. The
channel is well marked by lights and daybeacons.
Spoil areas, some discontinued, extend close along
the easterly side of the channel for almost its entire
length.

Fulcher Landing, used mainly by fishermen, is on
the west side of New River about 1.5 miles above
the Intracoastal Waterway. There are numerous
piers at seafood packing houses at the. landing
where gasoline, diesel fuel, water, electricity, and
marine supplies may be obtained. Cabins and a
restaurant are nearby. Two marine railways here
can haul out boats up to 50 feet in length for engine
and hull repairs.

State Route 172 highway bridge over New River,
3 miles above the Intracoastal Waterway, has a
swing span with a clearance of 8 feet; see 117.240,
Chapter 2, for drawbridge regulations and opening
signals.

An overhead power cable with a clearance of 60
feet crosses New River about 16 miles above the In-
tracoastal Waterway and one mile southward of
Jacksonville.

Jacksonville, on the east bank of New River about
17 miles above the Intracoastal Waterway, is a town
with restaurants, hotels, motels, and a county
hospital. Provisions and limited amounts of marine
supplies are obtainable here. Fish is moved by rail
and truck to the interior, and pulpwood is shipped

by rail and also by barge down the Intracoastal
Waterway. .

There are several barge docks and a fharina on the
east side of the river at Jacksonville; just below the
Seaboard Coast Line Railroad bridge. Berthage,
electricity, gasoline, diesel fuel, water, ice and a
launching ramp are available at the marina; engine
repairs can also be made.

Jacksonville has highway connections with U.S.
Route 17 and State Routes 24 and 53, and railroad
con(rixections with the Seaboard Coast Line Rail-
road.

The Seaboard Coast Line Railroad bridge over
New River at Jacksonville has a swing span with a
channel width of 48 feet and a clearance of 3 feet;
see 117.240 and 117.245 (a) through (e), and (g) (8),
Chapter 2, for drawbridge regulations and opening
signals. An overhead cable close southward of the
brnidge has a clearance of 50 feet. The highway
bridge, 0.5 mile above the railroad bridge, has a 28-
foot fixed span with a clearance of 13 feet. Over-
head power cables just above this bridge have a
clearance of 14 feet. About 200 yards above this
bridge is another highway bridge which has a 33-
foot fixed span with a clearance of 14 feet.

Charts 1235, 833—SC.—New Topsail Inlet, 19
miles southwestward of New River Inlet, is marked
off the entrance by lighted buoy, and entered
through a marked channel over a shifting bar. The
bar channel leads to a junction with two dredged
channels inside the entrance. In March 1969, the
midchannel controlling depth over the bar was 6
feet. The buoys marking the bar channel are
frequently ‘shifted in position to mark the best
water, and therefore not charted; caution is ad-
vised. The inlet should not be entered by strangers.
The mean range of tide is 3 feet.

the dredged channels inside the entrance are well
marked. One channel leads northeastward through
Topsail Sound for about 5.5 miles to a junction with
the Intracoastal Waterway; in July 1968, the
midchannel controlling depth was 7 feet. The other
channel leads northwestward for about 1.1 miles to
a junction with the Intracoastal Waterway; in
November 1968, the midchannel controlling depth
was 6% feet.

Topsail Sound extends northeastward from New
Topsail Inlet along the northwesterly side of the
barrier beach. There are several marinas on the
southeasterly side of the sound where berthage,
electricity, gasoline, diesel fuel, water, ice, and
limited amounts of marine supplies can be obtained;
launching ramps also are available. A marine rail-
way that can handle craft up to 75 feet in length for
engine and hull repairs is available at the facility
about 2.5 miles above the inlet. A fixed hoist is at
the northernmost facility.

Old Topsail Inlet, 1.5 miles southwestward of
New Topsail Inlet is constantly changing. In 1969, 1
was reported that shoaling in the inlet was increas
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ing and that it was being used by skiffs only. The
inlet is not marked. Strangers should not enter the
inlet. The shore on both sides is a low sand beach
without distinguishing marks.

Rich Inlet, 5 miles southwestward of New Topsail
Inlet, had a depth of 3 feet over the bar in 1963, but
is constantly changing. Local fishermen sometimes
use it. It is not marked. Strangers should not enter
without local knowledge.

Mason Inlet is 8.5 miles southwestward of New
Topsail Inlet. In 1969, it was reported that it was
being used by skiffs only. The inlet is constantly
changing; it is unmarked and strangers should not
attempt it.

Wrightsville Beach is a summer resort about 11.5
miles southwestward of New Topsail Inlet. Two
tanks and an 8-story motel on the beach and the
stacks and tanks of a salt-water conversion plant on
Harbor Island are prominent from seaward. The
facilities on the inside of the barrier beach are
reached through Masonboro Inlet.

A Coast Guard station is at the southern end of
Wrightsville Beach at Masonboro Inlet.

Masonboro Inlet, about 12.5 miles southwestward
of New Topsail Inlet and 22.3 miles north-
northeastward of Cape Fear, is protected on the
northeast side by a 3,600-foot long jetty. A lighted
whistle buoy is off the entrance.

A dredged channel leads across a shifting bar at
Masonboro Inlet to a turning basin at Wrightsville
Beach inside and northward of the inlet, thence
northward through Wrightsville Channel to a junc-
tion with the Intracoastal Waterway at Wrightsville.
In April 1969, the midchannel controlling depth
over the bar was 14 feet, thence in July 1968, 10 feet
in Wrightsville Channel to the Intracoastal Water-
way. The buoys marking the bar channel are
frequently shifted to mark the best water, and
therefore not charted; caution and local knowledge
is advised. Wrightsville Channel is well marked by
buoys and daybeacons.

Strong tide rips form on the ebb current. The
Mean range of tide on the bar is 3.8 feet. See Tide
Tables for daily predictions. ]

The municipal dock at Wrightsville Beach, just
southward of U.S. Route 74 highway bridge, 1s _120
feet long with a reported depth of 4 feet alongside;
water and electricity are available. Charter fishing
boats use the wharf. There is bus service between
Wrightsville Beach, Wrightsville, and Wilmington.

A marina on the northeast side of Wrightsville
Channel between Wrightsville Beach and
Wrightsville has a 30-ton mobile hoist; hull, engine,
and electrical repairs can be made. Berthage, elec-
tricity, gasoline, water, ice, and some marin¢ sup-
Plies” are available. Depths in the approach and
alongside are reported to be 8 feet.

Other marinas along the Intracoastal Waterway at

rightsville are discussed in Chapter 12.

Charts 1235, 835—SC.—Carolina Beach Inlet is
about 7 miles south of Masonboro Inlet. The inlet is
not marked nor maintained and is subject to con-
tinual change. It is sometimes used by local charter
boats as an access to the Intracoastal Waterway.
Only those with local knowledge should use it.

Carolina Beach is a resort about 3 miles southward
of Carolina Beach Inlet and 12 miles northward of
Cape Fear. A dredged channel connects the
landlocked basin at the town with Myrtle Sound and
the Intracoastal Waterway. In January 1969, the
controlling depth on the centerline was 9 feet.
Daybeacons and a buoy mark the channel.

A marina at the head of the basin can provide
berthage, electricity, gasoline, diesel fuel, water,
ice, and some marine supplies; a launching ramp is
also available. Depths of 8 feet are reported along-
side the marina.

Storm warning signals are displayed; see chart.

Some of the more prominent landmarks that can
be seen from seaward along this section of the coast
are: a group of four loran towers centered in
34°03.8° N., 77°54.8° W., about 2 miles north-
northwestwardof Carolina Beach; an aero
radiobeacon on the west side of Cape Fear River,
about 3.6 miles northwestward of the loran towers;
and a tank and radar domes at Kure Beach 3.8 miles
and S miles southward of the loran towers, respec-
tively.

Corncake Inlet, about 7.5 miles southward of
Carolina Beach and 4.5 miles north of Cape Fear, is
completely closed.

Chart 1236.—Cape Fear is a low, sharp, sandy
point 85 miles southwestward of Cape Lookout at
the southern extremity of Smith Island. This island,
on the eastern side of the entrance of Cape Fear
River, is mostly low and marshy, but on the western
side has a thick growth of trees and a 99-foot high
octagonal tower of an abandoned light.

Frying Pan Shoals, extending south-southeast-
ward from Cape Fear, are bare in spots near the
shore and have general depths of 2 to 12 feet in an
unbroken line to a point 10 miles from the cape; for
6 miles farther the shoals are broken with depths
ranging from 10 to 20 feet. Broken ground with
depths of 5 to 7 fathoms extends frpm the shoals
proper almost to Frying Pan Shoals Light. A natural
channel, known as Frying Pan Sheals Slue, cuts
through the shoals about 11.5 miles southward of
Cape Fear. The Slue is marked at the n_ortheastqm
approach by a lighted buoy and about midway of its
length by two buoys. A depth of about 20 feet can
be carried through the channel with the aid of the
chart. The channel is used by fishing boats and
other small craft. ) s e

Frying Pan Shoals Light (33°29.1' N., 77°35.4' W.),
118 feet above the water, is shown from a dark
green tower on the corner of a four-legged metal
structure painted yellow with the word FRYING
PAN on the sides in 45 feet of water about 28.5
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miles southeastward of Cape Fear. A fog signal and
radiobeacon are at the light.

Storm warning signals are displayed daytime only.

A wreck, covered 6 feet, lies on Frying Pan
Shoals about 16 miles west-northwestward from the
light. An obstruction, reported covered 19 feet, lies
}p h75 feet of water 4.7 miles westward from the
1ght.

Chart 426.—Cape Fear River, about 370 miles
long and the approach to the city of Wilmington,
empties into the sea immediately westward of Cape
Fear. Barge traffic is active as far as Fayetteville,
about 125 miles above the mouth.

Wilmington, 24 miles above the mouth, on the
east bank of Cape Fear River, is the leading port of
North Carolina. It is 363 miles south of Norfolk,
Va., and 315 miles north of Jacksonville, Fla., by
coastwise routes. Exports are iron and steel
products, pulp and paper products, wood pulp,
machinery, auto parts, bark, tobacco, fertilizer,
bulk cement, sugar, scrap metal, boiler com-
ponents, and numerous manufactured articles. Im-
ported are sulfur, tobacco, tools and hardware,
molasses, sugar, burlap and jute, fertilizer, coal tar,
lumber, petroleum products, and bulk chemicals.
There are many tourist attractions and points of
historical interest in the city and vicinity, including
the USS NORTH CAROLINA, a World War 11
memorial, which is berthed on the west bank of
Cape Fear River opposite Wilmington.

Prominent features.—Qak Island Light (33°53.6’
N., 78°02.1' W.), 169 feet above the water, is shown
from a 155-foot cylindrical tower, upper part black,
middle white, and lower part gray, on Oak Island on
the western side of Cape Fear River entrance; a
radiobeacon is at the light. It is the most con-
spicuous object in the approach. The abandoned
lighthouse, known as ‘‘Old Baldy’’ on the west side
of Smith Island, and the buildings of the Oak Island
Coast Guard Station, westward of Fort Caswell, are
also conspicuous,

Three buildings of a former Coast Guard station
on Cape Fear are conspicuous. A water tank at
Kure Beach and two silver radar domes about 1.3
miles southward of the tank are visible well to
seaward.

Frying Pan Shoals Light structure is reported to
be a good radar target in the approach to Cape Fear
River. It is also reported that under ideal conditions
the configuration of Cape Fear and Oak Island
Light prove of some value as radar targets when
closer in; these targets, however, should not be re-
lied upon too strongly.

Boundary lines of inland waters.—There are no
specific lines established for Cape Fear River. The
general rules for inland waters apply; see 82.2,
Chapter 2.

Channels.—A federal project provides for a chan-
nel 40 feet deep over the ocean bar, thence 38 feet
for 24 miles to Wilmington including the turning

basin off the southerly part of the city; thence in
Northeast (Northeast Cape Fear) River 32 feet to
and including a turning basin 0.4 mile above the
mouth, thence 32 feet to Hilton Bridge about 1.2
miles above the mouth, and thence 25 feet to and in-
cluding a turning basin about a mile above the
bridge. Dredging to project depths has not been
completed; see Notice to Mariners and latest edi-
tions of charts for controlling depths. The channel
is well marked with lighted ranges and other aids.

Western Bar Channel, close to Fort Caswell on the
western side of the entrance to Cape Fear River, is
used considerably by small craft bound westward
along the coast. The channel is good for about 6 feet
but is not buoyed. The best water lies from 100 to
200 yards offshore south of Fort Caswell, and from
there the channel through the shoals trends about
256°. Abreast the Coast Guard station, the shore
should not be approached closer than 0.3 miles. A
dredged channel from Cape Fear River to the Coast
Guard wharf had a reported controlling depth of 10
feet in 1963. The channel is marked by daybeacons,
lights, and a 257%° lighted range.

A ferry, operated by the N.C. State Highway
Commission, crosses the river from Price Creek
about 4.5 miles above the mouth to Federal Point on
the east side of the river about 3 miles south-
southwest of Kure Beach. The channels leading to
the ferry terminals are marked by pilings with
reflectors and are maintained by the Highway Com-
mission. A controlling depth of 12 feet in the chan-
nels was reported in 1967.

A highway lift bridge with a clearance of 65 feet
down and 135 feet up crosses Cape Fear River at
Wilmington, about 23.5 miles above the mouth.
Bridges crossing Cape Fear River above Wilming-
ton are discussed later in this chapter.

Anchorages.—Good anchorage is available in the
Cape Fear River abreast the town of Southport. The
holding ground is good, but because of strong tidal
currents vessels should anchor with a good scope of
chain. This anchorage is sometimes used as a har-
bor of refuge in the winter by coasting vessels.

Vessels awaiting entrance to the river may find
good holding ground in about 7 fathoms within 0.6
mile southeastward of the sea buoy (Cape Fear
River Entrance Lighted Whistle Buoy 2CF). The
area to the northwestward of the sea buoy is re-

rted to be rocky and foul and some vessels have
ost anchors or broken flukes in the area.

Dangers.—Frying Pan Shoals are the principal
danger in the approaches to Cape Fear River
Isloated wrecks, some marked, and obstructions
with varying depths over them are in the ap-
proaches. Bald Head Shoal and Middle Ground are
dangerous shoals on either side of the bar channel.

Caution should be exercised in Cape Fear River at
times when tides are higher than normal and after
heavy rains as logs and floating debris may be en-
countered.
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A restricted area of the Sunny Point Army Ter-
minal is 9 miles above the mouth of Cape Fear
River; limits and regulations are given in 207.164a,
Chapter 2.

Routes.—On the approach to Cape Fear River
from northward, the safer course, and the one
generally used by deep-draft vessels, is outside of
Frying Pan Shoals Light.

From southward, deep-draft vessels should set a
course to pass outside the broken ground extending
offshore between Cape Romain and Winyah Bay.
When clear of this broken ground, the course can
be shaped for Cape Fear River Entrance Lighted
Whistle Buoy 2CF. When approaching from
southward an overrun of as much as 0.5 knot may
be expected except during northeasterly winds.

Tides and currents.—The mean range of tide at the
entrance is 4.5 feet; at Southport 4.1 feet, and at
Wilmington, 3.6 feet. Daily predictions for
Wilmington are given in the Tide Tables; predic-
tions for a number of places on the river and in the
vicinity are also in the tables.

The tidal currents on the bar run with considera-
ble velocity, and as a rule set nearly in the direction
of the channels, but on the last of the flood and first
of the ebb they set to the eastward across the chan-
nel and on the beginning of the flood they set to the
westward. In the river their set is generally in the
direction of the channel. The relative velocities of
flood and ebb depend upon the stage of the river.
During freshets the flood at times is completely
overcome by the river current and the ebb is greatly
increased. At low-river stages, a strong flood is felt
for a considerable distance above Wilmington,
where it runs 5% hours to nearly 7 hours of ebb;
downriver from Wilmington, the periods of flood
and ebb become more nearly equal. Current predic-
tions for a number of locations in Cape Fear River
may be obtained from the tidal current tables.

Weather.— The climate is usually mild and even in
winter, after low temperatures at night, the days
warm up. Sea fog is experienced from November to
April, usunally with the advent of southeast or
southerly winds when it may hang on for several
days. Westerly winds clear it off. After a very warm
day with a large drop in temperature at night, fog
may settle on the river but it usually burns off in the
forencon. It may be thick on the bar and outside,
and clear on the river from 2 or 3 miles above the
entrance. The office of the Weather Bureau is at the
New Hanover County Airport about 5 miles outside
of the city. Barometers may be compared there. See
Appendix for Wilmington climatological table.

Storm warning display locations are listed on the
C&GS charts and shown on the Marine Weather
Services Charts published annually by the Weather

Ureau.

Freshets occur any time from November through
April, but no appreciable rise in the water level has

en reported at Wilmington. They do have a
marked effect on the tidal currents and sometumes

overcome the flood current entirely in the river al-
most to the entrance. The velocity of the ebb cur-
rent is greatly increased during freshets.

Pilotage is compulsory from the bar to Southport
for all foreign vessels and United States vessels
under register in the foreign trade. Pilotage is op-
tional for United States coastwise vessels which
have on board a pilot licensed by the Federal
Government. Pilotage is not compulsory between
Southport and Wilmington but if a vessel does take
a pilot he must be a State Pilot. Most vessels and
even tugs take a pilot in entering the river. The
Wilmington Cape Fear Pilots Association maintains
two 50-foot pilot boats, the CAPE FEAR PILOTS,
and the CAPE FEAR PILOTS II, both painted
white, and each with the name on the bow and
stern. The pilot boats maintain radiotelephone com-
munications on 2182 kHz, 2638 kHz, 2738 kHz and
on VHF Channel 18A (156.90 MHz). The pilot sta-
tion at Southport monitors these frequencies on a
24-hour basis. Communicatton on other frequencies
is also maintained between the pilots, pilot station,
tugs, and bridge to bridge. At night, the pilot boats
display a white light over a red light; no day signals
are displayed. Pilots board vessels day or night in
the vicinity of the sea buoy (Cape Fear River En-
trance Lighted Whistle Buoy 2CF). Pilots may be
obtained by wire, by radiotelephone through the
Charleston Marine Operator, phone; 919-763-4931
in Wilmington, or 919-457-5831 in Southport, or by
prior arrangements with the ships’ agents. Vessels
can call the pilots directly to discuss time of arrival,
or existing weather conditions on 2738 kHz, or
Channel 18A (156.90 MHz).

Towage.—Vessels seldom find it necessary to em-
ploy tugs between the sea buoy and the turning
basin off the southerly part of Wilmington, but tugs
are generally used to assist in docking and move-
ment within the port or to upriver facilities. In-
bound vessels are usually met by the tugs just
below the terminal they are bound for or off the
State Ports Authority Terminal wharf. Tugs up to
1,800 hp. are available. _ _

Quarantine.— Vessels subject to quarantine are
boarded by quarantine officers for inspection upon
arrival at the berths day or night. U.S. Public Health
Service maintains a contract physician’s office at
Southport and at Wilmington; see Appendix for ad-
dresses. Deratization inspection, and issuance or
renewal of certificates are not possible at Wilming-
ton or Southport. A county hospital is at Wilming-

n.
tOAgriculture quarantine inspections are conducted
at the berths. Officials have their office in the
Federal Building (34°14’08” N., 77°56 58" W.).

Customs.— Wilmington is a port of entry. Vessels
are usually boarded at the berths. Officials have
their offices at the North Carohrla ,Sla'se Ports
Authority Terminal (34°12°00" N., 77°57 23" W.).

Coast Guard.—The Captain of the Pol:t, and' a
Marine Inspection Office and documentation office

are in the Federal Building.
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Immigration officials maintain an office in the
Federal Building. Vessels are inspected at their
berths.

Harbor Regulations.—A Board of Commissioners
of Navigation and Pilotage adopts regulations
which are enforced by a harbormaster. The harbor-
master’s office is at the Waters Shipping Co., 2907
Burnett Blvd., near North Carolina State Ports
Authority Terminal. There is a speed limit of 5 miles
per hour in Cape Fear River between Point Peter
(34°14'27" N., 77°57°20"" W.). and the foot of Queen
Street, about 0.9 mile south of Point Peter.

Wharves.—Only the major port facilities at
Wilmington are described. These include North
Carolina State Ports Authority Terminal wharf, the
port’s only general cargo facility, several oil ter-
minals, and bulk-handling facilities for cement,
asphalt products, molasses, liquid chemicals, sul-
fur, fertilizers, and liquid sugar. Most of the piers
and wharves have railroad and highway connec-
tions, and water and electricity. Cargo is generally
handled by ship’s tackle; special handling equip-
ment, if available, is mentioned in the description of
the particular facility. The alongside depths given
for each facility described are reported; for infor-
mation on the latest depths, contact the operator.
There are many smaller facilities at Wilmington
which are used by barges and small vessels, as ves-
sel repair berths, and for scrapping operations;
these facilities are not described. For a complete
description of the port facilities, refer to the Port
Series, a Corps of Engineers publication.

East side of Cape Fear River:

Humble Oil Wharf (34°10'35" N., 77°57'26" W.):
82-foot T-head pier, 1,000 feet with dolphins; 35
feet alongside; deck height 13 feet; pipelines extend
from pier to storage tanks in the rear; receipt and
shipment of petroleum products by ship and barge;
bunkering vessels; owned and operated by Humble
Oil and Refining Co.

Mobil Oil Corp. Wharf: about 0.35 mile north of
Humble Oil Whartf; 40-foot T-head pier, 700 feet
with dolphins; 32 feet alongside; deck height 11
feet; pipelines extend from the pier to two storage
tank farms in the rear; receipt and shipment of
xcj)qﬂtr((:)leum products; owned and operated by Mobil

o.

Shell Oil Co. Wharf: about 0.3 mile northward of
Mobile Oil Corp. Wharf; 120-foot T-head pier, 750
feet with dolphins; 34 feet alongside; deck height 10
feet; pipelines extend from pier to three storage
tank farms in the rear; receipt and shipment of
petroleum products; fueling tugs and other types of
small vessels; owned and operated by Shell Oil Co.

Texaco Wharf; about 0.25 mile northward of Shell
Oil Co. Wharf; 122-foot T-head pier, 550 feet with
dolphins; 34 feet alongside; deck height 16 feet
(lower end) and 18% feet (upper end); pipelines ex-
tend from pier to two storage tank farms in the rear;
receipt of petroleum products, bunkering vessels;
owned and operated by Texaco, Inc.

North Carolina State Ports Authority Wharf
(North Carolina State Docks): at Dram Tree Point
immediately northward of Texaco Wharf; 3,695-
foot face with 900-foot extension under construc-
tion in 1969; 34 feet alongside; deck height 12 feet;
four transit sheds, total 500,000 square feet storage
area; four warehouses, total 500,000 square feet
storage area; one cargo storage shelter total 240,000
square feet storage area; about six acres paved
open storage; two 45-ton capacity gantry cranes
equipped for magnet or bucket operations; one 75-
ton gantry crane can be used with either of the 45-
ton cranes for lifts up to 120 tons; the 75-ton crane
can be converted for single lifts, magnet or bucket
as well as container cargo operations; one 35-ton
steam locomotive crane; two 5-ton gasoline mobile
cranes, forklift trucks with capacities up to 10-tons
with accessories, cotton and paper clamp, etc.; two
railroad tracks on 50-foot apron; railroad car
storage area in rear of terminal connect with
Seaboard Coast Line Railroad; fumigation plant;
bonded warehouse; receipt and shipment of general
cargo in the foreign and domestic trade; owned and
operated by the North Carolina State Ports Authori-
ty.
Wilmington Chemical Terminal: about 0.35 mile
northward of the northern end of State Ports
Authority Wharf; 50-foot T-head pier, 600 feet with
dolphins; 25 feet alongside (in 1969, reportedly
being dredged to 40 feet); deck height about 10 feet;
pipelines extend from pier to storage tanks in the
rear; receipt and shipment of liquid chemicals and
molten sulfur; owned by North Carolina State Ports
Authority and operated by Wilmington Chemical
Terminal, Inc.

Chevron Asphalt Dock: about (.45 mile northward
of the northern end of State Ports Authority Wharf;
30-foot T-head pier, 560 feet with dolphins; 30 feet
alongside; (in 1969, reportedly being dredged to 32
feet); deck height 10 feet; pipelines extend from
pier to storage tanks in the rear; receipt of bulk
asShalt products; owned and operated by Standard
Oil of California.

Taylor-Piedmont Co. Wharf: about 0.7 mile
northward of the northern end of State Ports
Authority Wharf; 30-foot T-head pier, 250 feet with
dolphins; 23 feet alongside; deck height 10 feet;
pipelines extend from pier to storage tanks in plant
at rear; receipt of creosote; owned by the City of
Wilmington and operated by Taylor-Piedmont Co.

Hess Oil Co. Wharf: about 0.85 mile northward of
the northern end of State Ports Authority Wharf;
60-foot T-head pier, about 550 feet with dolphins;
32 feet alongside; deck height 8 feet; pipelines ex-
tend from pier to storage tanks in the rear; receipt
of petroleum products; owned and operated by
Hess Oil and Chemical Co. )

Cape Fear Terminal Wharf: about one mile
northward of the northern end of State Ports
Authority Wharf; three T-head piers, 30, 151, and
60 feet long, 630 feet with dolphins; 32 feet along-
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side; deck height 10 feet; pipelines extend from pier
to storage tank farm in the rear; receipt and ship-
ment of bulk petroleum products and bunkering
vessels; owned by Gulf-Union Oil Co. and operated
by Union Qil Co.

American Molasses Co. Wharf: about 1.3 miles
northward of the northern end of State Ports
Authority Wharf; 147-foot face, 550 feet with dol-
phins; 31 feet alongside; deck height 10 feet; south
and north sides each 70 feet long; pipelines extend
from wharf to storage tanks in the rear; receipt of
molasses, mooring of fireboats, occasional
berthage of vessels awaiting berths at North
Carolina State Ports Authority Terminal; owned
and operated by American Molasses Co. of North
Carolina, Inc.

U.S. Coast Guard Wharf: about 2 miles northward
of the northern end of State Ports Authority Wharf;
600-foot face; 17 feet alongside; deck height about 8
feet; mooring of U.S. Government vessels; owned
and operated by the U.S. Government.

Cape Fear Technical Institute Wharf: about 0.1
mile northward of U.S. Coast Guard Wharf; 225-
foot face; 20 feet alongside; deck height 8 feet;
mooring of the institute’s training vessels; owned
and operated by the State of North Carolina.

East side of Northeast (Northeast Cape Fear) River:

Seaboard Coast Line Railroad Co. Diesel Fuel
Wharf (34°14'30"” N., 77°57'10" W.): at the mouth of
the river; 198-foot face, 550 feet with dolphins; 29
feet alongside; deck height 10 feet; pipelines extend
from wharf to storage tanks in rear; receipt of diesel
fuel; owned and operated by Seaboard Coast Line
Railroad.

Almont Shipping Co. Piers: about 250 yards above
Seaboard Coast Line Railroad Co. Wharf; Pier A,
the more southerly pier, 110-foot face, 30 feet
alongside; south side 400 feet long, 12 feet along-
side; north side 450 feet long, 32 feet alongside; all
deck heights 10 feet; Piers B and C, immediately
above Pier A, 340-foot face, 32 feet alongside,
south side 410 feet long, 32 feet alongside; north
side 410 feet long, 28 feet alongside; all deck heights
10 feet; four warehouses total 144,000 square feet
storage space; vessels unload bulk fertilizer maten-
als by means of hopper-conveyor belt systems to
warehouses or to loading chutes at rear of
warehouses for shipment; related equipment in-
cludes bulk-pilers, two 30-ton cranes, and bull-
dozers; owned and operated by Almont Shipping

0.

Dixie Crystals Liquid Sugar Depot Dock: about 1.1
miles ab?\,re Seal;loard C%oast Line Railroad Co.
Wharf; 24-foot T-head pier, 150 feet with dolphins;
35 feet alongside; deck height 9 feet; pipelines ex-
tend to and from storage tanks in the rear; receipt
and shipment of bulk liquid sugar; owned and
Operateé) by Savannah Sugar Refimng Corp.

,w est side of Northeast (Northeast Cape Fear)

iver:

Ideal Cement Co. Pier: about 0.9 mile above Point
Peter (34°14'27" N., 77°57'20" W.); 358-foot T-head
pier, 580 feet with dolphins; 34 feet alongside; deck
height 8 feet; storage warehouse; receipt of bulk ce-
ment by barge, export of bulk cement by ship; han-
dling of bulk cement is by air-pump system; owned
and operated by Ideal Cement Co.

Carolina Nitrogen Co. Dock: about 1.3 miles above
Ideal Cement Co. Pier; 40-foot T-head pier, 540 feet
with dolphins; 26 feet alongside; pipelines extend
from dock to storage tank at plant; receipt of liquid
aclmmonia, owned and operated by W.R. Grace &

0.

West side of Cape Fear River below Wilmington:

Military Ocean Terminal (Wharf No. 1, No. 2, and
No. 3): at Sunny Point, about 9 miles above the
mouth; three identical 2,000-foot long wharves,
about 0.4 miles apart; 36 feet alongside; deck
heights 16 feet; open and closed storage areas; for-
klifts up to 7% tons; truck unloading and railroad
trackage at each wharf; highway connections; ter-
minal railroad connects with Seaboard Coast Line
Railroad; shipment of military supplies; operated
by U.S. Army.

Supplies.— Al manner of marine supplies and
provisions are obtainable at Wilmington. Potable
water is available at most of the berths. Bunker C
oil is available to oceangoing vessels at Humble Qil
Wharf, Texaco Wharf, and Cape Fear Terminal
Wharf; see Wharves. Diesel oil is available by
truck.

Repairs.—There are two shipyards at Wilmington.
All are on the west bank of Northeast (Northeast
Cape Fear) River, one about 0.2 mile below the
highway bridge, and the other about 0.5 mile above
the railroad bridge.

The shipyard above the railroad bridge has a float-
ing drydock with a lifting capacity of 1,000 tons and
can handle vessels up to 200 feet in length, A 50-ton
barge-mounted stiff-legged crane, and a 15-ton
gantry crane are available. Hull, engine, and electri-
cal repairs can be made.

The yard below the highway bridge has a 1,000-
ton marine railway that can haul out craft up to 200
feet in length. A 100-ton boat lift, two 7%-ton
crawler cranes, and a 5-ton mobile lift are available.
Hull and engine repairs can be made, and there are
machine, carpenter, and electrical repair shops;
repairs to propellers up to 8 feet in diameter can

also be made. _ o
There are also several machine shops at Wilming-

ton, on and off the waterfront, that can fabricate
shafts, perform welding, and make shaft and
propeller repairs. The largest propeller that can be
repaired is 10 feet in diameter; the largest shaft that
can be produced in 12 inches by 20 feet. .
Small-craft facilities.—Berths and other facilities
for small craft are limited at Wilmington due to the
heavy commerical traffic. However, berths,
gasoline, diesel fuel, water, ice, and a 1,000-ton
marine railway are available at the shipyard on the
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west bank of Northeast River, about 0.2 mile below
the highway bridge. The yard can also make hull,
engine, and electrical repairs. More extensive
small-craft facilities are at Southport, which is men-
tioned later in this chapter.

Communication.—Wilmington is served by U.S.
Routes 17, 117, 74-76, 421, and State Routes 132
and 133, and has railroad connections with the
Seaboard Coast Line Railroad. A commerical air-
line serves the local airport.

Southport, on the west bank of Cape Fear River 3
miles above the mouth, is a town where provisions
and marine supplies can be obtained. Along its
waterfront there are several fish wharves, service
wharves, a yacht basin, and a small-boat harbor
operated by the North Carolina State Ports Authori-
ty, as well as restaurants and motels. Berthage with
electricity, gasoline, diesel fuel, water, and ice are
available at these facilities. The U.S. Public Health
Service maintains a contract physician’s office in
Southport; see Appendix for address.

The Wilmington Cape Fear Pilots Association
maintains an office and a lookout tower (33°55.0/
N., 78°01.2" W.) adjacent to the town pier, which
had 7 feet alongside in 1963. A marine railway is on
the north side of the Intracoastal Waterway about
0.1 mile westward of the lookout tower; vessels up
to 40 feet in length can be hauled out for hull
repairs. About 6 feet can be taken to the railway.
Immediately westward of the marine railway is a
yacht basin which in October 1969, had depths of 10
feet. The small-boat harbor, about 0.45 mile west-
ward of the lookout tower, has a 36-ton mobile hoist
and facilities for hull, engine, and electrical repairs.
In January 1968, depths of 6 feet were available in
the small-boat harbor. A storm barrier on the south
bank of the Intracoastal Waterway protects the har-
bor.

From Southport the Intracoastal Waterway leads
northward and follows the main ship channel in
Cape Fear River to a point about 11.5 miles above
the mouth of the river where it leaves the main ship
channel and leads northeasterly to the west end of a
landcut, known as Snows Cut, thence through the
landcut to Myrtle Sound.

A dredged channel in Cape Fear River above
Wilmington leads northwesterly for 3.5 miles to a
turning basin at Navassa, thence to Fayetteville, the
head of navigation, 100 miles above Wilmington.
Three locks and dams are between Navassa and
Fayetteville. In 1960, the controlling depth to and in
the turning basin at Navassa was 21 feet, thence in
June 1969, 6% feet to Fayetteville. The locks have a
usable length of 200 feet, a width of 40 feet, and a
depth over miter sills of 9 feet.

U.S. Route 17 highway bridge over Cape Fear
River opposite Wilmington has a bascule span with
a clearance of 26 feet. Just above the highway
bridge is an overhead power cable with a clearance
of 125 feet. The Seaboard Coast Line Railroad
bridge at Navassa has a bascule span with a
clearance of 6 feet. The least known high water
clearance of the fixed bridges crossing Cape Fear
River between Navassa and Fayetteville is 13 feet.

Black River flows into Cape Fear River about 12
miles above Wilmington. It has been reported that
drafts of not more than 3 feet can be taken to Still
Bluff, about 10.4 miles above the mouth.

Northeast (Northeast Cape Fear) River empties
into Cape Fear River from northward at Point Peter
(34°14°27"” N., 77°57'20" W), near the northern end
of Wilmington. Above the turning basin, about 2
miles above the mouth, it is reported that natural
depths of 6 feet can be taken for 42 miles, and
thence 3 feet for 7 miles to Crooms Bridge.

U.S. Route 17 highway bridge over Northeast
River 0.6 mile above its mouth has a bascule span
with a clearance of 26 feet. The Hilton (Seaboard
Coast Line) railroad bridge, about one mile above
the mouth, has bascule span with a clearance of 5
feet. State Route 117 highway bridge at Castle
Hayne, about 23.4 miles above the mouth, has a
fixed span with a clearance of 23 feet at low water
stage. The Seaboard Coast Line Railroad bridge
just above it has a swing span with a clearance of 7
feet at low water stage; see 117.240, and 117.245 (a)
through (e), and (g) (10), Chapter 2, for drawbridge
regulations and opening signals.

Smith Creek empties into Northeast River from
eastward about 1.5 miles above the river mouth.
The controlling depth over the bar was 8% feet in
1963, and then 4% feet to the walkway crossing the
creek at the airport. The creek was foul with
stumps, logs, and submerged piling from the en-
trance to its head. State Route 117 highway bridge,
1.3 miles above the mouth, has a swing span with a
channel width of 45 feet and a clearance of 3 feet;
see 117.240 and 117.245 (a) through (e) and (g) (9),
Chapter 2, for drawbridge regulations and opening
signals. The Seaboard Coast Line Railroad bridge,
about 2 miles above the mouth, has a fixed span
with a clearance of 12 feet. An overhead power
ggbtle Just above the birdge has a clearance of 30

et.

Freshets.—Low-water stages prevail in the rivers
above Wilmington from 2 to 4 months during the
summer, and freshets usually occur as often as
once a month during the remainder of the year, but
with no regularity.
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This chapter describes the coast of North and
gouth Carolina from Cape Fear to Charleston Har-

or.

Also discussed are the deepwater ports of Char-
leston and Georgetown, S.C.; several smaller ports
of which Wando and Mount Pleasant are the more
important; Winyah Bay and its tributary rivers; the
waters of Ashley, Wando, and Cooper Rivers and
their tributaries; several of the minor rivers; and the
shallow inlets which make into this section of the
coast, including Shaliotte, Little River, Dewees,
North, Price, and Capers.

The section of the Intracoastal Waterway from
Cape Fear River to Charleston Harbor is described
in Chapter 12.

There are numerous wrecks along this section of
the coast; the most dangerous are marked.

Chart 1110.—From Cape Fear the coast curves
gradually westward and southward for 80 miles to
Winyah Bay Entrance. This section of the coast is a
sand beach, with numerous sand dunes, separated
from the heavily wooded mainland by small streams
and marshes. From offshore, the woods appear to
extend to the cuter beach. The coast is clear, and a
depth of 3 fathoms can be taken to within a mile of
the beach, except at Murrells Inlet where, about 2
miles offshore, there is a 16-foot spot. The 10-
fathom curve is from 11 to 25 miles offshore, and
inside it the water shoals gradually as the shore is
approached. )

The character of the coast changes from Winyah
Bay to Charleston Harbor. Here the coastline
trends southwestward for about 45 miles and is a
border of sandy barrier islands with off-lying shoal
areas which include Romain Shoal, Bull Breakers,
and Rattlesnake Shoal. These shoal areas should be
given a wide berth. The 10-fathom curve along this
section of the coast extends from 11 to 21 miles
offshore.

Charts 1236, 835—SC.—Lockwoods Folly Inlet is
entered over a shifting bar 11 miles westward of
Cape Fear River. Strangers should not attempt it as
the inlet is enclosed by breakers at virtually all
stages of tide and wind. In November 1968, the
midchannel controlling depth over the bar and to
the Intracoastal Waterway was 4% feet. The buoys
marking the inlet are not charted because they are
frequently shifted in position to mark the best
Water, There are three charted wrecks, all showing
at low water, near the entrance to the inlet, two are
at the mouth, and the other is about 0.3 mile to the
westward 200 yards offshore. A high sand dune 1s
€ast of the inlet.

Lockwoods Folly River is navigable from the
ocean to the Intracoastal Waterway, at the head of
the marshes inside the inlet, and thence to a fixed
highway bridge at Supply, which is at the practical
head of navigation 16 miles above the waterway.
The channel is narrow, bordered on both sides by
oyster bars covered at high water, and not main-
tained. The mean range of tide is 4.2 feet at the inlet
and about 2 feet at Supply. In April 1967, the con-
trolling depth from the waterway to Supply was 2
feet. The river channel is marked by daybeacons to
a pier about 1.6 miles northward of the Intracoastal
Waterway where gasoline, water, and groceries can
be obtained. In 1969, it was reported that the river
was only being used by shallow-draft skiffs.

An explosives ancherage is centered about 3.5
miles southwestward of Lockwoods Folly Inlet; see
110.170, Chapter 2, for limits and regulations.

Shallotte Inlet, 19 miles westward of Cape Fear
River, is entered over an unmarked shifting bar and
has a winding entrance. The inlet, used only by
local fishermen and not recommended to strangers,
provides an access from the sea to the Intracoastal
Waterway and to Shallotte River. The river is
navigable to the town of Shallotte, about 8 miles
above the inlet. In 1963, the controlling depth over
the bar and to the Intracoastal Waterway was 4
feet, and thence in June 1967, 4 feet to Shallotte.
The river entrance is marked by two private buoys.
The mean range of tide is 4.6 feet near the inlet and
about 3 feet at Shallotte.

Berthage, electricity, gasoline, diesel fuel, water,
ice, launching ramps, and some marine supplies can
be obtained at two small-craft facilities on the west
bank of Shallotte River, about 0.5 mile and 1.3 miles
above the Intracoastal Waterway. A marine railway
at the southerly facility can handle craft up to 40
feet in length for hull and engine repairs. The facili-
ties at Bowen Point are described with the In-
tracoastal Waterway in Chapter 12.

Tubbs Inlet, 6 miles westward of Shallotte Inlet,
is seldom used. It is unmarked and not recom-

mended to strangers.

Charts 1237, 835—SC.—Little River Inlet, 28
miles westward of Cape Fear River, is entered
between Waiter Island on the west and Bird Island
on the east, at high water. A lighted whistle buoy is
off the entrance. The bar channel is subject to con-
tinual change and the buoys marking it are shifted
frequently to mark the best water, and therefore not
charted; local knowledge is advised. In 1963,
breakers extended across the entire entrance and no
channel was found. However, in 1969, local fishing
boats were reported using the inlet. Once inside the
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bar, a channel leads for about 1.5 miles to the junc-
tion with the Intracoastal Waterway from a point
northward of the eastern end of Waiter Island. In
1967, the controlling depth in this channel was
about 9 feet. The mean range of tide at the inlet is
about 5 feet.

Between Little River Inlet and Murrells Inlet,
there are many piers, most of which are marked by
lights and extend out some 400 to 1,000 feet into the
ocean. Storm warning signals are displayed; see
chart.

Myrtle Beach, a summer resort, is on the outer
beach nearly 20 miles southwestward of Little
River Inlet and 32 miles north-northeastward from
Georgetown Light. At Ocean Forest, 3.5 miles
northeast of Myrtle Beach, there is a large red brick
hotel whose tall central tower is the most prominent
landmark between Beaufort and Winyah Bay. An
aviation light is on the hotel tower at an elevation of
176 feet. Numerous tanks in the area are con-
spicuous. Hotels and motels along the beach, and a
microwave tower, 230 feet high, at Myrtle Beach,
are also prominent. At Myrtle Beach Air Force
Base, the rotating aerobeacon on a tank, and
several radio antennas close-to, marked by red
lights, can be seen to seaward.

Murrells Inlet, 12 miles southwest of Myrtle
Beach and 20 miles north-northeastward of Geor-
getown Light, connects with Main Creek and Oaks
Creek, which drain a considerable area of marsh
between the mainland and the outer beach. The en-
trance bar is shifting and the channel is subject to
change. An unlighted bell buoy is off the entrance.
In 1963, the controlling depth over the bar was 3
feet. Inside the inlet, where the channel turns
sharply to northward into Main Creek, the tide rips
are strong at full ebb or flood current. In 1963, the
controlling depth was 4 feet up this channel for
about 1.8 miles to a launch landing. The channel
over the bar is marked by buoys, and the channel in
Main Creek to the landing by daybeacons. The aids
marking the bar channel are shifted frequently to
mark the best water, and therefore not charted.
Local fishermen use this inlet, but strangers should
not enter without local knowledge.

There are two marinas on Main Creek; one is at
the landing, and the other is eastward of the landing
on the west side of the barrier beach. Berthage,
electricity, gasoline, diesel fuel, water, ice,
launching ramps, and some marine supplies are
available at both facilities; hull repairs can be made
at the westerly facility. Depths in the approaches
and alongside the piers at the marinas are reported
to be about 3 feet. Restaurants and motels are
a;ailable. Storm warning signals are displayed; see
chart.

A fish haven is about 3.3 miles east-southeast-
ward of Murrells Inlet.

Charts 787, 1237.—North Inlet, about 14 miles
southward of Murrells Inlet and 6 miles northward
of Georgetown Light, connects with Winyah Bay
by way of both Town Creek and Jones Creek. Some
local fishermen use the inlet but strangers should
not. In 1963, the controlling depth over the bar was
5 feet. The inlet and the creeks are unmarked. There
is little water on the Winyah Bay side, and naviga-
tion is restricted to shallow-draft craft. In 1963,
Jones Creek, the southerly of the two, was found to
bare in places, and in 1969, numerous oyster bars
were reported.

Winyah Bay is the first harbor southward of Cape
Fear River, a distance of 70 miles, that is navigable
for vessels drawing up to 25 feet. It is entered
between North Island and South Island. The en-
trance is protected by jetties. The entrance is not
safe for small craft except in favorable weather.
Heavy tide rips prevail near the ends of the jetties,
and heavy seas run in moderate weather. The south
jetty is visible only at low water. Craft drawing 4
feet or less can enter close to the outer end of the
north jetty in good weather.

Georgetown, 14 miles above the entrance to
Winyah Bay, is on the north bank about 1.5 miles
above the entrance to Sampit River. It is 392 miles
south of Norfolk and 247 miles north of Jackson-
ville by coastwise routes. It is a city of growing
commerical importance and has a large pulp mill, a
chemical plant, a steel fabrication plant and rolling
mill, and several seafood processing plants. The
principal exports are wood pulp and kraft paper.
Veneer logs, tapioca meal, petroleum products, and
general cargo are imported. It is the terminus of a
branch of the Seaboard Coast Line Railroad and
considerable ocean shipping calls at the port. It has
schools, banks, motels, markets, restaurants, a
hospital, and many landmarks of historical interest.

Prominent features.—Georgetown Light (33°13.4'
N., 79°11.!' W.), 85 feet above the water, is shown
from a white cylindrical tower and dwelling near the
south end of North Island. A radiobeacon is at the
light. The light is difficult to pick up in daytime
especially in hazy weather due to the sand dunes in
the vicinity and the trees surrounding the
hghtlgo_usp. There are no other prominent objects in
the vicinity and the land is low on both sides of the
entrance.

Boundary lines of inland waters.—There are no
specific lines established for inland waters in
Winyah Bay. The general rule for inland waters
apply; see 82.2, Chapter 2.

Channels.—Fede;al project depth is 27 feet from
the sea to the turning basin off the two deepwater
terminals on Sampit River. The channel is well
marked by lighted ranges, buoys, and other aids.
The channel is maintained at or near project depth,
but during freshets from February to April it is re-
ported that silting occurs in the turning basin and on
Sampit River Range; annual dredging is necessary
lo maintain this portion at project depths. Se€
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Notice to Mariners and latest editions of charts for
controlling depths.

The bypassed portion of the river in front of the
city of Georgetown is not routinely maintained and
has a tendency to shoal between dredgings. In
March 1968, after dredging, a depth of about 13 feet
could be carried to a basin at the top of the bend of
the horseshoe, with about the same depths in the
basin. In 1963, the area westward of the basin to the
southwest end of the horseshoe was reported to dry
in places. The channel to the basin is not marked.

Anchorages.— There are no anchorages in Winyah
Bay or Sampit River for deep-draft vessels. The
recommended anchorage, as reported by the local
Eilots,. is about 5 miles eastward of Georgetown

ight in 5 to 6 fathoms, sandy bottom.

Dangers.—The principal dangers in the approach
to Winyah Bay are: East Bank, covered 6 feet and
marked by a buoy, about 2 miles south of the end of
the south jetty; an unmarked shoal, with a least
depth of 14 feet, about 4 miles southward of East
Bank; Hector Wreck, with 11 feet over it and
marked by a lighted bell buoy, about 12 miles
southward of the sea buoy (Winyah Bay Lighted
Bell Buoy 2WB); and a wreck, with 19 feet over it
and marked by a lighted gong buoy, about 13 miles
southeastward of the sea buoy. Vessels ap-
proaching the entrance at night should remain in the
vicinity of the sea buoy until the pilot boards. Some
vessels, mistaking Range B Lights for Entrance
Channel Range A Lights, have approached the en-
trance too closely at night and only with difficulty
have cleared the outer end of the south jetty.
Mariners are advised to familiarize themselves with
the characteristics of these ranges before making
the approach. .

The local pilots report that the southwest tip of
North Island just inside the jetties is building up and
is encroaching southward to near the easterly edge
of the channel; caution is advised. ]

Tides and currents.—The mean range of tide on
the bar off the end of the south jetty is 4.6 feet; in
the channel off Georgetown Light is 4 feet, and at
Georgetown 3.3 feet. The force and direction of the
wind has marked influence on the range of the tide.
Continuing easterly winds bringing abnormal high
tides and westerly winds much lower tides.

The tidal currents are affected by variations in the
flow of the tributary rivers. The velocity is greatest
between the jetties where the average is between 2
and 3 knots. The set is diagonally across the south
jetty. During freshets in the rivers, also with
westerly winds, the velocity of the ebb current
between the jetties is reported to be very strong at
times and the channel buoys between the jetties are
nearly towed under. In the channel in Winyah Bay,
from the entrance to Georgetown, the tidal current
averages about 2 knots, but during freshets the ebb
current js considerably stronger and the flc
weaker. Near the mouth of Sampit River, the tidal
current averages about 1 knot with somewhat

stronger ebb current velocities during freshets. Out-
side the jetties, with fresh to strong northeast
winds, a strong southerly current is reported to set
across the entrance channel and with southerly and
southwesterly winds a northerly set is experienced.
Current predictions for a number of places in
Winyah Bay and vicinity are given in the Tidal Cur-
rent Tables.

Weather.—The climate is usually mild and, except
in severe winters, little ice is seen and then only
along the banks. The channels are never obstructed.
Fog is prevalent during the fall and spring and
usually sets in during southwesterly weather, when
it may persist for several days. Fog due to a large
drop in temperature usually burns off in the
forenoon. Fog sometimes hangs offshore or in the
entrance when it is clear inside.

Winter temperatures average near 60° F during
the day and in the upper 30’s at night. Temperatures
drop to freezing or below only on about 28 days per
year; a 4° F temperature was recorded one Februa-
ry. Precipitation averages about 3 to 4 inches per
month during the winter and falls on 4 to 6 days per
mogth; snow is rare and averages about one-half
inch.

Summer maximum temperatures average in the
upper 80’s while minimums averages in the low
70’s. Temperatures reach 90° ¥ or higher on about
55 days annually; a reading of 104° F was recorded
in both June and August. June through August is
generally considered the rainy season; about half of
the 50-inch annual average occurs during these
months.

Storm warning display locations are listed on the
C&GS charts and shown on the Marine Weather
Services Charts published annually by the Weather
Bureau.

Routes.—Vessels from the northward usually
make for the sea buoy from Frying Pan Shoals
Light. When coming from the southward they
should stay outside Cape Romain Lighted Whistle
Buoy 2CR, shaping for the entrance, taking care to
avoid the wreck, marked by lighted gong buoy,
about 4 miles north-northwestward of Cape Romain
Lighted Whistle Buoy 2CR. Some vessels in closing
the entrance have mistaken the ranges and come
too close to the south jetty; they should remain in
the vicinity of the sea buoy until the pilot boards.

Pilotage is compulsory for all foreign vessels and
for United States vessels under register in the
foreign trade. Pilotage is optional for United States
vessels in the coastwise trade which have on board
a pilot licensed by the Federal Government. Pilots
will board day or night from the pilot boat just south
of the sea buoy (Winyah Bay Lighted Bell Buoy
9WB, 33°11.8' N., 79°05.2' W.). The pilot boat is
painted white with a white P on a black funnel. The
alternate pilot boat, the KERMATH, is painted
white and has a flying bridge. The pilot boats fly the
code flag H, and are equipped with radiotelephone
and monitor 2182 kHz, 2368 kHz, 2738 kHz, and
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VHF channels 16 (156.8 MHz) and 19A (156.95
MHz) when working ships. Pilots are arranged for
in advance by wire, by radiotelephone through the
Charleston or Savannah Marine Operators
(telephone at Georgetown, 803-546-5977), or
through ships’ agents.

Towage.—Two tugs, 1,000 hp. and 600 hp., are
available at Georgetown. Tugs are required for
docking and undocking large oceangoing vessels at
the South Carolina State Ports Authority Terminal
and at the International Paper Co. wharf; tugs meet
vessels just below Georgetown. Arrangements for
such services are usually made well in advance
through ships’ agents.

Quarantine.—Vessels subject to quarantine in-
spections are boarded at the berths by a contract
physician of ths U.S. Public Health Service; see
Appendix for the address of the contract physician’s
office in Georgetown. There is a county hospital at
Georgetown.

Agricltural quarantine inspections are made at the
berths by officials from Charleston.

Customs.—Georgetown is a customs port of entry.
A port director of customs boards vessels at the
berths. The office is in the Post Office Building.

Documentation may be obtained at the Coast
Guard’s Marine Inspection Office, Federal Build-
ing, Charleston, S.C.

Immigration officials from Charleston board ves-
sels at the berths. The customs officer sometimes
acts for the Immigration Service.

Harbor regulations.—The South Carolina State
Ports Authority exercises jurisdiction over the port
through the manager of the State Ports Authority
Terminal at Georgetown. The manager’s office is at
the terminal. There are no formal harbor regula-
tions.

Wharves.—Only the major port facilities at Geor-
getown are described. These include the South
Carolina State Ports Authority Terminal Pier and
the International Paper Co. Wharf, both on the
north side of the turning basin in Sampit River, and
two barge facilities above the turning basin. The
wharves have railroad and highway connections,
and most have water and electrical shore power
available. General cargo is handled at the port by
ship’s tackle; special handling equipment, if availa-
ble, is mentioned in the descrption of the particular
facility. The alongside depths given for each facility
described are reported; for information on the latest
depths, contact the operator. There are several
seafood-handling and small-craft service wharves
along the city waterfront; only the small-craft facili-
ties are described. For a complete description of the
E‘m. facilities, refer to the Port Series, a Corps of

ngineers publication.

South Carolina State Ports Authority Terminal
Pier 31 (33°21'35"” N., 79°17'15" W.): north side of
turning basin; marginal type wharf with 500-foot
face; 27 feet alongside; deck height 10 feet; transit
shed with about 55,000 square feet of storage space;

open storage area; forklift trucks; railroad tracks on
40-foot wharf apron and at rear of transit shed; ves-
sels bunkering facility at the west end of the wharf;
pipelines extend from pier to fuel storage tanks at
terminal; receipt and shipment of general cargo in
the foreign and domestic trade; receipt of fuel oil
bunkering vessels; owned and operated by the
South Carolina State Ports Authority.

International Paper Co. Wharf: north side of turn-
ing basin, about 350 yards westward of State Ports
Authority Terminal: marginal type wharf with 480-
foot face; 27 feet alongside; deck height 10 feet;
transit shed with 32,000 square feet of storage
space; forklift trucks; railroad trackage on 34-foot
apron and at rear of transit shed; shipment of paper,
receipt of tapioca flour, and occasional receipt of
general cargo in the foreign and domestic trade;
owned by International Paper Co. and operated by
Bay Harbor Warehouse Corp.

International Paper Co., Lower Wharf: north side
of Sampit River about 0.75 mile westward of South
Carolina State Port Authority Terminal: 175-and 90-
foot faces, 510 feet usable berthing space with dol-
phins; 10 feet alongside ; deck height 10 feet; moor-
ing of company barges; owned and operated by In-
ternational Paper Co., Southern Kraft Division.

International Paper Co., Upper Wharf: north side
of Sampit River about 0.9 mile westward of South
Carolina State Ports Authority Terminal; 350- and
153-foot faces, 1,653 feet usable berthing space
with dolphins; 10 feet alongside; deck height 10
feet; receipt of pulpwood, shipment of paper by
barge; owned and operated by International Paper
Co., Southern Kraft Division.

Supplies.—Marine supplies and provisions can be
obtained at Georgetown. Bunker C is available to
oceangoing vessels at the South Carolina State
Ports Authority Terminal. Diesel fuel is trucked in
to the two deepwater piers or barged in from Char-
leston.

Repairs.—There are no facilities available at the
port of Georgetown for making major repairs or
drydocking large, deep-draft vessels; the nearest
such facilities are at Charleston, S.C. The Interna-
tional Paper Co. has two marine railways at its
marine repair piers on the north side of Sampit
River, about 0.3 mile westward of the State Ports
Authority Terminal. These facilities are for main-
taining and repairing company-owned floating
equipment, but are available to the public in an
emergency or by prior arrangement. Each railway
can handle vessels up to 300 tons.

There are machine repair shops in Georgetown;
minor above-the-waterline hull and engine repairs
can be made.

Small-craft facilities.—There are several facilities
on the east side of the bypassed portion of the river
along the city waterfront. Gasoline, diesel fuel,
berthage with electricity, water, ice, provisions,
marine supplies, and launching ramps are available.
A boatyard is on the east side of the bypassed chan-
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nel about 0.4 mile northward of the junction with
the main ship channel. The yard has two marine
railways, the largest of which can handle craft up to
60 feet in length or 50 tons for hull and engine
repairs; open, covered, wet, and dry storage is also
available here. A 1-ton fixed Lift is available at a
marina about 250 yards above the boatyard; hull,
engine, and electrical repairs can be made here.

Communications.—Georgetown is served by
several good highways, and by the Seaboard Coast
Line Railroad.

Above Georgetown the principal landing on Sam-
pit River is at Sampit about 10 miles above the river
mouth. U.S. Routes 17 and 701 highway bridge
crossing the river at Georgetown has a fixed span
with a clearance of 34 feet. The overhead power
cable about 0.9 mile above the bridge has a
clearance of 61 feet. A boatyard on Penn Royal
Creek, off the river about 5 miles above Geor-
getown, has a marine railway that can haul craft up
to 60 feet. Wet and dry storage are available, and
hull and engine repairs can be made. In 1963, the
controlling midchannel depth from the bridge to
Sampit Landing was 7% feet. Controlling depth in
Penn Royal Creek was 9 feet to the boatyard. Sam-
pit River above Georgetown is not marked.

Waccamaw River rises at Lake Waccamaw, N.C.,
and flows southwestward into Winyah Bay just
above Georgetown. The river is little used, except
for that section which is a part of the route of the
Intracoastal Waterway described in Chapter 12.
The route of the waterway leaves Waccamaw River
near Enterprise Landing, about 24 miles above the
mouth.

The controlling depth in Waccamaw River from
Enterprise Landing to Conway, 36 miles above the
mouth, was 7 feet in 1965. This section of the nver
is marked by daybeacons to near Conway. Above
Conway the river is obstructed by logs, snags, and
sandbars. The mean range of tide at the river en-
trance is 3.2 feet and 1.2 feet at Conway. The head
of the tidal reach is at Bellamys Landing, 80 miles
above the mouth. For predictions see the Tide Ta-
bles. The freshet range at Conway is about 13.5
feet. About a mile below Conway U.S. Route 501
fixed highway bridge over Waccamaw River has a
clearance of 35 feet. An overhead power cable just
northward of the bridge has a clearance of 59 feet.
At Conway the river is crossed by three bridges.
The first, a highway bridge, has a fixed span with a
clearance of 50 feet. The second is a railroad swing
bridge with a clearance of 3 feet. The third, also 2
railroad swing bridge, has a clearance of one foot;
an overhead power cable near this bridge has a
clearance of 50 feet. Regulations and opening
Slﬁnals for the drawbridges are given in 117.240,
Chapter 2. .

Pee Dee River rises in the North Carolina moun-
lains and flows generally southeastward 1nto

inyah Bay just westward of Waccamaw River.

U.S. Route 17 fixed highway bridge over Pee Dee
River just above the mouth at Georgetown has a
clearance of 20 feet. About 300 yards northward of
this bridge the 80-foot swing span of the former
Route 17 highway swing bridge has been removed;
the fixed portions of the bridge on either side of the
channel remain as fishing piers. The velocity of the
current at the former bridge is about one knot. For
predictions see Tidal Current Tables. At Yauhan-
nah, 28 miles above the mouth, the river is crossed
by U.S. Route 701 fixed highway bridge with a
clearance of 25 feet.

The Seaboard Coast Line Railroad bridge near
Poston, about 62 miles above the mouth, is the head
of commercial navigation. The river is unmarked.

Black River empties into Pee Dee River from
northward about 3 miles above the mouth of the
latter, and is navigable for a distance of 44 miles.
The river is unmarked. The bridges over Black
River have minimum channel widths of 16 feet and
minimum clearances of 1 foot; regulations and
opening signals for drawbridges are given in 117.240
and 117.245 (a) through (e) and (g) (14), Chapter 2.
The mean range of tide in Pee Dee River is 3.3 feet
at the mouth and 0.2 feet at the mouth of Little Pee
Dee River, 33 miles above. Mingo Creek flows into
Black River about 22 miles above the mouth of the
latter. When last ascertained, the controlling depth
in this creek was 8 feet. The mean range of tide is 2
feet, and the freshet range is 4.5 feet.

Chart 1238.—Between Winyah Bay and Char-
leston Harbor there are several rivers and inlets
which are changeable in character, and local
knowledge is essential to enter even under favora-
ble conditions. Some dry at low water and in the
others the depths range between 1 and 6 feet. Suita-
ble anchorages for small craft can be found inside
these inlets or in their tributary waters. At most en-
trances, the channels trend in northerly directions,
and shoals and breakers generally mark the channel
edges inside the bars. Entrances to North Santee
River and Bull Bay are less difficult of navigation
than the other entrances in this locality, but these
should be entered only at high water under favora-
ble weather conditions.

Between Winyah Bay entrance and Cape Romain,
broken ground, with depths of less than 5 fathoms,
extends 11 miles offshore. In addition, East Bank,
Hector Wreck, and a 14-foot spot about 6 miles
offshore, all previously mentioned as dangers in the
approach to Winyah Bay, should be avoided.

Santee River, formed by the confluence of Con-
garee River and Wateree River, flows generally
southeast and enters the ocean between Winyah
Bay and Cape Romain. Its two mouths, known as
North Santee River and South Santee River, are both
obstructed by shifting bars with little depth. In the
tidal reach are several privately owned la